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NO GENERAL RATE REDUCTION 

The National Industrial Traffic League, at its meet- 
ing in Cleveland this week, added to its reputation as a 
safe and sane body of representative shippers that always 
adopts a wise and conservative course with respect to 
The big question, so far as the 
general public was concerned, was the effect of the pres- 
ent high freight rates on business and the agitation thai 
has been going on in favor of a general reduction in rates 
as a means of restoring business to normal. The Presi- 
dent of the United States has been, in large part, respon- 
sible for the popular idea that freight rates ought to come 
down and that a general reduction would operate as a 
stimulus to business. The railroads deprecated that kind 
of talk, as did also many shippers. 
other shippers, however, who helped it along and it had 


transportation problems. 


There were many 


been expected that some of these would make themselves 
evident at the League meeting, at least to the extent of 
putting on a fight, should the subject come up for con- 
sideration. It did come up in a set of resolutions frankly 
meeting the question, taking firm ground against any 
general reduction in rates at this time, deprecating eftorts 
being made in some quarters to obtain rate reductions by 
means of political pressure, and advocating that the Com- 
mission be left free to exercise its judgment in the mat- 
ter of rate readjustments. The fight did not 
the resolutions being adopted unanimously 


materialize, 
after there 
had been full opportunity for consideration and discus- 
sion and with a full representation of the League present. 
There could be no more conclusive evidence of the 
League’s position, and we may say also that, in our 
opinion, that position could not well be wiser or more 
proper. 

The League’s great value, from the public point of 
view, has been that it offered a means through which 
business, as distinguished from the railroads, might ex- 
Press itself in transportation matters, and, for its opin- 
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ions to carry weight, they must be conservative and fair 
—not radical and selfish. This they have always been, 
and we congratulate this great and growing organization 
on its ability to rise above narrow and selfish considera- 
tions that might appeal to individual members and take 
broad, reasonable ground on questions of public impor- 
tance. It is an organization that, if it continues to be 
conducted with wisdom, is bound to play an increasingly 
important part in the country’s affairs. 

There is nothing in the resolutions or position of the 
League that would make inconsistent the proper activity 
of any member who feels that, on the particular com- 
modity in which he is interested, the rate is unfairly dis- 
criminatory or so high as to decrease the tonnage that 
moves. It is important that we do not confuse such a 
condition with what is so often pointed to as the neces- 
sity for a general reduction in the level of freight rates. 
Ignorant men in Congress and elsewhere have been re- 
sponsible for this confusion, in great measure, but it has 
been added to, we are sorry to say, by shippers who, 
thoughtlessly or selfishly and unfairly, as the case may 
be, have attempted to take advantage of it to get their 
own rates reduced. We held to the position that these 
shippers were wrong, but we did so with some misgivings 
as to approval of our course by our industrial readers. 
We do not mind saying that we feel greatly gratified that 
our own opinion has been so strongly confirmed by the 
National Industrial Traffic League. 

While we were satisfied that the more broad-minded 
and better informed industrial traffic men admitted pretty 
generally that there could be no reduction in the general 
level of rates until operating expenses had been reduced 
more than now seems possible, or until, in addition to 
reductions in operating expenses, there was an appre- 
ciable increase in tonnage, great harm was being done by 
the thoughtless or selfish ones who, knowing or believing 
that rates were so high on the particular commodities in 
which they were vitally interested as to interfere with 
the movement of business, joined in the cry that “rates 
must come down” and “high rates are throttling busi- 
The most they have any right to allege is that 
the rates on their particular commodities must come 


ness.” 


down and that the rates on those commodities are so high 
as. to throttle that particular kind of business. 

But even assuming that they are right in this, why 
the cry to their representatives in Congress or in the pub- 
lic prints? If their charges are true, they are susceptible 
of proof. They should take them to the carriers first. If 
the carriers are too stupid to see the truth or too obstinate 
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To the Industrial Traffic Manager 


The ulf obile & orthern 
Serves ulfport obile ew Orleans 


ITS SPECIALTY: Dependable Freight Service. 

ITS AMBITION: To serve you. 

ITS INVITATION: To try the route. 

IN RETURN: Courteous treatment, expedited 
service and a personal interest in your 
shipments from origin to destination. 


“THE ROAD OF SERVICE” 


Gulfport, Mississippi 


Mr. Traffic Manager: 


Your aim is economy in transportation costs. 


To exporters and importers a full knowledge of conditions, including 
port charges, prevailing at all the available ports is a vital matter. 


Gulfport, Mississippi, has certain factors of low port charges and 
good labor conditions, which make it the most economical of all the 
South Atlantic and Gulf ports. 


A letter of inquiry will bring to you information regarding this port, 
which will be of real value to you. 


Do you not think it worth while to investigate this? 


T. E. HARRIS, Traffic Manager 


Gulf & Ship Island Railroad 


GULFPORT, MISSISSIPPI 
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to act on it, then there is recourse in the Commission. If 
neither the carrier concerned nor the Commission can 
see what the shipper sees, then probably it is not there. 
If the carrier or the Commission does see that a lower 
freight rate would be productive of more business and so 
greater revenue, Or that the higher rate is causing dis- 
crimination in any other way, a correction will be made. 


OPPORTUNITY FOR THE TRAFFIC CLUBS | 
B. A. Worthington, president of the C. I. and W., in 


a recent address before the Indianapolis Traffic Club, treated 
the traffic club as a power for the settlement of railroad 
problems. He is right in his idea as to what the traffic club 
could be and ought to be, but a little adulatory as to the 
facts. For the traffic club has not risen to its opportunity. 
It is justification enough for clubs of this sort, of course, 
that their members desire to mingle socially, but, never- 
theless, if they stop there they have not taken advantage 
of a great opportunity for service. 

The average traffic club is composed of both railroad 
and industrial traffic men, thus representing both sides, or, 
rather, both points of view, of railroad problems or the 
railroad problem. Its members, generally speaking, are men 
of judgment, intelligence, and position, well qualified to un- 
derstand and discuss public affairs and especially qualified 
to consider transportation questions. The opportunity for 
the traffic club in public service is to give attention to press- 
ing transportation problems and, where its members can agree 
with any sort of unanimity, to make known its position. 
Also there should be some central organization of the 
traffic clubs of the country through which they might pre- 
sent a united front wherever possible and whenever such 
action would serve a good purpose. 

Of course, as a prerequisite for the success of such an 
undertaking, the traffic clubs would have to “sell them- 
selves” —that is, they would have to impress on the public 
and on government agencies the fact of their ability to pass 
on the kind of questions considered and the special value 
of their verdict, when one was reached, because both the 
buyer and the seller of transportation were represented on 
the jury. But that would not be difficult to do. Suppose, 
for instance, the traffic clubs of the country could unite 
on the position that the present rate-making section of the 
transportation act should stand as it is, or that it ought to 
be amended in a cerain respect. Would there be any doubt 
among persons who understand what the traffic clubs are, 
as to the value of their suggestion? The clubs could, if 
they wished, almost insure that only proper selections for 
members of the Interstate Commerce Commission be made, 
by insisting to the President on their point of view. 


ENTERTAINING THE PUBLIC 
Edward Hungerford, a writer on railroad subjects who 


usually displays intelligence and knowledge, though his. 


writings are in a more or less popular vein, has an article 
in the May 14th issue of the Saturday Evening Post that 
is not up to his usual standard—or any standard worth the 
name. It gives evidence of a severe struggle to be enter- 
taining long enough to earn the particular sum needed (at 
five cents a word) and almost a studied avoidance of some 
pertinent facts. 

We are especially impressed by his verdict (not, how- 
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ever, concurred in by the executives of the railroads in 
whose interest he writes) that the transportation act of 1920 
is a “proved failure.” Says he: ‘“Heralded as a panacea 
for our entire transport ailment, this rather hurriedly con- 
structed measure has failed to bring any definite relief either 
to railroad labor, the railroad stock holder, or the railroad 
patron.” The transportation act of 1920 is not perfect— 
far from it—but thus to throw on it the blame for pres- 
ent transportation conditions is unfair and indicative of 
ignorance. One might as well blame the doctor who pre- 
scribed a gargle for his patient because, having duly gargled, 
the patient, on the way to his office, was struck on the head 
by a falling brick. The transportation act might or might 
not have worked to cure the railroad ills as they appeared 
at the time, just as the gargle might or might not have 
cured the sore throat of the sick man; but the brick that 
struck the railroads on the head was the slump in business 
that no one—at least, not the framers of the transportation 
act—foresaw or provided against, and the overwhelming 
proportion of earnings that must be disbursed for labor. 

We would not pay so much attention to a “popular” 
article of this sort but for the wide circulation it receives 
and the fact that the publication in which it appears is sup- 
posed to present the work of experts on such subjects. The 
harm that such a misleading article may do can hardly be 
estimated. 


DISCRIMINATING DUTIES SUSPENDED 


The Trafic World Washington Bureau 


President Harding has issued the following proclamation 
suspending discriminating tonnage dues on vessels of Poland 
and Danzig: 

“Whereas satisfactory proof has been given to me by the 
government of the Republic of Poland that no discriminating 
duties of tonnage or imposts are levied or imposed in the waters 
of Poland or the Free City of Danzig upon vessels wholly belong- 
ing to citizens of the United States or upon the produce, manu- 
factures, or merchandise imported in such vessels from the 
United States, or from any foreign country: 

“Now, therefore, I, Warren G. Harding, President of the 
United States of America, by virtue of the authority vested in 
me by section four thousand two hundred and twenty-eight of 
the Revised Statutes of the United States, do hereby declare 
and proclaim that the foreign discriminating duties of tonnage 
and imposts within the United States are suspended and dis- 
continued, so far as respects the vessels of Poland and the ves- 
sels of the Free City of Danzig, and the produce, manufactures 
or merchandise imported in said vessels into the United States 
from Poland or the Free City of Danzig, or from any other for- 
eign country, the suspension to take effect on and after the date 
of this proclamation and to continue so long as the reciprocal 
exemption of vessels belonging to citizens of the United States, 
and their cargoes, shall be continued, and no longer. 

“In testimony whereof, I have hereunto set my hand and 
caused the seal of the United States to be affixed. 

“Done in the District of Columbia, this sixth day of May, in 
the year of our Lord one thousand nine hundred and twenty-one, 
and of the Independence of the United States the one hundred 
and forty-fifth.” 


Although the proclamation was signed May 6, it was not 
made public until this week. 


LAKE CARGO COAL RATES 


The Trafic World Washington Bureau 


Further conference was had May 26 on the subject of extend- 
ing application of reduced lake cargo coal rate to the Chicago 
district, in the office of Traffic Director Hardie. Users of coking 
coal in the Chicago district are pressing for the extension of 
the reduced rates to that city, on the ground that the rate as 
now limited gives undue preference to users of coking coal at 
Duluth, Milwaukee and other points in the area to which, the 
reduced rate does apply. Both users and carriers participated 
in the conference but no conclusion was reached. Carriers, how- 
ever, are anxious to avoid, if possible, formal complaints alleg- 
ing unjust discrimination. 
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LOUISIANA FOR “STATE RIGHTS” 


The Trafic World Washington Bureau 


Senator Broussard, of Louisiana, presented in the Senate, 
May 20, a resolution adopted by the constitutional convention of 
Louisiana, May 9, petitioning Congress to so amend the trans- 
portation act “as to protect and preserve the powers of the 
several states with relation to intrastate rates, services and fa- 
cilities, and the local affairs of the common carriers within the 
states, and to make such amendment or amendments in lan- 
guage so plain that the authority of the states in their respective 
territories shall be maintained without opportunity for misin- 
terpretation.” 


The resolution set forth that the Interstate Commerce Com- 
mission had indicated its purpose to assume for itself full and 
exclusive authority to regulate the railroads and to divest the 
states of substantially all power to regulate intrastate rates and 
service. If the authority assumed by the Commission is permit- 
ted to develop, it is declared, there must inevitably come a 
bureaucratic system repugnant to the American theory of gov- 
ernment. 


INTRASTATE RATES IN ILL. AND MICH. 


Conflicts between the state and federal authority, in form, 
if not in substance, have definitely arisen in Illinois and Mich- 
igan. In the last mentioned state the state authorities have 
ordered reductions in the rates on sand, gravel and crushed 
rock, one percentage of reduction to apply in the southern 
peninsula and a different one in the upper. Under the terms 
of the Michigan order, the rates became operative on May 10. 
The railroads have not formally appealed to the Commission 
against the order. The reduction in the upper peninsula is 22 
per cent and in the lower 25 per cent. It applies on sand, 
gravel and crushed rock, except where the material is to be 
used in foundries or for the manufacture of glass, cement, fer- 
tilizer or chemicals. In other words, the rates are to be based 
upon the use to which the commodities are to be put. which is 
in defiance of the rule in making interstate rates. The reduc- 
tions apply on both line and switching hauls. They are from 
an intrastate level as high as interstate. 


The Illinois conflict is caused by the suspension, by the 
Illinois commission, of a supplement filed by the Terminal Rail- 
road Association of a switching tariff, increasing rates in IIli- 
nois to a level higher than the rates in St. Louis, it is claimed, 
thereby causing undue prejudice against shippers in Illinois, 
who are in competition with those in St. Louis. The federal 
commission declined to suspend similar tariffs filed by the as- 
sociation for charges on movements of interstate business 
Illinois. 


According to the claim of the terminal association, it filed 
the schedule in question, supplement No. 5 to its I. C. C. 114, 
in compliance with the Commission’s decision in the Illinois 
Rate Case, 60 I. C. C. 92, in which the Commission authorized 
the carriers to bring their rates in Illinois up in the same per- 
centage that it had permitted them to increase their interstate 
rates, and thereby remove the discrimination found by it to 
have been caused by the failure of the Illinois authorities to 
permit a percentage increase as great in the Illinois rates, as in 
the interstate rates. 

A phase of the conflict between siate and federal author- 
ities has been brought to the attention, in an application in 
No. 11894, the Indiana Rate case, by Kingan & Co., Inc., of 
Indianapolis, asking for a re-opening of that case to the end 
that it may show that the charge for tie transportation of 
livestock from the stockyards of the Belt railroad in Indian- 
apolis to the plant of the petitioner, also in Indianapolis, is not 
related to any interstate charge in such manner as to contra- 
vene the interstate commerce law. Kingan & Co. desires an 
opportunity to present evidence tending to prove that the trans- 
portation involved is in no wise related to the interstate charges 
and should not have been included in the Commission’s order. 
It further requests that, if the federal commission is of the 
opinion that the charge is within its jurisdiction, the petitioner 
be permitted to submit evidence tending to show that any 
charge in excess of $2 per car is unreasonable. At present it is 
$7. During federal control it was $5 and the complainant has 
a formal complaint before the Commission alleging that that 
charge was unreasonable for the service performed. 

Prior to February 18, 1919, the charge was $15 per car 
for livestock and 1% cents per 100 pounds on hogs. On the 
day mentioned, the charge was changed to $5 per car for either 
hogs or cattle, and on October 1, 1920, it became $6.50. In 
compliance with the Commission’s order in the Indiana Rate 
case, the charge was advanced to $7. 

Kingan & Co. protested to the Indiana commission against 
the $6.50 charge. The company also filed the formal complaint 
before mentioned against the $5 charge in effect during federal 
control. It spent considerable money in preparing evidence to 
be put before the Indiana commission, all of which will be 
wasted, so far as the Indiana commission is concerned, because 
that body has informed the complainant that it can take no 
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action because of the order of the federal commission and the 
injunction by a federal court forbidding it to interfere in any 
way with the operation of the federal crder. Therefore Kingan 
& Co. have asked the Commission to re-open the case so it can 
show either that the federal body has no jurisdiction or that, 
if it has, any charge in excess of $2 would be unreasonable. 

The Michigan case before the federal body involved pas. 
senger fares only. The freight rates in that state were not ont 
of line with the interstate rates in that part of the country, 
Reduction of the rates on road-building materials by the Mich. 
igan commission, therefore, creates a situation on which the 
carriers may feel constrained to bring complaint such as they 
brought against the rate adjustments made by other state com- 
missions. The Michigan body, in ordering reductions on roaj.- 
building materials, did not have to deal with rates which had 
been specifically prescribed by the federal body, hence it was 
not face to face with either a federally prescribed rate or the 
injunction of a federal court. — 


NEW ENGLAND RATE INCREASES 
The Trafic World Washington Bureau 


New England railroads, according to what are believed to 
be reliable reports, have definitely abandoned hope of persuading 
the New England states to permit a ten per cent or any other 
kind of increase in rates. They have accepted, apparently, the 
report of the committee appointed by the governors of New 
England states, which was in opposition to the increase, as dis- 
posing of the matter. The opposition on the part of shippers 
was so great that the committee made a unanimous report, not- 
withstanding the fact that the Boston & Maine, Maine Central, 
Vermont Central and the New Haven, for the six months ended 
with February, which included the months of highest traffic 
density and highest rates, showed big deficits. 

The committee, headed by George R. Nutter, expressed grave 
doubt as to whether the rate increase would result in an increase in 
revenue at all commensurate with the needs. The committee 
said that, in general, those familiar with railroad conditions over 
the country believed that rates were at their peak and that in- 
stead of an increase there should be a decrease if there were to 
be a revival of satisfactory business conditions for both the rail- 
roads themselves and for industry in general. The committee, 
in commenting on the fact that the four railroads mentioned had 
deficits in the six months ended with February, said: 

“Nevertheless, we do not conclude that any of these four 
will cease to operate under their present corporate manage- 
ments during the period which will elapse before they can secure 
assistance by the payment to them of amounts owed by the gov- 
ernment, by the necessary readjustment of wages and conditions 
of employment and by the determination of the question of di- 
vision of through rates which is now before the Interstate Com- 
merce Commission. 

“There has been considerable discussion about the possi- 
bility of receiverships. We believe that every effort should be 
made to avert receiverships and to extend to the railroads credit 
sufficient to bridge the period of emergency, and that any efforts 
to avoid receiverships should be commended because of the 
serious results which would follow. 

“For these various reasons, on the assumption that there 
exists a very great emergency, we cannot recommend approval 
of the proposed advance in rates. We are strongly of the opinion 
that some constructive action should be taken. This is made 
necessary by the fact that railroad revenues are less than their 
expenses. What can be done to remedy this situation? De- 
creasing costs of coal and materials will help. The expected re- 
vival of business will also assist. But in addition we make the 
following suggestions as indicating the only method by which 
the problem should be approached and can be solved: 

“The federal government should be asked to give assistance 
to the railroads in their extremities, not as an act of paternalism 
but as an act of justice. The obligation of the government to 
return the railroads in the same condition in which they took 
them over has not been fulfilled. 

“The adjustment of the amounts due from the government 
during the period of federal control and during the guarantee 
period is attended with all the vexatious delay which we are 
now accustomed to associate with governmental functions and 
which constitute a mockery of fair dealing. The federal gover- 
ment ought to do something in this emergency, and it certainly 
‘can do something. It is our opinion that the period of federal 
guarantee should be extended (retroactive from September 1, 
1920), and that arrangements should be made at once for the 
payment of the amounts claimed by the railroads to be due them 
from the government, leaving the matter of exact determination 
of these amounts to be made afterward.” 


CHANGES IN DOCKET 
Hearing in 12349, Kingan & Co., Inc., vs. Director-General, 
assigned for May 25 at Indianapolis before Examiner Keele?, 
was postponed to a date to be hereafter fixed. : 
Hearing in 12337, Swift & Co. vs. East St. Louis Junction 
Railway and Director General, assigned for May 25 at Chicag0 
before Examiner Money was cancelled. 
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No Interference with Telegraph Rates.—A note that may 
not be new struck by Commissioner Potter in his dissent in the 
telegraph liability case, 61 I. C. C., 541-50, has served to call 
attention to the fact that President Harding is not the only 
man in public who is thinking about taking government out of 
pusiness and putting more business into government. The Pot- 
ter idea is that his colleagues in that case departed from the 
field of regulation, and, camel-like, inserted their noses into the 
field of corporate management. In support of that view of the 
matter it has been suggested that the only effect of the decision 
will be to require the telegraph companies to give more than 
they do for their present rates. The Commission decided for 
them that it would regulate their rates and service by telling 
that, in the event they make mistakes, or a messenger boy 
loafed on his job, the sender or receiver of the message, if he 
can prove damage, shall have more dollars than he might obtain 
under the rules now in force by resort to the courts. 

The order of the Commission, it is pointed out among those 
who have discussed the subject, gives the telegraph companies 
no option. They have no discretion. They could not say, “Well, 
we would rather reduce our rates than increase our liability.” 
The Commission did not regulate the rates. It regulated the 
quantum of liability. It made no pretense of regulating service. 
The order leaves the managers of the telegraph companies no 
discretion whatever as to what would be the better business 
policy for them. Commissioner Potter pointed out the decision 
requires them to give more insurance for the money they receive 
for unrepeated and repeated messages, the largest excuse or rea- 
son for the order to increase the amount of the insurance being 
the fact that the Western Union has not been observing the 
rules whereby it limits its liability as an insurer against errors 
less than gross negligence. It observed the policy of doing 
equity, with itself as the sole judge as to what was equity. That, 
Commissioner McChord said, stands on the same footing as an 
unlawful rebate, because it opens the way for the company to 
pay liberally large users of the wire, and forgot the occasional 
user who may be just as badly hurt as the favored user, but who 
has not such a powerful club to hold over the head of the tele- 
graph company. 

As a practical matter, the Commission could have said that 
the rates were too high for the service rendered and ordered 
them reduced so as to cover the amount of the liability the com- 
panies désired to assume, especially the Postal, which through- 
out the case showed that it had observed the rules. The report 
itself does not show that the Commission inquired as to whether 
the money received for repeated messages was more than what 
would have been reasonable for an insurance company that had 
written a policy to cover the losses due to errors in repeated 
messages. McChord, who wrote the opinion of the Commission, 
and Potter, who dissented therefrom, are lawyers of repute. 
When they disagreed they afforded ground for talk by those who 
make no particular claim to standing as limbs of the law, espe- 
cially by those who think the Harding idea of less government 
in business and more business in government would be a good 
thing for the country, if translated into practice. 





Hair Splitting by the Commission.—Another of the Commis- 
sion’s decisions that promises to provoke as much talk among 
those interested in such matters as Colonel Harvey’s speech, 
commending the organization of the Pilgrims in both the mother 
and daughter country, does among those who think they believe 
in 100 per cent Americanism, is that in the Edge Moor iron 
case. The Commission could not see any unjust discrimination, 
undue prejudice or unlawful preference by the railroad company 
that serves adjoining plants giving one an allowance when it 
pulls a car of coal from an interchange track and denying it to 
another which does precisely the same service for the railroad 
company in making final delivery. Some times the refinements 


and distinctions drawn by the Commission seem to pass over 


the heads of ordinary men. Transcendental powers of differ- 
entiation have been ascribed to the supreme court of the United 
States, especially by disappointed litigants. However, the Com- 
mission has not often been accused of splitting hairs, but its de- 
cisions in the two frozen ore cases and the Edge Moor case, it is 
believed, will provide material for those having an intense de- 
sire to perform analytical labor on the basis of art for art’s sake. 





Rate Reductions as Peace Indicators.—It may be taking Eu- 
rope long to get back to a peace basis, but the best kind of evi- 
dence that peace is coming to America in advance of its formal 
Testoration comes to the Commission nearly every day. Every 
application by a railroad company or group of railroads, for per- 
Mission to reduce rates, may be held up as evidence-that the 
dove is hovering near. No railroad is asking permission to re- 
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duce rates for the mere pleasure it will afford the shipper who 
is to be the beneficiary. The law of supply and demand, the ap- 
plications may be taken as indicating, has moved its abiding 
place from the house of the seller to the house of the buyer. 
The ship is once more competing with the railroad train, not in 
the raising of rates, but in reducing them. One of the oddities 
of the situation is that those desiring to make reductions are 
asking permission to act quickly, presumably so as to collar the 
nimble sixpense, that may be in the offering, when it comes 
within reaching distance. 

But the ship is not the only one that is causing activity. 
The reductions on alfalfa hay and meal and on the residuum of 
sugar mills and refineries were not suggested by the competition 
of the ships. Lack of circulation along the railroads serving the 
mixed feed manufacturing cities and the points where raw 
materials for them are produced, caused the move in that direc- 
tion. Ship competition may have caused the activity in the 
matter of rates on sugar, but not in the matter of lake cargo 
coal rates on sand, gravel and crushed rock along the New 
Haven. 

These reductions, however, tend well to show that the old 
rule, namely, that wages are the last to go up and the first to 
come down, is not true with regard to the railroads. Wages 
always go up on railroads before the rates and rates come down 
before wages. The laborers are well organized. So are the 
railroads. The general public, however, which, in the end shows 
itself to be the ruler of both, is not well organized. It, however, 
has a cruel way of withholding patronage when it thinks wages 
or rates or both are too high. That withholding of patronage 
may not have been justified, as thousands of writers and speak- 
ers have said, but the fact that it took place may be regarded 
as the immediate cause for the readjustment of illy balanced 
rates. 





Railroad Wages and Railroad Rates.—-What will the public 
expect if and when the Railroad Labor Board reduces wages? 
That is a question that has caused some shivers among railroad 
and Commission men who think they have a just appraisement 
of the significance of the present condition. There is reason to 
believe that if the Labor Board abrogates the national agree- 
ments so as to enable the railroads to save $300,000,000 a year, 
the public will immediately demand a large reduction in railroad 
rates. While railroad men and Commission people know that 
the railroads are not making enough to enable them to breathe 
comfortably, the public seems to think that if wages can be 
reduced rates can also be brought down. It seems not to under- 
stand that unless wages and other operating costs are reduced 
the railroads will go into bankruptcy, and that the best that 
can be expected from a reduction in the cost of operation is a 
little better existence for the railroads. Even if costs of opera- 
tion were reduced $600,000,000 a year, it would be demanding 
something unreasonable, it is believed, to ask the railroads to 
make a general reduction. A saving of $600,000,000 would give 
them a return of less than 4 per cent on the value of the prop- 
erty devoted to transportation. 

There are some, of course, who say they think the railroads 
are not any more entitled to a guarantee of return on investment 
than a farmer, a grocer or a sawmill. The fact, however, is 
that the law requires the Commission to establish rates at a 
level which will give them a return of 6 per cent. The law does 
that because the law also holds a check upon them so they are 
not free, in times of brisk business, to exact all the traffic would 
bear. They were held down in their prices, not only while the 
Lever law was in force, but are held down at all times, which 
is not true with regard to the farmer, the grocer or the sawmill 
man. They were held down during the war, but after the war 
they were free to charge for their wares what they could obtain. 
Not so the railroads. But when President Harding said rail- 
road rates and costs of operation must be reduced, it is believed 
he created in the minds of most persons the impression that the 
two would go together. Therein, as seen by many, lies the 
danger, to the railroads, and the country as a whole, in any 
reduction the Labor Board may order. The public, not recalling 
the fact that many of the railroads have not been making 
enough to pay expenses, will think that a reduction in wages 
must necessarily be followed immediately by a reduction in 
rates. As a matter of fact, rate reductions are being made all 
the time, so that when the wage cut comes, there probably will 
be no margin left in which further cuts could be made without 
making it sure that the present unsatisfactory condition shall 
be continued. 





The Packers and Their Railroads.—No one acquainted with 
the divergent courses the various governmental agencies have 
taken in regard to the railroad and stock yard holdings of the 
big packers is able to understand the small amount of atten- 
tion that is being bestowed by the public on the hearings 
Director Colston, of the Bureau of Finance, has been holding 
on the application of the New York Central for authority to buy 
the Chicago stock yards railroad. Aside from the Traffic World, 
no newspaper is giving the matter half so much attention as 
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is being bestowed on the rioting that is going on in one little 
district of Ireland or Silesia. 

With the department of justice, the courts and the Federal 
Trade Commission taking the position that the packers must 
get rid of their railroads, the Interstate Commerce Commission 
is holding hearings to determine whether it will be in the public 
interest for one railroad to buy them. All the railroads entering 
Chicago might have gotten together to buy the terminal rail- 
roads, but they did not. The New York Central applied for au- 
thority to buy them and then all the others opposed the grant. 
Should the courts carry out the plan contained in the consent 
decree entered in the District of Columbia, and the Commission 
decide that the New York Central should not be allowed to 
acquire the property, the packers will have no place to go un- 
less some of them decide that doing business under the Ameri- 
can flag is not so satisfactory as trying to do it under the flag 
of some other country. 





State Versus Federal Authority.—In connection with appli- 
cations for authority to abandon lines of railroad or certificates 
of convenience for their construction, it is almost a certainty 
that state commissions will oppose petitions asking for permis- 
sion to abandon and approve new construction. In the end, it 
is believed, some of the hardest legal battles over the question 
of state versus federal authority will come in connection with 
that part of the transportation law giving the federal regulating 
body the power to say whether an existing corporation may 
issue securities, extend or abandon its lines. In the last analy- 
sis, it is believed, the question will be whether the states ever 
surrendered their power to create corporations to engage in 
transportation. 

If the states have lost the power to authorize corporations 
of their own creation to issue securities, the power to create 
them, it has been suggested, would be about the same as a 
painted ship on a painted sea. The question about the creation 
and regulation of the finances of corporations, it is believed, 
will give the courts more trouble than the question of the federal 
regulation of all rates, especially if a railroad corporation, when 
it takes out a charter, makes it plain that it has no desire to do 
an interstate business and will not voluntarily become a party 
to any through route and joint rate arrangement. Many roads 
are now engaged in such business against their will, the tend- 
ency of the Commission, long before legislation such as was 
enacted in 1920 was even thought of, being to reach out and 
compel carriers to engage in interstate commerce by means of 
through route and joint rate arrangements. A. E. H. 


LOADING OF REVENUE FREIGHT 
The Trafic World Washington Bureau 


An increase of 32,133 in the number of cars loaded with 
revenue freight during the week which ended on May 14, com- 
pared with the previous week, was shown by reports just re- 
ceived by the Car Service Division of the American Railway As- 
sociation from the railroads of the country. The increase was 
largely due to increased loading of coal and ore principally for 
lake movement. 

The total for the week was 750,158 cars, which was, how- 
ever, 92,987 below that for the corresponding week in 1920, but 
10,213 more than that for the corresponding week in 1919. In- 
creases during the week were reported in the loading of all 
commodities except grain and grain products and live stock, com- 
pared with the previous week. 

During the week, 161,782 cars were loaded with coal, which 
was an increase of 18,459 over the previous week. It was, how- 
ever, 1,800 cars below the total for the corresponding week last 
year and 4,100 under that for the corresponding week in 1919. 
There were also 22,806 cars loaded with ore or an increase of 
9,700 over the week before. 


Merchandise and miscellaneous freight, which includes manu- 
factured products, totaled 451,062 cars or an increase of 4,000 
over the week of May 7, but 40,600 cars under the number loaded 
during the corresponding week in 1920. Reports showed 5,126 
cars loaded with coke, 49,365 with forest products; 34,418 with 
grain and grain products and 25,599 with live stock during the 
week. Compared with the corresponding week in 1920, decreases 
were reported in the loading of all commodities except grain 
and grain products. 

By districts, increases were shown in each compared with 
the preceding week, but the Pocahontas region was the only one 
to show an increase over the corresponding week last year. 

Increased demand for coal cars was also principally re- 
sponsible for a decrease within a week of 21,469 in the number 
of surplus or idle cars, according to reports which showed, that 
on March 15, the total was 450,453 cars. Surplus coal cars 
totaled 202,348, which was a decrease of 17,911, compared with 
the week before. A decrease was also shown in the number of 
idle box cars, the total being 170,595, or 3,632 less than on 
March 8. 

The loading by districts in the week ending May 14 and in 
the corresponding week of 1920 was as follows: 

Eastern district: Grain and grain products, 6,098 and 4,684; 
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live stock, 2,565 and 3,184; coal, 42,842 and 44,934; coke, 1,113 
and 2,282; forest products, 5,456 and 7,736; ore, 2,875 and 5,292. 
merchandise, L. C. L., 56,472 and 32,636; miscellaneous, 67,125 
and 92,173; total, 1921, 184,046; 1920, 192,921; 1919, 185,364. 

Allegheny district: Grain and grain products, 2,151 and 
2,106; live stock, 2,548 and 2,924; coal, 52,143 and 49,461; coke, 
2,538 and 5,209; forest products, 2,143 and 3,297; ore, 4,058 and 
6,646; merchandise, L. C. L., 43,298 and 38,785; miscellaneous, 
a and 66,613; total, 1921, 155,677; 1920, 175,041; 1919, 165, 

Pocahontas district: Grain and grain products, 134 and 140; 
live stock, 76 and 96; coal, 23,714 and 16,953; coke, 53 and 700; 
forest products, 1,370 and 2,181; ore, 19 and 333; merchandise, 
L. C. L., 2,643 and 175; miscellaneous, 5,348 and 10,290; total, 
1921, 33,857; 1920, 30,868; 1919, 33,603. 

Southern district: Grain and grain products, 3,465 and 2. 
777; live stock, 1,833 and 2,311; coal, 20,018 and 21,721; coke, 
523 and 129; forest products, 14,491 and 19,734; ore, 829 and 
2,607; merchandise, L. C. L., 38,906 and 25,465; miscellaneous, 
oe and 52,713; total, 1921, 111,183; 1920, 127,457; 1919, 108. 

Northwestern district: Grain and grain products, 8,390 and 
8,853; live stock, 6,941 and 8,696; coal, 4,429 and 6,833; coke, 
598 and 987; forest products, 15,011 and 17,928; ore, 14,219 and 
32,705; merchandise, L. C. L., 27,474 and 20,642; miscellaneous, 
30,265 and 43,469; total, 1921, 107,327; 1920, 140,113; 1919, 104,444, 

Central Western district: Grain and grain products, 9,332 
and 8,171; live stock, 9,481 and 11,755; coal, 14,692 and 17,546; 
coke, 167 and 421; forest products, 4,448 and 6,127; ore, 556 and 
3,055; merchandise, L. C. L., 30,389 and 22,548; miscellaneous, 
31,355 and 45,156; total, 1921, 100,400; 1920, 114,779; 1919, 92,835. 


Southwestern district: Grain and grain products, 4,848 and 
3,979; live stock, 2,155 and 2,437; coal, 3,944 and 6,160; coke, 
134 and 171; forest products, 6,446 and 7,425; ore, 750 and 717; 
merchandise, L. C. L., 16,342 and 15,877; miscellaneous, 23,549 
and 25,200; total, 1921, 58,168; 1920, 61,966; 1919, 49,465. 


Total, all roads: Grain and grain products, 34,418 and 30,710; 
live stock, 25,599 and 31,403; coal, 161,782 and 163,608; coke, 
5,126 and 9,899; forest products, 49,365 and 64,428; ore, 22,806 
and 51,355; merchandise, L. C. L., 215,524 and 156,128; miscel- 
laneous, 235,538 and 335,614; total, 1921, 750,158; 1920, 843,145; 
1919, 739,945. 


L. C. L. merchandise loading figures for 1921 and 1920 are 
not comparable as some roads are not able to separate their L. 
C. L. freight and miscellaneous of 1920. Add merchandise and 
miscellaneous figures to get a fair comparison. 


FEBRUARY TRAFFIC STATISTICS 
The Trafic World Washington Bureau 


Revenue traffic statistics of class I roads, not including 
switching and terminal companies, for February, issued by the 
Commission, show a decline in the revenue tons carried one mile 
from 30,291,000,000 in February, 1920, to 22,544,000,000 in Febru- 
ary this year. Revenue tons carried declined from 169,743,000 
in February, 1920, to 121,556,000 in February this year. 

The decline in freight revenue was from $298,467,383 in 
February, 1920, to $282,594,176 in February this year. The 
revenue per ton mile increased from 9.85 mills in February, 
1920, to 12.54 mills in February this year. 

The number of passengers carried decreased from 91,673,000 
in February, 1920, to 83,474,000 in February this year. The 
revenue increased from $82,326,685 to $88,247,442. The revenue 
per passenger mile increased from 2.594 cents to 3.089 cents. 

For January and February the report shows that revenue 
tons carried one mile decreased from 62,352,000,000 in the 1920 
period to 49,096,000,000 in the 1921 period. The revenue tons 
carried declined from 345,790,000 to 263,491,000. The freight 
revenue declined from $609,253,487 to $605,985,851. The revenue 
per ton mile increased from 9.74 mills to 12.34 mills. 

The number of passengers carried declined from 189,528,000 
in January and February, 1920, to 177,236,000 in the 1921 period. 
The passenger revenue increased from $173,962,348 to $193,263,- 
521. The revenue per passenger mile increased from 2.604 cents 


to 3.103 cents. 


CAR CONSTRUCTION REPORT 
The Trafic World Washington Bureau 


A report by the bureau of census of the Department of Com- 
merce on the construction of steam and electric railroad cars 
shows that there were 162,511 steam and electric railroad cars 
built in 1919, with a total value of $403,517,000, as compared 
with 137,823 cars in 1914, with a total value of $164,960,000. of 
the total in 1919, 160,159 were steam railroad cars, with a total 
value of $389,078,000. Of that total, 294 were passenger cars, 
with a value of $5,602,000, and 159,865 were freight and other 
cars, with a total value of $383,476,000. Electric railroad cars 
puilt in 1919 numbered 2,352, with a total value of $14,439,000. 
The figures reflect the marked increase in the cost of building 
cars in 1919 over 1914. 
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PETROLEUM FROM BLUE ISLAND 


The Commission has dismissed No. 10805, Barnett Gas and 
dil Co. vs. C. & N. W., Director-General, et al., opinion No. 
4853, 61 I. C. C. 568-71, holding that the rates on petroleum 
and its products, from Blue Island, within the switching limts 
of Chicago, to near-by points in Illinois, Wisconsin, Michigan 
and Indiana were not and are not unreasonable, unjustly dis- 
criminatory or unduly prejudicial. The point was that the ap- 
plication of the increase of 4.5 cents per 100 pounds in cases 
in which it represented an increase greater than 25 per cent 
was unreasonable. The contention of the complainant was that 
the intention of the Director-General was to make an increase 
of 25 per cent with 4.5 cents as the maximum. 

Commissioner Hall said the 4.5-cent increase was part of 
a general readjustment made in an effort to minimize serious 
disturbances of rate relationships. He said it seemed to meet 
the approval of the trade generally and no sufficient reason was 
shown on the record why it should be condemned as applied to 
the particular rates in issue. 


RATES ON PINE LUMBER 


A modification has been made by the Commission in its 
original decision on No. 10083, Whitewater Lumber Co. vs, Ala- 
bama Central, Director-General, et al., opinion No. 6851, 61 
LC. C. 563-4. In the original decision the Commission held 
that it was unreasonable and unduly prejudicial for the carriers 
to exact rates on pine lumber from Autaugaville, Ala., to inter- 
state destinations higher than the junction point or group rates 
and awarded reparation. 

On rehearing, the Commission eliminated the finding of un- 
reasonableness and the award of reparation, but adhered to the 
finding of undue prejudice. As to reparation, it held that no 
damage had been shown. 

Commissioners Hall, Daniels and Potter dissented, the first 
writing a separate opinion. ; 

The question in the case was whether Autaugaville, which 
is situated on the Alabama Central, a short line, was entitled 
i¢ the junction or group rates on pine. The Commission, in its 
original decision, in effect, held that it was and that the com- 
plainant was entitled to reparation on account of unreasonable 
rates. In the modified opinion, the Commission, in effect, held 
that Autaugaville was entitled to the junction point or group 
rate, but that the complainant had not shown itself to be dam- 
aged by the undue prejudice. 

Upon the petition of the defendants the case was reopened 
and the American Short Line Railroad Association intervened 
in behalf of the other common carrier defendants. It earnestly 
averred that the former findings, if followed in other cases, would 
destroy the value of many independent short lines, or deprive 


the trunk lines of earnings to which they were lawfully entitled. , 


Not an additional fact was placed in the record on rehear- 

ing, the whole question being whether the finding of unreason- 
ablleness was warranted by those facts. The principal conten- 
tion of the carriers was that no undue prejudice resulted from 
the maintenance of highe rates from stations on connecting inde- 
pendent short lines than from a group of points in the same 
vicinity or on main or branch lines of the trunk line carriers 
and on connecting trunk lines. They earnestly urged the Com- 
Mission to follow its decisions in the Stonega Coal & Coke 
case, 23 I. C. C. 17, Brush Creek Mining case, 39 I. C. C. 441, 
and hold that a carrier is not bound to maintain the same rates 
from points on a connecting line as from near-by points on its 
own lines. The Commission retorted to that contention that 
the conclusion announced in its first report in this case agreed 
With its decision in McGowan-Foshee Lumber Co., 43 I. C. C. 
581, and 51 I. C. C. 317. On that point the railroads asserted 
that conditions in the Mississippi valley and the southeast dif- 
fer from those prevailing in the lumber producing areas involved 
In the McGowan-Foshee Lumber case. 
a Commissioner Hall, in his dissent, said that under this de- 
“sion, the joint rate, although reasonable, must be brought 
down to the group rate applied from the junctions, thereby fur- 
ther reducing the slender earnings of the Mobile & Ohio, if the 
Alabama Central is to be kept alive, or else the group rate 
Must be raised. For the reasons indicated by him in the Swift 
Lumber Co. case, 61 I. C. C. 485, he said he could not concur 
M the finding of undue prejudice. 


KALE, LETTUCE AND SPINACH 


_ In a report on I. and S. No. 1282, Increased Estimated Con- 
lainer, and Carload Minimum Weights on Kale, Lettuce and 
Spinach from Southern Points, opinion No. 6855, 61 I. C. C. 586-9, 





Decisions of Interstate Commerce Commission 





the Commission said the American Railway Express Company 
had not justified its proposal to bring the estimated weights more 
nearly to the actual weight, nor had it justified the schedules 
proposing to increase the minimum carload weights to corre- 
spond. Commissioner Aitchison, who wrote the report, said the 
principal effect would be to increase the charges on spinach from 
Texas. The express company’s only assigned reason for desiring 
to increase the estimated weights was the fact that the difference 
between the estimated and actual weights was great. 

The Commission said that that was not justification in view 
of the fact that the only effect would be to increase the transpor- 
tation charges. Aitchison said that while the estimated weights 
proposed would be more nearly in harmony with the actual 
weights than those now maintained, the latter had been in effect 
since the inception of the spinach-growing industry and the 
rates had been made in relation thereto. In a case of this kind, 
where the practical and only effect would be a substantial in- 
crease in the transportation charges, the Commission, the re- 
spondent, should not only show that the proposed estimated 
weights are not excessive, but also that the application of the 
existing rates to such estimated weights will not result in unrea- 
sonable transportation charges to the shipper. That, he said, 
had not been done. 

As a result of that decision the railroads serving the grow- 
ers of Texas will continue to carry carloads of spinach from 
Austin, Tex., to New York City, by express, for $69.17 per car 
less than for carrying the same quantity by freight. Had the 
Commission allowed the express company to increase the esti- 
mated weights, the carload of 875 bushel baskets of spinach, 
when carried by express would have cost $42.39 more than a 
carload of the same number of baskets by freight. 

There was no dispute about the wide difference between the 
estimated and actual weights. The growers freely admitted that 
the packages were much heavier than the estimated weights 
applied. They took the position, however, that to increase the 
estimated weights would merély force them to discontinue their 
business because freight and express rates have been increased, 
they said, to such a point that they cannot make a profit in 
growing the vegetable. The increases in estimated weights, if 
allowed, would have had the effect of increasing the rates on 
spinach, dry, about 25 per cent and spinach packed with ice in 
the container more than 56 per cent. 

During federal control the Director-General ordered the esti- 
mated weights on spinach hauled by freight to be brought up 
more nearly to the actual weight. The express companies did 
not increase their estimated weights. Protests by the railroad 
companies against hauling express shipments of spinach on pas- 
senger trains for less than freight caused the filing of the tariffs 
proposing the increased weights. 

No objection was made to the increase of the estimated 
weight on packages of lettuce. No one was interested in kale 
enough to say anything about it. The Texas protestants, in 
their representations, said they did not ship it. 

Commissioner Aitchison in his report committed the Com- 
mission to the proposition that spinach grown in Texas under 
present conditions cannot be marketed at a profit to the grower, 
by means of the following language: 

“Spinach grown in Texas cannot be sold under present con- 
ditions and under the present weights and rates at prices suffi- 
cient to cover the cost of packing and transportation and yield a 
profit to the growers. But it also appears from protestants’ tes- 
-timony that the market price of spinach has been fairly low 
throughout the country, due to a rather large crop and to the 
fact that consumers no longer want to pay war prices. An ex- 
hibit offered by protestants shows that on two cars loaded with 
approximately the same number of baskets, shipped last Decem- 
ber to St. Louis, Mo., with a week’s interval between the ship- 
ments, returns on the first car were $1,357.28 and on the second 
$422.92, the variation being due to change in market price. Re- 
spondent takes the position that the present depression in prices 
is the result of the commercial conditions generally prevailing, 
and does not constitute a valid objection to the maintenance of 
estimated weights more nearly in conformity with the weights 
actually carried.” 


INDUSTRIAL PER DIEM RECLAIMS 


In its report on No. 11485, Birmingham Southern Railroad 
Co. vs. Alabama Great Southern, Director-General, et al., opin- 
ion No. 6849, 61 I. C. C. 551-8, Commissioner Meyer announced 
the Commission’s conclusion that the denial by the trunk line 
connections of switching reclaims to the Birmingham Southern 
on foreign cars handled under divisions of joint rates was not 
unreasonable or unduly prejudicial. The complainant alleged 
that the assessment against it of demurrage under the uniform 
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demurrage code instead of the assessment of per diem with 
reclaim allowances under the per diem code and car service 
rules of the American Railway Association subjected the com- 
plainant and the shippers served by it to illegal and unreason- 
able charges, unjust discrimination and undue prejudice. It 
further alleged that the failure of the trunk lines to treat it as 
a common carrier gave undue preference to railroads similar 
to the complainant’s road in violation of the first, second, third 
and fifteenth sections of the interstate commerce law, the tenth 
section of the federal control act and appropriate provisions of 
the transportation law. It asked for the fixing of reasonable 
compensation to be paid by the complainant for the past and 
future use of such cars and the establishment of reasonable and 
non-prejudicial charges, rules and regulations with respect to 
the use and interchange of cars. 

The Commission in disposing of the case gave another turn 
to the kaleidoscope in which the independent short line rail- 
roads, lumber tap lines and common carriers owned by indus- 
tries other than lumber companies serve as the pieces of col- 
ored glass in making up the various combinations. It con- 
demned the allowance of switching reclaims to industrial com- 
mon carriers, saying that the common carrier status of the 
Birmingham Southern and by analogy other industrial common 
carriers, gave it no inherent right to per diem or reclaim. At 
the same time, however, it condemned the assessment of de- 
murrage under the uniform code against the Birmingham South- 
ern and prescribed a modified average demurrage agreement for 
use in regulating the relations between common carriers, one 
of which happens to have been built and owned by a shipper 
over its rails, namely, the Tennessee Coal, Iron & Railroad Co. 
That last mentioned company is itself a subsidiary of the United 
States Steel Corporation. The modification of the average 
agreement is only as to the amount of free time. 

The order of the Commission requires the trunk lines and 
the Birmingham Southern to establish their relations on or 
before July 14, in accordance with the provisions of Appendix 
C of the United States Railroad Administration, Circular CS-59, 
providing for assessment of charges for use and detention of 
cars except those at home on the tracks of the Birmingham 
Southern or the industries located thereon against the Birm- 
ingham Southern at the contenporaneous demurrage rates on 
cars delivered loaded and returned empty or delivered empty 
and returned loaded after the expiration of 72 hours’ free time; 
for the similar assessment of charges for use and detention of 
cars at the contemporaneous demurrage rates on cars delivered 
loaded and returned loaded after 144 hours’ free time; and for 
the like assessment of charges for use and detention of cars 
on cars delivered empty and returned empty after 24 hours’ 
free time. Time shall be computed from the first 7 a. m. after 
actual placement on the interchange track until returned to a 
recognized interchange track; except that when, through no 
fault of the delivering line, such actual placement can not be 
made upon the interchange track, time shall be computed from 
the first 7 a. m. after notice of readiness to deliver such car 
has been sent or given to the industrial carrier, such notice to 
contain a statement of point of shipment, car initials and num- 
bers, car contents, consignee, and if transferred in transit the 
initials and number of the original car. Sundays and legal hol- 
idays, but not half holidays, shall be excluded except as here- 
inafter stated. On cars delivered loaded and returned empty 
and on cars delivered empty and returned loaded one credit 
shall be allowed for each car returned within the first 48 hours 
of free time; after the expiration of 72 hours’ free time one 
debit per car per day or fraction of a day shall be charged for 
each of the first four days; in no case shall more than one 
credit be allowed on any one car, and in no case shall more 
than four credits be applied in cancellation of debits accruing 
on any one car. On cars delivered loaded and returned loaded 
two credits shall be allowed for each car returned within the 
first 96 hours of free time, one credit shall be allowed for each 
car returned within the first 120 hours’ free time; after the ex- 
piration of 144 hours’ free time, one debit per car per day or 
fraction of a day shall be charged for each of the first eight 
days; in no case shall more than two credits be allowed accru- 
ing on any one car, nor more than eight credits be applied in 
cancellation of debits accruing on any one car. After a car has 
accrued the debits named, charges for use and detention of 
cars at the contemporaneous demurrage rates shall be collected 
for each succeeding day or fraction of a day, including all sub- 
sequent Sundays and legal holidays. At the end of the calendar 
month the total credits shall be deducted from the total debits 
and charges for use and detention of cars at the contemporane- 
ous demurrage rates per debit charged for the remainder, If 
the credits equal or exceed the debits, no charge or payment 
shall be made on account of such excess credits, nor shall 
credits in excess of the debits of any one month be considered 
in computing the average detention for another month. On 
cars delivered empty and returned empty charges for use and 
detention of cars at the contemporaneous demmurrage rates 
per car per day or fraction of a day shall be collected, after 
the expiration of 24 hours’ free time 

Under this arrangement Commissioner Meyer said that ship- 
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pers on the Birmingham Southern would be accorded the same 
treatment in the matter of demurrage as those located on ihe 
line of one of the common carriers and the Birmingham South. 
ern would be enabled to execute average demurrage agreements 
with industries served by it in circumstances similar to ihose 
controlling ‘the making of such agreements between other lines 
and the industries served by them. 

The Commission held that the adjustment of chargeg ae. 
cruing in the period of federal control on the basis of this new 
arrangement would be a reasonable one and authorized the car. 
riers concerned to make such a settlement. 

In disposing of the case in the manner indicated, the Com. 
mission recognized that it was reversing its decision in the 
Owasco River Railway case, 53 I. C. C. 104, and going back to 
the position taken by it so far as per diem reclaim is concerned, 
in Industrial Railways Case, 22 I. C. C. 212. In that case jt 
condemned reclaim arrangements on the ground that they too 
readily could be made to cover preferences and advantages io 
the proprietary interests of the industrial lines accorded reclaim, 
It adhered to that position in the second Industrial Railways 
Case, 34 I. C. C. 596, and in Northampton & Bath Railroad, 41 
I. C. C. 68, going so far as to place that railroad on a modified 
demurrage plan. In the Owasco case it required the industria] 
carrier “to pay to the trunk line per diem in accordance with 
the rules at the rates per day generally in effect.” That deci- 
sion, however, did not discuss the reclaims question. However, 
the reclaims question was reserved in Lake Erie & Fort Wayne 
Railroad Co., 58 I. C. C. 558, and several similar cases, for fur- 
ther consideration and disposition. The decision in this case, 
therefore, may be taken as the Commission’s disposition of that 
phase for the time being. 

Commissioner Aitchison dissenting in part, said that de. 
murrage is primarily intended to compel the release of cars and 
applies between carriers and shippers. 

“Tt is neither the natural nor more suitable basis for the 
adjustment of compensation for use of equipment interchanged 
between common carriers,” said Aitchison. “The rule in Owas- 
co River Railroad Co., 53 I. C. C. 104, now over-ruled by the 
majority, appears to be more logical in its recognition that the 
parties to interchange are common carriers and not shipper 
and carrier, and results in more exact measurement of compen- 
sation which ought to be paid for the use of cars interchanged. 
With some possible modification in respect to per diem reclaims 
it gives as much assurance against favoritism to the owning 
industry as can be afforded by any rule.” 

Commissioner Hall concurred in Commissioner Aitchison’s 
expression of opinion. 


UNREPEATED MESSAGE CASE 


In a report written by Commissioner McChord on No. 11524, 
Limitations of Liability in Connection with the Transmission of 
Telegraph Messages; and No. 8917, J. L. Cultra and Myrtle 
Cultra, partners, trading as the Clay County Produce Co. vs. 
Western Union Telegraph Co., commonly known as the Unre 
peated Message Case, opinion No. 6848, 61 I: C. C. 541-50, the 
Commission held the present rules of the telegraph companies 
limiting their liability for negligence in the transmission or de 


_ livery or for non-delivery of unrepeated and repeated interstate 


rates, constituting integral parts of the respective rates to be 
unreasonable. It held that the maximum liability in the case 
of a message on which the unrepeated rate is charged should 
not be less than $500, and for a message at the repeated rate 
the liability should not be less than $5,000. It also held that 
provision should be made for the transmission of valued mes 
sages under’a liability limited to the value stated in writing 
by the sender of the message at the time it is offered for trans- 
mission, upon the payment of the repeated rate plus one-tenth 
of one per cent of the stated value in excess of $5,000. 

The order of the Commission requires the telegraph coll: 
panies on or before July 13 to file rules in accordance with the 
finding. The order further requires the telegraph companies 
to file with the Commission for its information, and thereafter 
to maintain on file, their schedules of rates and charges, 10 
gether with the classifications and the rules and regulations 
governing the receipt, transmission and delivery of such mes 
sages, the rules and provisions limiting the liability for error 
or delays, and all reissues thereof and supplements thereto. | 

That order requiring the telegraph companies to file thei! 
schedules for the information of the Commission was put oll 
in that form because the law does not require the telegraph 
companies to file tariffs in the same way and to the same & 
tent that it requires common carrier railroads. The telegrap! 
companies for many years have filed their schedules with the 
Commission, for information only, they have said, so that the 
order of the Commission requires them to do no more than the! 
have professed to be doing. 

The subject was brought to the attention of the Commissi0 
by the formal complaint No. 8917, filed by the Cultras. A repot! 
on that case was made in 44 I. C. C. 670. In June, 1920, owilé 
to dissatisfaction with the former report and changes in the 1a, 
the Commission initiated the general inquiry, docket No. 11524 
The original case arose from the refusal of the Western Uni0 
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to satisfy a claim for damages alleged to have resulted from 
the incorrect transmission of an unrepeated night letter tele- 
gram. The telegraph company omitted the word “not” from a 
message relating to poultry. The omission of the word “not” 
caused the Cultras to send another carlcad of chickens to an 
already overstocked market. 

In this case the Commission conceived the questions to be 
determined by it were as to whether by the amended act to regu- 
late commerce, it had been invested with jurisdiction over mat- 
ters of this kind, and second, whether if jurisdiction had been 
eonferred, the rules covering liability were reasonable. 

At the time the complaint was filed, and the time the Com- 
mission started its own investigation, the sender of a telegram 
was given the choice of three classes of messages, namely: un- 
repeated, repeated, valued, with different rates for each class; 
the rates supposed to be dependent upon the service to be per- 
formed and the liability to be assumed. As a condition attach- 
ing to the transmission of a message at the lowest unrepeated 
rate, it was stipulated that the company should not be liable 
for mistakes, delays or non-delivery beyond the amount received 
for sending it. The Western Union did not adhere to that rule 
but the Postal did; but to protect the sender against possible 
loss in the event of errors of transmission, the companies of- 
fered the repeated class of messages at a rate one and one-half 
times the rate for the same message if unrepeated. For this 
additional rate, they agreed to assume liability to the extent 
of fifty times the rate paid with a maximum liability, in the 
case of the Western Union, of $50. The valued message was 
the repeated rate plus a surcharge of one-tenth of one per cent 
of the valuation to insure the sender against any loss within 
the value placed on the message. 

In practice, the Western Union had settled claims up to 
$500, when damage resulted from a fault in service and there 
was no valid contract limiting the company’s liability. The 
superintendents were authorized to make settlements of that 
kind. In 1918 the managers were given discretion to settle 
claims in accordance with their judgment. 

Commissioner McChord pointed out that there had been no 
substantial change in the Western Union’s rule disclaiming re- 
sponsibility for negligence in connection with unrepeated mes- 
sages since it was first established more than fifty years ago, 
notwithstanding that the efficiency of the sending and receiving 
instruments had been greatly increased and that new appliances 
had been adopted which reduced the possibility of error to a 
minimum. From records prepared by the Postal it was esti- 
mated that the ratio of errors in transmission to the number 
of messages handled was one to twenty-five or thirty thousand. 

The Postal vigorously opposed any increase in its liability, 
principally on the ground that its revenues would be insufficient 
to meet the expense. 

Commissioner Potter, dissenting, said that, as he saw it, 
the Commission by its majority report departed from the field 
of regulation and entered the field of corporate management and 
business policy. 

“If the increased liability -benefits the public and brings 
about an increased burden to respondents, that increased burden 
will be an expense which through increased rates will be passed 
along to all whom the respondents serve,” said Mr. Potter. “The 
result of compliance with our report will be, therefore, to create 
a sort of insurance relation by which the individual sender 
of a message will be insured at the expense of senders in gen- 
eral. This might be a desirable arrangement, but whether it 
should be adopted as a part of the relation with the respondents 
and among those they serve, is a business question rather than 
a matter of service regulation. To my mind, those who desire 
insurance should pay for it, and should not be accorded it at 
the expense of others. Existing arrangements amply insure 
those who are willing to pay for their insurance.” 


SWITCHING CHARGES AT MINNEAPOLIS 


In a report on I. and S. No. 1272, Switching and Absorption 
at Minneapolis, opinion No. 6866, 61 I. C. C. 646-54, the Commis- 
sion held that the Minneapolis & St. Louis and its subsidiary, 
the Railway Transfer Company, had not justified a proposed 
increase in switching charges at Minneapolis, nor had the Omaha 
and Soo Line justified their declination to absorb more of the 
Switching charges than at present of the Minneapolis & St. Louis 
and its subsidiary. 

But the Commission did not leave the Minneapolis & St. 
Louis without relief from the distress caused by the fact, that 
its rates for switching between industries and for intermediate 
Switching are only $2 and $2.50 per car. It condemned the pro- 
posal to establish much higher rates without prejudice to its 
right to increase the rate for switching for connections and 
between industries to $3 per car. It decided, however, that the 
rate for switching at St. Louis Park and Hopkins, suburbs of 
Minneapolis, on the M. & St. L. and its subsidiary, should remain 
at $4 per car. 

The proposed rate for switching between industries in Min- 
heapolis was $8 per car except that on grain and grain products 
it would be $6 per car and on tank cars $10. At St. Louis Park 
and Hopkins, the proposal was to make a charge of $8 on all 
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cars except tank cars. The rate on the latter was to be $10, 
as in Minneapolis. 

As soon as the M. & St. L. made that proposal the Omaha 
and Soo lines published schedules saying they would absorb the 
switching charges of connections only for amounts equal to the 
present switching rates on the M. & St. L., and that the rest of 
the charge of connecting lines would be assessed against the 
shipper. 

The Commission held that the Soo and Omaha lines had 
not justified that limitation upon their absorptions and that they 
must cancel the schedules limiting the amount of their absorp- 
tions, so that when the M. & St. L. publishes the higher rates, its 
connections will have to absorb the whole amount on _ inter- 
changed through business. 

On brief, the Minnesota commission said that the carriers 
involved had filed similar schedules relating to intrastate traffic, 
and suggested that that fact created a situation in which co- 
operative action would be desirable. The Minnesota commission 
expressed readiness to co-operate in a joint investigation. The 
federal Commission said that that seemed desirable, and that 
the findings in this report were without prejudice to any dif- 
ferent conclusion that might be reached after the joint inves- 
tigation “for which this proceeding will be continued.” 

In other words, while the Commission has announced its 
conclusions, they are subject to revision, if and when the joint 
investigation by itself and the Minnesota commission develops 
facts warranting a different conclusion. 

Commissioner Hall concurred, but expressed the conviction 
that the carriers had justified a charge of $6. 


DETERMINATION OF COMMON CARRIERS 


In a report written by Commissioner Hall on No. 10174, 
National Tube Co. vs. Pittsburgh, Cincinnati, Chicago & St. 
Louis et al., opinion No. 6856, 61 I. C. C., 590-601, the Commis- 
sion disposed of questions as to the status of the Mercer Valley 
Railroad, the Benwood & Wheeling Connecting, and the Mc- 
Keesport Connecting Railroad. It held the Mercer Valley to 
be not a common carrier; and the other two to be common car- 
riers subject to limitations in their dealings with trunk lines, 
due to the fact that their stock is held by subsidiaries of the 
United States Steel Corporation and their principal work is that 
of carrying the tonnage of the proprietary companies. 

This report also embraces No. 10174 (Sub-No. 1, National 
Tube Company vs. Pennsylvania Railroad Company et al.; No. 
10174 (Sub-No. 2), Carnegie Steel Company vs. Pennsylvania 
Railroad Company (Western Lines) et al.; No. 10174 (Sub. No. 
3), American Sheet & Tin Plate Company vs. Pennsylvania Rail- 
road Company et al.; and No. 10174 (Sub-No. 4), American Steel 
& Wire Company vs. Pennsylvania Railroad Company (Western 
Lines) et al. 

Commissioners McChord and Eastman dissented from the 
holding that the Benwood & Wheeling is a common carrier, :the 
former writing a separate report. He said there are three es- 
sentials to constitute a common carrier railroad. The first is 
that there are facilities for the public to use; a holding out on 
the part of the carrier to the public to use its facilities, “and 
actual use of such facilities by the public.” In.the case of the 
Benwood & Wheeling he said that 99.72 per cent of the tonnage 
was that of the proprietary interest. The rest of the tonnage 
was furnished by a by-product coke plant, the works of which 
were within the enclosure of the proprietary interest and sold 
its product thereto. That coke plant, he’ said, was a neces- 
sary adjunct of the proprietary company. He said there was no 
bona fide holding out to perform service for the pubiic. The 
public has a theoretical right to use its facilities, but its tracks 
are so situated that it would be a vain thing for the public to 
demand service. 

Inasmuch as the Mercer Valley, serving the Carnegie Steel 
Company at Farrell, Pa., is held not to be a common carrier, 
it is not subject to the interstate commerce act and the de- 
murrage tariffs filed by it with the Commission are without force 
or effect. The Commission further held that the demurrage 
tariffs of the trunk line connections of the Mercer Valley had 
not been shown to be unreasonable or unduly prejudicial. The 
Commission’s decision is that the Mercer Valley is not and never 
was a common carrier and that therefore the trunk lines should 
quit absorbing a part of that railroad’s charges. That, however, 
is not to be construed as a holding that it would be unlawful for 
the trunk lines to make a reasonable allowance to the Mercer 
Valley for the services performed by it. 

With regard to the other carriers, Commissioner Hall said 
they not only hold themselves out as common carriers, but have 
facilities which “are available for use in connection with their 
service for the public and are used in such service to a limited 
but appreciable extent. We find that at all times covered by 
the complaints these roads were and now are common Carriers 
subject to the interstate commerce act, and that, following 
Birmingham Southern R. R. Co. vs. Director-General, 61 I. C. C., 
551, the following arrangement between them. and their trunk 
ling connections with respect to the detention of cars on the 
lines of the former, and demurrage charges thereon, will. be 
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reasonable and proper for the future, and also that it affords a 
reasonable and proper basis for the adjustment of the demurrage 
charges on past shipments which are here in controversy. 

“The McKeesport Railroad, the Benwood & Wheeling, and 
the defendant trunk lines connecting with the McKeesport Rail- 
road and the Benwood & Wheeling, shall establish rules in ac- 
cordance with the provisions of Appendix C of the United States 
Railroad Administration’s circular CS-59 providing for assess- 
ment of charges for use and detention of cars, except those at 
home on the tracks of the McKeesport Railroad and the Ben- 
wood & Wheeling or the industries located thereon, against the 
McKeesport Railroad and the Benwood & Wheeling at the con- 
temporaneous demurrage rates on cars delivered loaded and re- 
turned empty, or delivered empty and returned loaded after the 
expiration of 72 hours’ free time; for the similar assessment of 
charges for use and detention of cars at the contemporaneous 
demurrage rates on cars delivered loaded and returned loaded 
after 144 hours’ free time; and for the like assessment of charges 
for use and detention of car or cars delivered empty and returned 
empty after 24 hours’ free time. Time shall be computed from 
the first 7 a. m. after actual placement on the interchange track 
until returned to a recognized interchange track; except that 
when, through no fault of the delivering line, such actual place- 
ment cannot be made upon the interchange track, time shall be 
computed from the first 7 a. m. after notice of readiness to de- 
liver such car has been sent or given to the industrial carrier, 
such notice to contain a statement of point of shipment, car 
initials and number, car contents, consignee, and, if transferred 
in transit, the initials and number of the original car. Sundays 
and legal holidays, but not half holidays, shall be excluded ex- 
cept as hereinafter stated. On cars delivered loaded and returned 
empty and on cars delivered empty and returned loaded: one 
credit shall be allowed for each car returned within the first 
48 hours of free time; after the expiration of 72 hours’ free time, 
one debit per car per day or fraction of a day shall be charged 
for each of the first four days; in no case shall more than one 
credit be allowed on any one car and in no case shall more than 
four credits be applied in cancellation of debits accruing on 
any one car. On cars delivered loaded and returned loaded two 
credits shall be allowed for each car returned within the first 
96 hours of free time, one credit shall be allowed for each car 
returned within the first 120 hours’ free time; after the expira- 
tion of 144 hours’ free time, one debit per car per day or frac- 
tion of a day shall be charged for each of the first eight days; 
in no case shall more than two credits be allowed accruing on 
any one car, nor more than eight credits be applied in cancel- 
lation of debits accruing on any one car. After a car has ac- 
crued the debits named, charges for use and detention of cars 
at the contemporaneous demurrage rates shall be collected for 
each succeeding day or fraction of a day, including all subse- 
quent Sundays and legal holidays. At the end of the calendar 
month the total credits shall be deducted from the total debits 
and charges for use and detention of cars at the contempora- 
neous demurrage rates per debit charged for the remainder. If 
the credits equal or exceed the debits, no charge or payment 
shall be made on account of such excess credits, nor shall credits 
in excess of the debits of any one month be considered in com- 
puting the average detention for another month. On cars de- 
livered empty and returned empty, charges for use and deten- 
tion of cars at the contemporaneous demurrage rates per car 
per day or fraction of a day shall be collected, after the ex- 
piration of 24 hours’ free time. 


“Under this arrangement shippers located on the McKees- 
port Railroad and the Benwood & Wheeling would be accorded 
the same treatment in the matter of demurrage as those located 
on the lines of the common carriers and the McKeesport Rail- 
road and the Benwood & Wheeling would be enabled to execute 
average demurrage agreements with industries served by them 
under circumstances similar to those which control the making 
of such agreements between other lines and the industries 
served by them. 


“Reparation is prayed, but no order will be entered at this 
time awarding reparation. The principles herein announced 
should be applied as soon as possible by all the carriers con- 
cerned and the Commission advised when settlement is effected.” 


RATES ON CRUSHED ROCK 


A finding of unreasonableness as to rates on crushed rock 
from Leeds, Mo., and Rosedale, Kans., to destinations within a 
radius of 150 miles from Kansas City has been made in No. 11148, 
Prince-Johnson Limestone Co. vs. A. T. & S. F. et al., opinion 
No. 6877, 61 I. C. C., 602-4. The finding is that the allegations 
of undue prejudice had not been sustained, but that the intra- 
state rates under assault were, during federal control, and the 
interstate rates were, are and for the future will be, unreason- 
able to the extent that they exceeded, exceed, or may exceed 
by more than one cent per 100 pounds, the contemporaneous 
rates on the same commodity from Kansas City to the same 
destinations. The carriers are to line up their rates in accord- 
ance with that finding on or before August 18. The prayer for 
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reparation was denied because there was no proof of shipments 
or other evidence to support the prayer for reparation. 


EPSOM SALTS, ATLANTA TO KNOXVILLE 


Sixth class of 34 cents, as applied to epsom salts from At- 
lanta to Knoxville, has been condemned as unreasonable and 
unduly prejudicial in a report on No. 11514, Davis Manufacturing 
Co., Ine., vs. Louisville & Nashville, Director-General, et al. 
opinion No. 6859, 61 I. C. C., 607-9, because and to the extent 
that it exceeded and exceeds 23.5 cents. Reparation on account 
of unreasonableness, but not on account of undue prejudice, is 
to be made to the basis of the 23.5-cent rate. The carriers are 
to publish that rate on or before August 15 and maintain it 
until the further order of the Commission. 

In fourth section order No. 7958 the Commission refused 
relief to the Louisville & Nashville and directed it to line up 
its rates on or before August 15. The Louisville & Nashville, 
before the case went to trial, expressed willingness to make a 
rate of 25 cents, rather than have any trouble about the matter, 
the while contending that the complainant could well afford to pay 
34 cents in view of the rates from ther points where the com- 
plainant might obtain the salts, and that if the same rate per 
mile were given Knoxville that applies to Chattanooga the 
charge to Knoxville would be 32 cents. 


COAL SWITCHING, HARRISONBURG, VA. 


In a report on I. and S. No. 1292, switching coal and coke 
at Harrisonburg, Va., opinion No. 6873, 61 I. C. C. 667-8, the 
Commission has condemned the proposal of the Baltimore & 
Ohio to increase its switching charge at Harrisonburg to 35 
cents per net ton from its present charge of $3 per car, for 
transferring coal and coke from its point of interchange with 
the Chesapeake Western. The tariff filed originally, to be- 
come effective February 21, was suspended upon the protest 
of the Chesapeake Western until July 1. 

The maximum switching movement is about % mile. From 
1899 to 1908, the B. & O.’s charge was $2 per car. In 1908 
the charge was increased to 25 cents per ton; reduced on Janu- 
ary 4, 1919, and increased on August 26, 1920, to $3. In justifi- 
cation of its tariff the B. & O. said that it desired merely to 
restore the former charge of 25 cents increased in accordance 
with the authorization in Ex Parte 74. Based on the average 
loading of 50 tons, the charge would be $17.50 per car. 

The Commission in its report directed attention to the fact 
that the B. & O. did not propose to increase its present charge 
of $3 per car for switching freight other than coal and coke 
for the Chesapeake Western. It proposed leaving the $3 charge 
in effect on coal and coke switched for the Southern. In justifi- 
cation of that difference of treatment the B. & O. said that the 
Southern offered reciprocal advantages consisting of trackage 
rights and the joint use of freight and passenger terminals at 
Harrisonburg, trackage rights at Strassburg Junction and sub- 
stantial rights at Potomac Yards, and also gave access to con- 
suming points not reached by the Chesapeake Western. In 
other words, that the Southern had something to offer in ex- 
change for the low switching charge, while the Chesapeake 
Western had not. The Commission said that the comparisons 
did not afford a basis for determining what a reasonable charge 
for the service would be. 


RATES ON CRUDE SULPHUR 


The Commission has condemned as unreasonable, in a re- 
port on No. 10554, E. I. du Pont de Nemours & Co. vs. Canton 
R. R. et al., opinion No. 6858, 61 I. C. C. 605-6, a sixth class rate 
of 16 cents, minimum 40,000 pounds, on crude sulphur shipped 
in April, 1918, from Canton docks, Baltimore, to Gibbstown and 
Carney’s Point, N. J., because and to the extent that it exa 
ceeded 80 per cent of the sixth class rate. The lower rate, made 
in accordance with the standard set in the report, is to be made 
operative on or before August 18. Reparation is to be made 
to the basis of sixth class. . 


RATE ON MANURE 

A finding of unreasonableness and an award of reparation 
have been made in No. 11404, Swift & Co. vs. Director-General, as 
agent, opinion No. 6852, 61 I. C. C. 567-8, the Commission hold- 
ing unreasonable a rate of 12.5 cents on stable manure from 
Camp Sherman, O., to Parma, O., via an interstate route, in May 
and June, 1918, because and to the extent it exceeded a subse 
quently established rate of 7.5 cents. 


MINOR COMMISSION ORDERS 


The Commission has reopened No. 11441, Hobart Mill & 
Elevator Co. et al. vs. Director-General and St. L. S. F. Ry. 
for further hearing on the question of damages. ; 

The Commission has reopened for further hearing Nos. 
9758, South St. Joseph Live Stock Exchange vs. C. B. & Q. and 
Director-General, and 9928, Kansas City Live Stock Exchange 
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ys. Same, and has made the U. P. R. R. and the C. & N. W. 
additional parties defendant. 

Complainants’ petition for rehearing in No. 10626, Rockford 
Lumber & Fuel Co. et al. vs. Director General, C. & N. W. et al. 
has been denied. 

The order entered January 24 in No. 11011, Live Poultry 
& Dairy Shippers’ Traffic Assn. vs. A. T. & S. F. et al., has been 
further modified to become effective June 25 instead of May 25. 

The Commission’s order in No. 8845, Natchez Chamber of 
Commerce vs. Louisiana & Arkansas Railway et al., and affiliated 
cases, Which was to continue in force for a period of not less 
than two years from June 2, 1919, has been modified so as to 
continue in force until the further order of the Commission. 

The California Vegetable Union, Los Angeles, Cal., has 
been permitted to intervene in No. 12680, American Fruit & 
Vegetable Shippers’ Association et al. vs. American Railway 
Express Co. and Erie R. R. ; 

Swift & Co., United Dressed Beef Co., J. J. Harrington & 
Co., Inc., the Sperry & Barnes Co., North Packing & Provision 
Co., White Pevey & Dexter Co. and New England Dressed Meat 
& Wool Co, have been permitted to intervene in No. 12661, the 
National Live Stock Exchange et al. vs. Ann Arbor et al. 

The Board of Railroad Commissioners of the State of North 
Dakota, the Public Utilities Commission for the State of Kan- 
sas and the American Farm Bureau Federation have been per- 
mitted to intervene in No. 12146, the National Livestock Ship- 
pers’ League et al. vs. A. T. & S. F. et al. 


CEMENT FROM MASON CITY 


The Trafic World Washington Bureau 


In 10422, Lehigh Portland Cement Co. vs. Midland Conti- 
nental, et al., the Commission condemned the rates on cement 
from Mason City, Ia., to destinations in North Dakota and in 
northern Minnesota as- unreasonable and unduly prejudicial in 
comparison with rates from Duluth to the same points. The 
carriers, on or before August 19, are to put into effect in ex- 
tended territories, III and IV, from Mason City, scales made 
for those extended territories, increased in accordance with 
General Order 28 and Ex Parte 74, the distance to be computed 
in accordance with rules set forth in Western Cement case. 


RATES FROM NEW ENGLAND TO &. E. 


The Trafic World Washington Bureau 


Attorney-Examiner W. A. Disque, in a report to the Com- 
mission on No. 9148, Boston Chamber of Commerce et al. vs. 
Ocean Steamship Company of Savannah et al., has recommended 
dismissal on a holding that the class and commodity rates from 
Boston and Providence, via ocean-and-rail, and from interior New 
England via rail-ocean-and-rail to destinations in the Southeast, 
were and are not unreasonable, or unduly prejudicial in com- 
parison with the rates from New York City. 

The case was brought in the fall of 1916. Hearing was had 
in February, 1917. The record in City of Atlanta et al. vs. 
Southern et al. was stipulated into the record in this case. Later 
both cases were consolidated with Southeastern Rate Adjust- 
ment, Docket No. 9516. The Southeastern Rate Adjustment 
case was discontinued and there has never been a decision in 
the City of Atlanta case. ; 

For prorating purposes the distance from the New England 
ports to the Southeast is considered as being equal to 300 rail 
miles and from New York and Philadelphia, to 250 miles. 

For nearly 50 years prior to January 1, 1916, Boston and 
Providence were given the same rates as New York, with few 
exceptions, and given the same rates to points east of the Bir- 
mingham-Chattanooga line. But, following Fourth Section Vio- 
lations in the Southeast, Boston and Providence were given 
arbitraries over New York, beginning with five cents first class 
and ending with two cents on class D. Commodity rates were 
made from two to four cents over New York. As a result of 
rate increases since that time, the arbitraries.have been in- 
creased to from 8.5 cents first class to 3 cents on class D. All- 
rail arbitraries are the same and have recently been approved 
in Rates to. and from Nashville, 61 I. C. C. 308. Commodity 
rates from the New England ports are from 3 to 6.5 cents higher 
than from New York. 

Disque said the railroads have to pay the steamship lines 
larger divisions on traffic from New England and that the record 
disclosed ample justification for higher rates from both ports 
and interior New England to the Southeast. 


PENALTY FOR PRIVATE CAR DELAY 
The Trafic World Washington Bureau 


The Supreme Court of the United States has denied a writ 
of certiorari in C. A. Gustafson vs. the Michigan Central, in 
which the Supreme Court of Illinois held, in effect, that the 
question as to what, if any, damage a carrier must pay for fail- 
ure to deliver a private car with reasonable dispatch is one 
arising, not under the interstate commerce law, but under the 
tOmmon or statute law, the latter if there be any on the subject. 
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Refusal of the writ leaves the answer to the question as given 
by the Illinois court of law on the subject. 

In this case the Michigan Central detained one of the com- 
plainant’s tank cars for many days longer than needed to carry 
it to Cushing, Okla., where the complainant had lading to place 
in the car. Gustafson sued in the municipal court in Chicago 
and won. The railroad took the question to the appellate court, 
which sustained the lower court. The Supreme Court of the 
state did likewise, thus allowing to stand the judgment of the 
lower courts, which gave Gustafson judgment for what he proved 
would be a reasonable amount for the days during which the 
car was detained by the Michigan Central beyond a reasonable 
time for delivery of the-car at Cushing. 

The Michigan Central tendered to the complainant the mile- 
age allowance provided in the tariff, which, at the time of the 
detention of the car, was % cent per mile, claiming that the 
mileage allowance was all that it could lawfully pay the owner 
of the detained tank car. 

The important point in the case, it is believed, is that the 
allowance, given a shipper when he furnishes a car, is not com- 
pensation for detention by the railroad company, which thereby 
deprives the owner of the opportunity to use the car for his 
own business. In effect, the Illinois courts held that it is not 
only the duty of the carrier to carry freight safely and with 
reasonable dispatch, but it is also its duty to use the same care 
and diligence in getting the car of the shipper to and from 
the point to which he has ordered it, or to pay a penalty in addi- 
tion to the allowance it makes for his providing a car in which 
to carry his goods, which penalty should be a sum representing 
the value of the use of the car to the shipper during the period 
of detention. - 


TRANSPORTATION OF EXPLOSIVES 


The Trafic World Washington Bureau 


In No. 3666, in the matter of regulations for the transpor- 
tation of explosives, inflammables and other dangerous articles 
by freight and express, the Commission has issued the follow- 
ing order: 

“It appearing that in the interest of clarity and by reason 
of new information and altered conditions certain changes or 
modifications in the regulations for the transportation of ex- 
plosives, inflammables and other dangerous articles by freight 
and express are desirable; 

“It is ordered, that the above-entitled proceeding be assigned 
for hearing on June 22, 1921, ten o’clock A. M., at the Interstate 
Commerce Commission Building, Washington, D. C., before Ex- 
aminer F. E. Brown. 

“The hearing will be confined to consideration of the sug- 
gested amendments which have been proposed by the Bureau of 
Explosives after conferences with shippers and carriers, and 
attendance upon the hearing does not seem important except for 
the purpose of presenting objections. 

“Under the provisions of the act of March 4, 1921, the Com- 
mission is authorized to avail itself of the services of the Bureau 
of Explosives. In the interest of expediency and in order that 
the time of the Commission may be reasonably conserved, the 
Bureau of Explosives has arranged to hold conferences with in- 
terested shippers and others on the two days preceding the hear- 
ing, Monday and Tuesday, June 20 and 21, 1921 at ten o’clock 
A. M., at the Interstate Commerce Commission Building, Wash- 
ington, D. C., and at these conferences an opportunity will be 
afforded all parties interested to discuss, and if possible agree 
upon, the amendments proposed. 

“A copy of the proof showing the amendments-proposed may 
be secured upon application to the Commission or to the Bureau 
of Explosives, 30 Vesey Street, New York, N. Y.” 


SMITH ON COAL SITUATION 

George Otis Smith, director of the U. S. Geological Survey, 
in a letter to Senator Edge of New Jersey, relative to the coal 
situation, said that a factor undoubtedly contributing to the 
reluctance of consumers to purchase coal was the expectation 
of a downward revision in freight rates. 

“Whatever may happen to freight rates,” said he “it is un- 
likely that any general revision of them can be made quickly, 
and what may be gained by a purchaser in the shape of a 
prospective cut in freight is likely to be more than lost in a 
prospective premium price for coal.” 


ST. L.-S. F. BONDS 

The Commission has authorized the St. Louis-San Francisco 
Railway Company to sell all or any part of $4,232,000 of prior 
lien mortgage bonds now held in the company’s treasury at not 
less than 90 per cent of par, or to pledge and repledge all or 
any part of the bonds as collateral security for short-term notes. 
The bonds, which bear interest at the rate of 6 per cent, were 
issued to reimburse the company’s treasury for expenditures 
made for additions, betterments and equipment, as well as for 
the payment of equipment notes. The Commission said no ar- 
rangements had been made for the sale of the bonds and that, 
therefore, the alternative authority to pledge the bonds was 
desired. 
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MARCH RAILWAY REVENUE 


The Trafic World Washington Bureau 


In a summary of the results of operation of class I roads 
in March, covering the reports of 201 carriers, including 15 
switching and terminal companies, having a mileage of 235,581, 
issued by the Commission, the operating revenue for the coun- 
try as a whole showed a decline from $460,187,437 in March, 
1920, to $459,262,510 in March this year; expenses declined from 
$420,450,441 in March, 1920, to $400,429,308 in March this year. 
The net railway operating income rose from $14,772,906 in March, 
1920, to $30,695,192 in March this year and the operating ratio 
fell from 91.37 to 87.19. 

In the Eastern district the revenue increased from $204,467,- 
267 to $206,151,624; expenses declined from $198,013,210 to $184,- 
061,197. The net railway operating income rose from a deficit 
of $2,785,767 to $10,469,299 and the ratio fell from 96.84 to 89.28. 

In the Southern district the revenue declined from $61,425,- 
710 to $60,503,629; expenses rose from $52,266,561 to $53,281,323. 
The net railway operating income fell from $6,844,068 to $4,019,- 
196 and the ratio increased from 85.09 to 88.06. 

In the Pocahontas region the revenue declined from $15,679,- 
891 to $14,683,712; expenses declined from $13,731,705 to $12,- 
565,237. The net railway operating income fell from $1,682,378 
to $1,249,249, and the operating ratio, according to the report, 
decreased from 87.58 to 85.57. 

In the Western district the revenue fell from $178,614,569 
to $177,923,545; expenses fell from $156,438,965 to $150,521,551. 
The net railway operating income rose from $9,032,227 to $14,- 
957,448, and the operating ratio fell from 87.58 to 84.60. 

In the three months ended with March the revenue for the 
country as a whole fell from $1,385,617,967 in that period of 
1920 to $1,335,359,386 in the first quarter this year; expenses 
fell from $1,253,240,542 to $1,228,271,797. The net railway operat- 
ing income declined from $58,011,851 to $23,472,275, and the 
operating ratio rose from 90.45 to 91.98. 

In the Eastern district the revenue increased from $589,- 
828,730 to $602,099,935; expenses fell from $585,277,314 to $570,- 
516,133. The net railway operating income declined from a de- 
ficit of $24,745,994 to a deficit of $2,792,947, and the operating 
ratio declined from 99.23 to 94.75. 

In the Southern district the revenue fell from $189,743,536 
to $176,900,707; expenses increased from $159,079,363 to $161,- 
198,280. The net railway operating income declined from $22,- 
450,267 to $6,141,387, and the ratio went up from 83.84 to 91.12. 

In the Pocahontas region the revenue fell from $45,651,661 
to $44,712,583; expenses rose from $39,250,719 to $39,660,591. 
The net railway operating income fell from $5,509,387 to $3,063,- 
321, and the ratio went up from 85.98 to 88.70. 

In the Western district the revenue fell from $560,394,040 
to $511,646,161; expenses fell from $469,633,146 to $456,896,793. 
The net railway operating income fell from $54,798,191 to $17,- 
060,514, and the ratio went up from 83.80 to 89.30. 


IRON ORE RATE CONFERENCE 


The Trafic World Washington Bureau 


The effort of the carriers and shippers concerned in the 
question of iron ore rates from the older ore ranges to the upper 
lake ports, made in a conference at Cleveland on May 16, accord- 
ing to reports brought to Washington, has come to naught. The 
ore people said the offers made by the carriers proposing the 
ten cent per ton increase were not such as the mine owners felt 
they could afford to accept. According to the ore people the 
formal complaints on the subject will be pushed to a conclusion. 
No dates are now set for hearings thereon. They believe the 
increase in rates, which the Commission allowed to become 
operative notwithstanding that a formal complaint had been 
filed against the lower rates by the Adriatic and other mining 
companies prior to the proposal to increase them, will have the 
effect of cutting the tonnage of the roads which made the in- 
crease. Their idea is that the better policy of the carriers con- 
cerned would have been to have offered a reduction so that the 
resulting rates would have been a little less than the rates from 
the newer ore range, and thereby satisfied the parties that 
brought the formal cases. The carriers involved, however, believe 
they can justify not only the old rates against which the formal 
complaints were filed, but also the higher rates made operative 
soon after the complaints were filed. 


ROAD MATERIAL RATE CONFERENCE 
The Trafic World Washington Bureau 


A conference on road-building material rates will be held 
on June 2, probably in the office of Lincoln Green, traffic vice- 
president of the Southern Railway, between representatives of 
the traffic executives of eastern carriers and representatives of 
the sand, gravel, crushed stone and probably road brick indus- 
tries. The uncertainty as to road brick is due to the fact that 
brick makers are also makers of other kinds of brick. The 
desire of those who are to participate in the conference, when 
the arrangement was made, was to have the consultation held 
without public notice of the gathering. 
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If held as planned, the conference will be the one resulting 
from the efforts begun late in April, and which it was once an- 
nounced had eventuated in a conference to be held in this 
city on May 13. On account of the publicity given that pro- 
spective conference the railroad executives were flooded with 
requests from hundreds of shippers for participation in that 
one, or in similar ones, to consider rates on other materials. 

Daniel Willard, with whom the original negotiations were 
carried on, after the premature publicity, as it has been called, 
said he had understood that the conference was to have been on 
road-building materials only, and not on building materials gen- 
erally. He had expressed the belief that it. would be possible 
to arrange a conference for May 13, but when public announce- 
ment was made of a “general drive” for reduction in rates the 
eastern executives held back, and there was no conference on 
May 13 on any kind of building materials. 

The objection to publicity has been a feeling that shippers 
were making impossible demands and that, if a general con- 
ference were held, more evil than good would result. The later 
negotiations, for the meeting on June 2, were conducted with 
the understanding that they should be confidential, although 
they were being undertaken in compliance with the suggestions 
of the Commission in Ex Parte No. 74. In that case the Com- 
mission advised shippers to take up the subject of broken rela- 
tionships and unusual hardships with the carriers, with a view 
to their correction without further reference to the Commission. 


RATES ON RAW SUGAR 


The Trafic World Washington Bureau 


The Commission, May 26, voted not to suspend Pennsyl- 
vania and Davis tariffs establishing rate of 38 cents on raw 
sugar from Atlantic ports to Marine City, Mich., operative May 
27. That rate is 11 cents under the rate on refined sugar and 
enables the beet factory at that point to compete with refiners 
at seaboard. The Eastern Trunk Line Committee promised, 
when it ordered the establishment of the rate on raw sugar, that 
if the Commission did not suspend the rate it would make 
similar proportioned rate of 49 cents to Menomonie, Wis., so as 
to enable the Wisconsin Sugar Co. at that point to refine raw 
cane sugar. Refusal to suspend is regarded as practically re- 
quiring the roads hereafter to make a distinction in rates be- 
tween raw and refined cane sugars. 


CAR SURPLUS AND SHORTAGE 


The Trafic World Washington Bureau 


A decrease of 21,469 surplus cars was reported to the car 
service division of the American Railway Association for the 
period May 8 to May 15, as compared with the preceding week. 
The average daily surplus in the period ending May 15 was 
450,453, as compared with 471,922 in the preceding week. 

The surplus was made up of the following classes of equip- 
ment: Box, 170,595; ventilated box, 2,177; auto and furniture, 
9,197; flat, 16,458; gondola, 143,286; hopper, 59,062; all coal (gon- 
dola and hopper), 202,348; coke, 10,434; S. D. stock, 21,297; 
D. D. stock, 1,574; refrigerator, 14,349; tank, 790; miscellaneous, 
1,234. 

The average daily shortage was 289 cars, made up of the 
following classes of equipment: Box, 117; auto and furniture, 
1; flat, 17; gondola, 30; hopper, 45; S. D. stock, 26; D. D. stock, 
25; refrigerator, 28. 


OKLAHOMA INTRASTATE RATES 


The Trafic World Washington Bureau 


The Conimission has ordered an ‘investigation of intrastate 
freight rates in Oklahoma, to determine whether unjust discrimi- 
nation against interstate commerce is resulting from an order 
of the Corporation Commission of Oklahoma requiring the rail- 
roads in that state to establish rates which are less, in many 
instance, than those permitted to be established by the Commis- 
sion for interstate traffic. Interstate freight rates in this ter- 
ritory were increased 35 per cent. A similar increase was Pe! 
mitted for intrastate traffic by the state commission with certall 
exceptions, of which the railroads have complained to the It 
terstate Commerce Commission. The docket number of the 
proceeding is No. 12753, in the matter of intrastate rates and 
charges in the state of Oklahoma. 


PETITIONS FOR REHEARING, ETC. 

Complaint in No. 11446, Northern West Virginia Coal Op- 
erators’ Assn. vs. P. R. R. et al., has asked the Commission to 
make certain supplemental and modified findings in that case. 

Kingan & Co. have asked the Commission to reopen No. 
11894, Indiana rates, fares and charges, to receive certain addi 
tional evidence. 

Complainant in No. 11377, U. S. Importing & Exporting Co. 
vs. Director General, C. & N. W. Ry. et al., has asked the Com: 
mission to grant a rehearing, 
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Traffic League Meeting at Cleveland 


Unanimously Opposes General Reduction in Freight Rates—Declares for a Flat $3.00 Demur- 
rage Charge—Reports of Many Committees Considered 


(By a staff correspondent at Cleveland.) 


The National Industrial Traffic League at the opening ses- 
sion of its spring-summer meeting at Cleveland, Ohio, May 25, 
took decisive action on the question of a general reduction in 
freight rates by adopting a resolution deprecating any effort 
toward such an end at this time and urging that the Commis- 
sion be left free to use its judgment in making rate readjust- 
ments. 

It had been expected that such a resolution might be adopted, 
but it was expected that there would be opposition, since some 
of the members had expressed themselves as in favor of a gen- 
eral reduction in the interest of revival of business. But there 
was little debate on the resolution when it was offered, and 
the vote by which it was adopted was unanimous and vociferous, 
though it is probable that a few of the members did not vote. 
There were probably 300 members in the room when the vote 
was taken and the meeting was one of the largest and most 
representative ever held by the League. 

There were only two attempts at amendment of the resolu- 
tion before it was put on its passage and these were voted down 
overwhelmingly. One proposed to strike out the line attribut- 
ing the unusual transportation conditions now existing to the 
26 months of federal operation, and the other proposed to strike 
out the paragraph deprecating any effort toward a general down- 
ward revision of rates. 

The resolution was drawn by a special committee composed 
of President Chandler and Messrs. Frank Bentley and Ralph 
Field, appointed by the executive committee at a meeting held 
the previous day as a result of various suggestions made and 
discussed concerning the making of rates by congressional ac- 
tion and political pressure being brought to bear on the Commis- 
sion. The resolution was presented early in the making of the 
report of the executive committee at the May 25 session of the 
League, distributed among the members, and then allowed to 
go over until the entire report of the executive committee was 
finished, so that members might familiarize themselves with it. 
The resolution, as adopted, follows: 


Whereas, the most unusual conditions now exist (as a result of 
twenty-six months of government railroad operation) and Congress, 
recognizing these extraordinary conditions, endeavored to remedy the 
situation by the enactment of the Transportation Act, 1920; 

And Whereas, Congress has designated the Interstate Commerce 
Commission as the agency of the government to administer the Act 
to regulate commerce, and has clothed it with authority to carry into 
effect the provisions of that act; 

And Whereas, as a result of the Commission’s efforts to carry 
oul the mandate of Congress, certain rates have resulted which 
give rise to dissatisfaction on the part of shippers whose industries 
are claimed to be affected thereby; 

And Whereas, there appears to exist a disposition on the part of 
some shippers and some organizations to bring pressure to bear upon 
the Commission, through political channels, to influence its actions 
with respect to certain of these adjustments; 

_ And Whereas, the country is passing through a period of defla- 
tion from the high levels of war conditions, which has caused a wide- 
spread business depression, and in which depression the transporta- 
— of the country are sharing equally with the general 
ublic; 

And Whereas, the reduction in prices of railroad supplies and 

wages paid by common carriers are still in the formative stage, and 
the carriers’ financial situation is still critical; 
_ And Whereas, it is believed by some that the present transporta- 
tion rates are the cause of the present business depression, and that 
there is soon to be a general reduction in rates, which will cure the 
Situation and bring a return of prosperity; 

And Whereas, it is obvious that no general reduction in rates can 
be effected at this time without doing serious injury to the carriers, 
which would promptly be reflected in service and upkeep; 

Therefore, Be it Resolved, That the National Industrial Traffic 
League, in convention assembled, respectfully submits to its member- 
ship and to the shippers of the country generally, the wisdom of 
proceeding in all of these matters in an orderly manner, as provided 
by the Act to regulate commerce, to obtain proper redress of their 
individual grievances; and, 

Be it further Resolved, That the National Industrial Traffic 
League deprecates any effort toward a general downward revision of 
rates until the carriers have had an opportunity to adjust their 
expenses so as to insure proper transportation service and facilities 
and a reasonable return on their property, under economical and 
efficient. management: and, 

. ,Be it further Resolved, That we urge upon the traffic executives 
ot the carriers and upon the shippers, through their respective organ- 
izations, to meet in conference, and endeavor to reach agreements on 
all questions in controversy, thus avoiding, wherever possible, liti- 
gation before the Commission, already very much overworked; and, 

Be it further Resolved, That we reaffirm our confidence in the 
Interstate Commerce Commission to act in this grave situation for the 
800d of all interests, and urge that the Interstate Commerce Commis- 
Sion be left free to exercise its judgment in making such readjust- 
ments of the rate structure as necessity and conditions warrant. 

_ _It was ordered that copies be sent to the President of the 
United States and the chairman of the Interstate Commerce 


Commission. 


Co-operative Committees 


The report of the executive committee was the first thing 
It offered the following report, which it had 


on the docket. 


approved, of the special committee to co-operate with the rail- 
road traffic executive: 

“At a meeting of the special committee of the League to co- 
operate with the railroad traffic executives, May 23, at Cleveland, 
the following members of said committee were present: 


Official Classification Territory—W. H. Chandler, General Chair- 
man; George A. Blair, Chicago; N. D. Chapin, Syracuse, N. Y.; Paul 
M. Ripley, New York, N. Y. 

Western Territory—Harry Dickinson, Denver, Colo.; J. P. Haynes, 
Sioux City, Ia.; Herman Mueller, St. Paul, Minn. 

Southern Territory—T. A. Bosley, Richmond, Va.; Carl Giessow, 


New Orleans, La.; 
Also, J. H. Beek, Executive secretary, and R. L. French, Bridge- 


port, Conn. 

“The following action was taken: 

“Demurrage Charge—Circular 303, issued December 17, 
calls attention to the fact that arrangements had been made for 
discussion of the demurrage charges between a sub-committee 
of the car demurrage committee and a similar committee of 
the American Railway Association. These committees met in 
New York, and arrived at a satisfactory solution of the demur- 
rage tariff, which was then under suspension; and it is not 
necessary to refer that matter to the special committee ap- 
pointed to confer with the railroad executives. 

“Reconsignment Rules.—The special committee appointed to 
discuss reconsignment rules with the railroad executives met 
and arrived at a satisfactory agreement, and it is not necessary 
for your special committee to take any further action with 
respect to that subject. ot es 

“Penalty Charges—In conformity with the understanding 
reached at the New York conference, the penalty charges which 
were then published, to be applied in addition to demurrage 
charges on certain classes of equipment, have since been can- 
celed, except on lumber, and the penalty charge on lumber is 
now before the Commissién in a formal complaint. 

“No action thereon is necessary by your special committee. 

“Classification Matters—Satisfactory progress has not been 
made in our negotiations with the special committee represent- 
ing the carriers, respecting publication of Consolidated Classifi- 
cation No. 2. It was distinctly understood that no changes 
would be made in the publication of Consolidated Classification 
No. 2, for the sake of obtaining uniformity in the various clas- 
sification territories. 

“Before Consolidated Classification No. 2 was distributed, 
the League, through its classification committee, made a check 
of the changes, and reported to this committee that certain 
changes had been made which were not in conformity with the 
correspondence passing between Secretary McGinty and Mr. 
Powell, representing the carriers. 

“An effort was made by your committee to have the agree- 
ment carried out, but without success. In this respect the un- 
derstanding reached with the railroad executives was not carried 
out and efforts to get some definite expression from the carriers 
with respect to the changes which were improperly included in 
Consolidated Classification No. 2 have been unsuccessful. 


“Your committee desires to call particular attention to the 
progress that has been made in handling matters before the 
Consolidated Classification Committee. Your committee finds 
that where there was previously cause for complaint on the 
part of shippers with respect to the procedure before the com- 
mittee, a great change has been effected, and that at the last 
hearing matters progressed very smoothly and with entire sat- 
isfaction to those appearing before the committee. 

“Approval of Advances by the Interstate Commerce Com- 
mission Before Tariff is Published (re-enactment of the so-called 
‘Smith Amendment’)—There are now pending in Congress bills 
which would re-enact the so-called ‘Smith amendment’ to the 
act to regulate commerce, under which the carriers would be 
compelled to obtain permission of the Commission before pub- 
lishing advanced rates. The opinion was expressed at the New 
York conference, December 14, that, in view of the co-operative 
measures formulated by the appointment of the League commit- 
tee and the committee of railroad traffic executives, the neces- 
sity for this amendment would no longer exist. 

“It is the belief of your committee that if the carriers will 
make certain changes in the method of handling rate changes 
by their rate committees, the necessity for this amendment will 
disappear. Your committee is now in conference with the car- 
riers with respect to procedure before such rate committees and, 
pending a final determination of the procedure, your committee 
recommends that the League defer action on the so-called ‘Smith 
amendment’ for the present. 

“Minimum Charge Between Official and Southern Classifica- 
tion Territory—The southern members of the League committee 
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requested a conference with the Southern traffic executives to 
consider a proposal to change the minimum charge classification 
rule applying between Ofiicial and Southern Classification ter- 
ritories. 

“Through some misunderstanding, or otherwise, the rule 
was published before the southern members of our committee 
were given an opportunity to discuss this qucstion with the 
executives, and it was necessary to apply to the Commission 
for a suspension of the tariffs. This suspension was granted 
and at the hearing, which was held in Washington, May 9, the 
only carrier offering any testimony was the Clyde Line. Your 
chairman appeared on behalf of the Boston Chamber of Com- 
merce and the New England Traffic League, and testified against 
the proposed change, on the ground that, for years, the carriers 
have been endeavoring to get uniform rules in the classification, 
and that as soon as such rules had been obtained, the Southern 
and Official Classification lines have joined in an effort to set 
aside a rule which would have had the effect of materially 
increasing the minimum charge between the territories referred 
to. 

“At the hearing, it was pointed out that the shippers had 
requested a conference with the executives, but had been un- 
able to obtain it, and the Commission was asked to disapprove 
the rule. As no evidence was offered in support of the change, 
it is confidently believed that the increase will be condemned. 

“The foregoing are the principal subjects handled by your 
committee with the railroad executives. This committee has 
been in existence a little over five months, and it is of the opin- 
ion that the results obtained are generally satisfactory. It will 
be remembered that this committee was to be a point of contact 
with the carriers for taking up matters of general interest, and, 
in practically everything undertaken, distinct progress has been 
made. 

“Some of the members of the League have misunderstood 
the functions of the committee, as they have referred to it sub- 
jects covering individual rate adjustments, which, of course, the 
committee cannot undertake to handle. 

“It is believed that further progress will be made, as there 
seems to be a sincere effort on the part of traffic officials to 
carry out the spirit of the agreement entered into at the New 
York conference, December 14. 

“League members should take up with the chairmen in their 
respective territories any matters of general importance, the 
solution of which would be helpful to League members generally; 
but they should bear in mind the scope of the committee’s activ- 
ity, and not endeavor to obtain League action on matters that 
obviously cannot be handled by the League. All matters re- 
ferred to the committee should involve a general principle, such 
as methods of procedure before rate. committees, changes in 
classification rules, and similar matters.” 

It was reported that the executive secretary had been in 
attendance at the hearings on the railroad situation by the Sen- 
ate interstate commerce committee and that a special committee, 
consisting of the president, the executive secretary, and the 
chairman of the executive committee had been appointed to 
keep in touch with the situation and, in case of an emergency, 
to decide what action the League should take. 

A report as to the liability clause in railroad leases and 
sidetrack agreements was made, telling how the Commission 
had dismissed the case for lack of jurisdiction, but that the 
carriers had agreed to some uniform clauses and that a letter 
had been sent by Chairman Cuyler, of the Association of Rail- 
road Executives, to member lines of the A. R. A. calling atten- 
tion to the situation and suggesting that the clauses agreed on 
be used in making contracts. 


Spotting Charges 


The following report of the special committee on allowances 
to industrial roads and car spotting charges, approved by the 
executive committee, was submitted: 

“On February 10, 1921, your committee had an all-day meet- 
ing at Chicago with the following committee representing the 
sarriers: 

J. L. Eysmans, Traffic Manager (Eastern Region), Pennsylvania 
System, Philadelphia, Pa., Chairman. 

Wm. Hodgdon, Traffic Manager (Northwestern Region), Penn- 
sylvania System, Chicago, Illinois. 

Ek. T. Campbell, Freight Traffic Manager, Erie Railroad Co., New 
York, N. Y. ; 

W. A. Terry, Freight Traffic Manager, New York Central Rail- 
road Co., Chicago, Ill, representing Mr. C. J. Brister. 

O. A. Constans, Freight Traffic Manager, Baltimore & Ohio R. R., 
Chicago, Ill., representing Mr. Archibald Fries. 

!’ werd Briges. General Freig:: Ag nt, Wheeling and Lake Erie 
Ry., Cleveland, Ohio. 

C. A. Blood, Traffic Manager, Lehigh Valley R. R., New York, N. Y. 


“After eonsiderable discussion of the history of the matter 
since the joint meeting of the committees representing the 
League and the carriers in Pittsburgh, October 26, 1920, the 
representatives of the carriers stated: 

1. That the carriers hed no other pien to pronose than that sug- 
sested by them at the Louisville meeting and discussed with this 
committee at Pittsburgh, and in reply to inquiries said that they did 
not suggest any modification of the plan previously proposed by them. 

2. That they had come to the meeting expecting the League 
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representatives to suggest a plan or to work out with the carriers’ 
committee joint recommendation so far as possible, and where the 
two interests could not agree, that each would set forth the points 
of difference. 

_ 3. That they understood the League had simply reiected the car- 
riers’ proposal, at the New York meeting, without fully understand- 
ing that proposal and without suggesting a counter plan. 


“In order to avoid misunderstanding and that the representa- 
tives of the carriers might know the precise position of the 
League on the entire question, your committee handed the fol- 
lowing written statement to the carriers, which statement was 
prepared during the noon recess of the meeting: 


The position of the National Industrial Traffic League on_ the 
car spotting question is stated in the resolution adopted at the New 
York meeting, November 18, 1920, adopting the report of the special 
committee on allowances to industrial roads and charges for spotting, 
ton The committee interprets the position and plan of the League as 
ollows: 

_ Under the interstate commerce act and the practice of the car- 
riers, the rate covers the entire service of transportation from the 
point where the freight is loaded on the cars at origin to the place 
where the freight is removed from the cars at destination. No charge 
may properly be added by the carrier for any so-called spotting serv- 
ice, when performed by the carrier. 

_ Where any portion of the spotting service is performed by the 
shipper or receiver, the question of the allowance to be paid by the 
carrier thereof, and the amount thereof, is to be determined upon the 
facts of the particular case, by mutual agreement or by reference 
to the Interstate Commerce Commission, if necessary, having in view 
the foregoing definition of the carrier’s abligation and the provisions 
of sections 1 and 15 of the act, that such allowances shall be just 
and reasonable. 

Whether the shipper or receiver may insist, without the consent 
of the carrier, upon performing any portion of the spotting service 
and demand from the carrier an allowance therefor, is a question 
upon which the League has not expressed itself; but this committee 
suggests that that question is to be determined as one of law and 
of fact in the particular case. 

This committee is instructed to oppose by every means at its 
command, any plan contemplating a restriction on the carrier’s obli- 
gation as above defined. 

The committee repeats the request made by the executive secre- 
tary of the League for a statement of the carriers’ future program 
in this matter. 


“The representatives of the carriers thereupon definitely 
stated that they could not accept as correct the League’s defi- 
nition of the extent of the carriei’s obligation and that they 
could not agree with the League’s committee upon the funda- 
mental principles above set forth. 

“In reply to direct inquiries, the representatives of the car- 
riers further stated that the answers tentatively given by them 
at the meeting in Pittsburgh to the twenty-one interrogatories 
which the League’s committee had there propounded, stand as 
final and without change. 

“Thereupon the carriers’ committee suggested that the two 
special committees recommend to their respective executive 
committees that representatives of the carriers and of the League 
should present to the chairman or a member of the Interstate 
Commerce Commisison, the respective plans and positions of the 
carriers and of the League and submit the matter to decision 
by the Commission. To this suggestion the League’s committee 
made reply in a written memorandum. This memorandum as 
then drafted has been verbally revised and in its final form 
reads as follows: 


; This committee will recommend that the League shall not join 
in an informal presentation of the question to a member of the Inter- 
state Commerce Commission. This committee will suggest to the 
executive committee that such plan would seem to involve laying 
on the Commission the burden of determining a question which the 
carriers ought to determine for themselves. 

If the carriers cannot see the wisdom of continuing their present 
practice of including the entire service of spotting, as above defined 
by the League committee, under the transportation rates, and de- 
cides to take 10 the Commission the question of restricting the spot- 
ting service included under the rate, it should be presented to the 
Commission for decision upon a formal docket, with full hearing, as 
provided by law, and not determined, in any respect, informally by 
one or more commissioners. 

“The committees agreed that they would exchange copies 
of their reports to their respective executive committees. Pur- 
suant to that understanding, a copy of this report will be sent 
to Chairman J. L. Eysmans, representing the carriers. 

“Your committee therefore respectfully reports and recop- 
mends as follows: 

1. That the carriers have stated no plan different in any partic- 
ular from that proposed at the Louisville meeting and analyzed in 
the report of this committee adopted and approved by the member- 
ship of the League at the annual meeting in New York. 

2. That the position of the League as set forth in resolutions 
adopted at the New York meeting is’ correct and should be adhered to. 

. That inasmuch as the carrie”s will not concur in the League’s 
view of the fundamental principJes involved, the League should de- 
cline to join in any informal submission of the car spotting question 
to any member of the Interstete Commerce Commission for de- 
termination. _ 

4. That if the carriers seek in the manner provided by law to 
amend their tariffs and restrict their obligation with respect to 
terminal services on carload freight from and to private industry 
tracks, this committee under itr: instructions at the New York meet- 
ingy will take such steps as may Te necessary to defeat such plan.” 

This report was adopted )»y the League. 

The executive committee, continuing its report, took up the 
League’s suit in the U. 8S. District Court to recover reparation 
from the Railroad Administration awarded by the Commission. 
A letter to Mr. Beek from Mr. Finnerty, of Director-General 
Davis’s office was read. The letter was written pursuant to 4 
conference between Mr. Beek and Mr. Davis. It said that out 
of 100 awards by the Commission 92 had been satisfied in full 
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and only one definite conclusion to contest had been reached. 
It expressed a general disposition to comply with Commission 
awards, and pointed out that the claims reached a total of 
$50,000,000. The feeling on the part of the executive committee 
seemed to be that there had been a change in the attitude of 
the Railroad Administration with the change from Director-Gen- 
eral Payne to Director-General Davis, though expressions from 
the floor showed that there was still a desire on the part of 
some of the members to “be shown.” 

The committee reported its decision to ask that section 206 
be amended so that suits may be filed within a year after an 
order is issued and that counsel had been instructed to prepare 
the necessary amendment. 

The committee discussed the McCaull-Dinsmore decision, ex- 
plaining that it meant that claimants might recover their full 
actual loss and damage. It was pointed out that railroad claim 
agents differed in their interpretation of the decision, but that 
some wrote letters to claimants making assertions as to its effect 
which they would not stand on when confronted with a firm 
statement of the facts. 

It was stated to the League that the Southeastern Express 
Company had consented to extend from four to six months the 
period of filing claims, but that the American Railway Express 
Company had not yet done so. 

The matter of the advisability of the League taking part in 
valuation proceedings before the Commission was referred to 
the executive secretary for investigation. 

The executive committee voted to table the matter of sea- 
sonal coal rates and discharge its special committee on this 
subject. The League ratified this action. 

With respect to the restoration of export delivery arrange- 
ments on shipments via New York, the executive committee re- 
ported that there should be no further postponement and the 
matter was referred to the committee on exports and imports 
with instructions to report at the next meeting. 

The committee reported its failure to induce the U. S. Labor 
Board to permit it to intervene in the case involving the national 
working agreements, but said the decision of the board in that 
case met the views of the League, so no practical harm had been 
done. 

The committee’s report to the effect that there should be 
no standing trade committees of the League was adopted. 

This completed the report of the executive committee. 


Demurrage Rate of $3.00 


There was considerable discussion of a report by the com- 
mittee on demurrage and storage that it be authorized to en- 
deavor to obtain an agreement with the carriers on a flat de- 
mulrage rate of $3, Chairman W. H. Day stating that it was 
the impression obtained by his committee that that was about 
what the members wanted. The report was finally adopted by 
a vote of 145 to 90. 

The rest of the report of the committee, as ratified by the 
executive committee, was also adopted, as follows: 

“Since early last fall the League’s demurrage committee has 
been endeavoring to obtain such modification of Rule 8, Sec- 
tion B, Paragraph 2, commonly known as the bunching rule, as 
would afford the sort of relief to shippers working under the 
Straight plan that many think they are entitled to. While the 
modification of the rule finally agreed upon by joint demurrage 
committees is not just what some would like, yet it is unques- 
tionably an improvement over what we now have, and in the 
judgment of your demurrage committee, is about as broad a 
rule as can be successfully worked. We most heartily recom- 
mend its approval by the League.” 

The proposed rule follows: 

2. Cars for unloading or reconsigning.—When, as the result of 
the act or neglect of any carrier, cars originating at the same point, 
moving via the same route and consigned to one consignee, at one 
point, are bunched or when cars originating at different points and 
transported, via the same route from an intermediate common point 
to destination are bunched after arriving at the common point (in 
which event the dates of arrival of the cars at common point will 
govern in determining the bunching, instead of the dates of ship- 
ment), and are tendered for delivery by this railroad in accumulated 
number in excess of daily shipments, the consignee shall be allowed 
such free time as he would have been entitled to had the cars not 
been bunched, but when any car is released before the expiration 
of such free time, the free time on the next car will be computed 
from the first 7:00 a. m. following such release; provided, however, 
no allowance will be made unless claim is presented in writing to 
this railroad’s agent within thirty days after the date on which bill 
for demurrage is rendered, supported by the receipted bill, as 
ev idence of payment of the demurrage as originally charged, and a 
Statement showing date and point of shipment of each car involved 
in the bunching claim. 

NOTE.—Under this rule, cars moving from different points and 
or via different routes to destination and arriving on different dates 
will be considered bunched if tendered for delivery on one day and 
Such free time shall be allowed as the consignees would have been 
entitled to, had _ the cars been placed or tendered for delivery in 
the order of their arrival. 

5 “Proposed Modification of Storage Rate in Rule 5 of Fair- 
anks Uniform Storage Tariff No. 1-B.—At the spring meeting of 
the League held in St. Louis during March, 1920, the member- 
ship endorsed the recommendations of its committee on demur- 
Tage and storage that storage rates under the Uniform Code of 
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Storage Rules be ‘For the first fifteen days lc per 100 lbs. per 
day and thereafter 2c per 100 lbs. per day, minimum charge of 
any shipment 25c.’ While the League’s conclusions were promptly 
transmitted to the American Railway Association, your demur- 
rage and storage committee was unable to obtain a conference 
on this subject until February 24, 1921, due to the fact that the 
American Railway Association demurrage committee could not 
secure the authority to handle the question account of traffic 
officials having entire charge of storage in some sections of the 
country and operating officials in other sections. 

“As a result of the Chicago meeting, above referred to, our 
committee upon request of the A. R. A. agreed to submit to the 
League’s executive committee without endorsement or recom- 
mendation their counter proposal which is ‘2c per 100 lbs. for 
each of the first five days after expiration of free time and 3c 
per 100 lbs. for each day thereafter; that the minimum charge 
per shipment remain the same as at present, namely, 25c for 
the first five days and 50c thereafter; that if these charges are 
approved, the rules will be amended to exclude Sundays and 
holidays in computing both free and chargeable time; that the 
committee will also agree with the League’s request for modifi- 
cation of the rules to provide for freight not subject to damage 
when stored along railroad right of way.’ 

“Your committee is of the opinion that the A. R. A. traffic 
and operating officials, who jointly met with us to discuss stor- 
age rates and rules, will not consider a lower rate at this time 
unless ordered to do so by the Interstate Commerce Commission 
to whom they feel this matter should be referred if we cannot 
agree ourselves.” ; 

The executive committee’s action on this part of the report 
was that it be referred to the special committee to deal with the 
traffic executives of the carriers and that the League stand fast. 

“Rule 2, Section B, Paragraph 1, of Storage Code.—The 
League’s committee on demurrage and storage suggests that fur- 
ther consideration be given by the membership at its next meet- 
ing to the modification of Section B-1 of Rule 2, Uniform Code of 
Storage Rules, as proposed by the League at its Chicago meeting 
in November, 1919. The section of rules questioned as recom- 
mended to read by the League follows: 

Section B.—1. In the event of non-delivery of an L. C. L. ship- 
ment caused by the inability of the agent to locate the consignee, 
such shipment shall be treated as unclaimed and consignor notified 
as hereafter provided after fifteen days from expiration of free time. 

In the event of non-delivery of an L. C. L. shipment caused by 
consignee’s refusal to accept it, prompt notice shall be given con- 
signor as hereafter provided. : : 

When billing shows the name of consignor or where packages are 
marked with the name of the consignor preceded by the word from, 
notice shall be sent by destination agent direct to consignor by letter. 

When the packages are not so marked and the billing does not 
show the name of the consignor, the destination agent shall write 
the agent at point of shipment, who in turn shall notify the consig- 
nor in writing. ra 

“NOTE.—If the carrier stores goods in public warehouses within 
the period of fifteen days after the expiration of free time, and the 
goods are not delivered at the expiration of the fifteen-day period, 
notice of non-delivery shall be given shipper in the same manner 
as if goods had remained in the possession of the carrier, name of 
the warehouse to be shown on notice.’’ 


“The demurrage and storage committees of the A. R. A. and 
N. I. T. L. both question the advisability of sending telegrams 
to consignors or agents at points of shipment as provided for ‘n 
31d and 4th paragraphs, (the League took care of this objection 
by substituting ‘letter’ and ‘write’ for ‘wire’ as is shown in the 
rule as printed above), the opposition being based upon the ex- 
pense involved in the undertaking, carriers contending that 
there would be hundreds of telegrams daily to agents at points 
of shipment and that they should not be expected to assume the 
telegraphic expense. On the other hand, many League members 
criticise the section proposed on the theory that low-grade 
merchandise does not warrant a telegram, written notice being 
sufficient. Still other members handling merchandise which 
runs into money fast, and appreciating the difficulties experi- 
enced with mail, strongly favor telegrams, believing it the only 
method which will establish beyond question of doubt that 
notices have promptly and properly been sent. As it becomes 
necessary to bring, this rule before the League in connection 
with other contemplated changes, your committee asks that re- 
consideration be given former recommendations. 

“The note following Rule 2, in the judgment of the A. R. A. 
demurrage and storage committee is not workable as they claim 
to be powerless to enforce its provisions through public ware- 
houses which they have no control over directly or indirectly. 
It is acknowledged, however, that large quantities of L. C. L. 
merchandise finds its way into public storage within the fifteen- 
day period, and the League’s committee on demurrage and stor- 
age suggests consideration by the League of the following note 
which is believed to be workable and apparently will accom- 
plish what we are after: 

NOTE.—If the carrier stores goods in public warehouse within 
the period of fifteen days after the expiration of free time, notice 
shall be sent shipper at time goods are stored in the manner provided 
for in Section B-1 of Rule 2, such notice to show name and loca- 
tion of public warehcuses in which gcods are stored.” 

To Propose Legislation 
In connection with the report of Chairman Pawkett, of the 
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legislative committee, a plan was reported by the executive com- 
mittee by which a special committee will study the bills now 
before Congress and formulate a constructive program of legis- 
lation. The League ratified the plan and President Chandler ap- 
pointed a committee consisting of Messrs. Bentley, Field, Muel- 
ler, Rhodehouse, and Pawkett, with Chairman Barlow, of the 
executive committee, an ex officio member. Counsel for the 
League will sit with the committee and R. C. Fulbright, of 
Texas, will also sit with it. Some parts of Mr. Pawkett’s report 
were referred to this new committee. The rest of it, which was 
adopted was as follows: 

“Partial Payments to Carriers.—House Bill 15551, by Mr. 
Winslow, which was necessitated by ruling of the courts that 
under the transportation act the government could not make 
partial payments to the carriers on account of the amounts 
found to be due under guarantee of standard return, was ap- 
proved by the committee, and the executive committee advised 
accordingly. It was the view of the committee that unless such 
partial payments could be made, serious consequences would 
follow for the carriers, and would inevitably react upon ship- 
pers through inadequate transportation facilities resulting from 
inability of the railroads to finance their maintenance programs. 
The bill was passed, and, approved by the President, became a 
law February 26, 1921. 


“Commercial Bribery.—Senate Bill No. 1024, and other bills 
of similar import, considered during the last session of Con- 
gress, expired with that Congress March 4. The League having 
endorsed the principles of these bills, the committee has re- 
quested Senator Cummins to re-introduce his bill which would 
prohibit under severe penalties all forms of commercial bribery. 
Suggestion has been made that a provision be added which 
would grant exemption to the first participant in a violation 
who shall give evidence that will secure a conviction, believing 
some such amendment is necessary in order to make the law 
effective. Unless otherwise directed the Committee will direct 
its efforts toward securing enactment at this session of a bill 
along the lines heretofore approved, including the amendment 
referred to. 

“Interference with Commerce.—The Poindexter Bill, S-4204, 
the principles of which have been endorsed by the League, was 
passed by the Senate at the last session but failed to reach the 
House, and therefore died on the calendar March 4. The com- 
mittee has made request of Senator Poindexter that he reintro- 
duce his bill or one having similar purposes during the present 
session and endeavor to secure its enactment. In view of the 
statements recently attributed to a well-known leader among 
the railway unions that abrogation of the national agreements 
effective July first means a strike, immediate action becomes 
important and the committee will take such measures as pos- 
sible to secure necessary enactment, at this session, of a law 
that will serve to protect commerce and prevent interference 
with the proper functioning of the carriers, unless otherwise 
directed by the League. 

“Amendment to the Fourth Section of the Interstate Com- 
merce Act.—The Pittman bill, otherwise known as S-4524, intro- 
duced December 7, 1920, proposed to re-write the fourth section 
of the interstate commerce act and make it in effect absolutely 
rigid, the only exception being that the carriers might under cer- 
tain conditions obtain some relief in meeting actual water com- 
petition. That bill, however, failed of passage and therefore 
died with the adjournment of Congress on March 4, 1921. 


“Two bills since have been introduced in the Sixty-seventh 
session of Congress which provides substantially for a rigid 
fourth section, i. e., H. R. 263 introduced by Congressman Hay- 
den, April 11, 1921, and S. 228 introduced by Senator Pittman on 
April 12, 1921. 

“Your committee is of the view that the enactment of such 
legislation providing for a rigid fourth section, would prove dis- 
astrous both to the carriers and the shipping public at large. 
Oui commercial structure has largely been erected on basis of 
the conditions that are now, and with little change have been, 
in effect for many years. It is too late now to theorize as to 
whether fourth section departures are justified or not—they 
have been legal for many years and under them commercial 
lines have broadened, investments been made, large commercial 
and manufacturing institutions located, the trend of commerce 
fixed, and to at this time enact such a measure as proposed 
would inflict unjustifiable violence in destroying trade and prop- 
erty values. 

“Your committee recommends that these or any similar bills 
proposing a rigid fourth section to the Interstate Commerce Act 
be opposed with all the energy that can be brought to bear. 

“Standardization of Wages—Madden Bill H. R. 15306.— 
Congressman Madden introduced in the last session H. B. 15306, 
which bill would provide for the standardization of wages of 
railway employes. The legislative committee, after considera- 
tion of the bill, recommends that it, or any bill covering similar 
ground, or the principles embodied therein, be opposed by the 
League. It is the view of the committee that living and other 
conditions vary so widely in various sections of the country that 
such standardization would, to be fair to employes in one section 
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of the country, be manifestly unfair to those in another where 
living conditions might be on a different level. On the other 
hand, if such standardization should be based on a level found 
to be just for the section where the cost of living is on a mini- 
mum basis, it would be unfair to the employes in a section where 
living expenses are higher. This committee is of the view that 
standardization of wages should be opposed, and that wage ad- 
justments should be made by collective bargaining between the 
employer and employe, without outside interference, excepting 
that in case of failure to agree either party would have the right 
of appeal to the Railway Labor Board, which board should be 
required to determine the question at issue according to the 
conditions found to exist in the particular section from which 
the appeal originated.” 


Classification Committee Report 


The report of the classification committee, as follows, was 


adopted: , 

Due to questions having been raised with regard to the interpre- 
tation of Section 3 of Rule 15 of Consolidated Classification No. 2, 
which read as follows: ; : 

‘When freight is loaded in a car by shipper and such car is not 
fully loaded but is tendered as a carload shipment, and the car is for- 
warded without other freight therein, the shipment will be charged 
for as a carload.”’ 


and the interpretation in specific instances of this rule having been 
brought to the attention of the Official Classification Committee by 
the Chairman of the League’s Classification Committee, the Official 
Classification Committee asked for the views of the League’s Com- 
mittee with respect to a proposed substitution of Section 3 reading 
as follows: ; ' 

“When freight is loaded in a car by shipper, the shipper shall 
indicate on shipping ticket or bill of lading whether_ shipment is 
tendered as a less carload or carload shipment. If tendered as car- 
load shipment and car is not fully loaded and is forwarded without 
other freight therein, the shipment will be charged for as a carload. 
If shipper neglects to designate shipment as a less carload or car- 
load shipment and the marking and packing rules governing less 
carload shipments are not observed, and the car is not fully loaded 
and is forwarded without other freight therein, the shipment will be 
charged for as a carload.”’ 

This subject has received the consideration of your Classification 
Committee and there follows its views with respect to this proposal. 


The Classification Committee has kept before it the situation of 
the large number of shippers having private sidings but who are 
not equipped with the necessary tariffs and other schedules of the 
carriers to enable them to determine the most advantageous way of 
forwarding their shipments. 

The argument may be advanced that “Ignorance of the law ex- 
cuses none,” but the facts remain that it is not practicable for all 
shippers to maintain the necessary equipment to give them detailed 
knowledge of questions of this character. : : 

One of the fundamental rules underlying the transportation_busi- 
ness is that the shipper is entitled to the lowest rate and it is felt 
py the League’s Classification Committee that a revision of Section 
3 of Rule 15, as proposed, will place the burden of determining the 
lowest rate or charge squarely upon the shoulders of the shippers 
and will absolutely relieve the carriers of any responsibility. | 

It is felt, that if a shipper desires to secure carload service on 
L. C. L. shipments he should designate the shipments to be handled 
as a carload, but if this designation is not made the carrier has no 
alternative but to handle it at its own convenience, so that if the 
shipment is properly marked in accordance with the rules governing 
the marking of L. C. L. freight and the bill of lading agrees, then 
it is positively a function of the carrier to handle the shipment at 
its own convenience, either to forward the shipment to a transfer 
point in order to load other freight in the car or to forward the 
car through to destination at L. C. L. rates. In this connection, at- 
tention is directed to loading instructions of the operating depart- 
ments of some carriers, which permitted cars to go through with 
weights of 8,000 Ibs. and which generally have been advanced to 
12,000 Ibs., while certain roads have been known to advertise and 
will send cars through for 10,000 lbs. It would, therefore, appear 
that in view of the rules of the operating departments, the Classifi- 
cation Committee should not establish rules covering the acceptance 
of L. C. L. freight that will conflict and make void the loading rules 
of individual companies. 

In conclusion, the entire question may be summarized by stat- 
ing that a stringent rule such as is proposed will place burdensome 
obligations on the shippers which will be inconvenient and expensive 
and will delay the loading and movement of cars and interfere with 
production not only where tariff information is not readily available 
but likewise at industries where tariff files are maintained through 
necessity for very close examination of tariffs and classifications prior 
to the loading of freight, thus retarding car movement from the plant 
to the carrier and in turn results in delay to equipment; logically 
this will likewise result in slowing up production. : 

It is, therefore, felt that the present rules should be retained 
without question and that in the event a shipper desires the ex- 
clusive use of a car he should be obligated to so state on the bill of 
lading, while in the absence of such a request, the carrier will use 
its discretion as to the loading of additional freight, and in such 
cases the shipment will be given benefit of the lowest basis. 

The Classification Committee is referring this question to the 
membership for its consideration and instructions as to the action 
that shall be taken, in connection therewith, especially as the Chair- 
man has been informed that this subject will be placed on the docket 
of the Consolidated Classification Committee in the near future. 


Rate Construction and Tariffs 


The report of the committee on rate construction and tariffs 
follows: 

“Store-Door Deliveries of Less-Than-Carload Freight.—For 
a long time there has been agitation here and there for a store- 
door delivery service by the carriers. Some proponents of the 
idea have maintained that store-door deliveries should be pro 
vided in the through rate and made uniform at all points; others 
feel that an operating company or companies should handle it 
for the carriers and the charges published in a separate tariff. 

“While the matter has not as yet been put before the Leagué 
for action, the Committee on Rate Construction and Tariffs has 
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given consideration to it. It is the consensus of opinion among 
our members that the chafge for making store-door deliveries 
should not be included in the through rate but should be shown 
separately, for the reason that local terminal conditions would 
make the cost vary considerably in different cities. To make 
the charge a part of the line-haul rate presupposes, of course, 
that the plan, if put into operation, would necessarily have to 
apply at all points. 

“While the Committee believes that it would be desirable 
for one organization to handle the service at all points, it is of 
the opinion that this could be accomplished at the outset because 
experiments doubtless would be tried at certain points before 
going farther with the idea. In lieu of this arrangement, there- 
fore, the Committee considers it would be desirable for each line 
to make the best possible arrangements with local concerns 


| wherever the store-door delivery plan might be instituted. 


“These views of the committee are simply submitted for 
the information of the League and not with the idea that any 
action is required at this time. : 

“We understand that the Transportation Committee of the 
Federal Highway Council, of which Mr. A. E. Beck, General 
Traffic Manager, Merchants and Manufacturers’ Association of 
Baltimore, is chairman, has presented a store-door delivery plan 
to the railway traffic executives in Eastern Territory, and it is 
suggested that members interested communicate with Mr. Beck 
for further information. (No action was necessary on this part 
of the report). 

“Blimination of Fractions from Freight Rates.—Based upon 
understanding that the Association of Railway Accounting offi- 
cers is now agitating among its members their advocacy of a 
plan under which all rates shall be constructed by dropping 
the fractions, the rate construction and tariffs committee has 
given careful consideration to the probable effect of such a radi- 
cal departure from long established practices and has received 
ihe views of a great many shippers in widely differing lines of 
business upon the wisdom of favoring the plan. 

“While no details have been given as to how the new 
method of making rates, if adopted, would be put into effect, 
it is assumed that the only way it could come about would be 
to drop fractions from .01 to .049 and to add to the next even 
cent fractions from .050 to .099. This would be admirable from 
the viewpoint of simplicity in making and expressing rates, but 
like many other theories, in actual practice we find it does not 
seem to be feasible nor practicable. 

“While dropping the fractions in rates where the spread 
between the classes is great might cause little or no disturbance, 
eliminating the fractions where the spread is small—perhaps a 
cent or two cents—doubtless would meet with serious objec- 
tions. The shippers of grain and grain products, or of coarse 
commodities, such as sand, brick, cement, stone, etc., undoubt- 
edly would advance the most vigorous protests against a plan 
of this nature for the reason that %4-cent per hundred pounds is 
often the determining factor in the sale of the commodity or its 
movement between points or through different gateways. 

“Aside from the practical difficulties which would be en- 
countered, so many rate relationships have been disrupted by 
reason of the freight rate advances which have gone into effect 
within the past few years, and business conditions generally 
are so unsettled, that your committee feels no encouragement 
should be given to the elimination of fractions from rates, and 
so recommends to the League. (This part of the report was 
adopted). 

“Increase Applied to the Minimum Class Scale of Rates Un- 
der Ex Parte 74.—Upon November 17, 1920, the day before the 
last annual meeting of the League, the committee on rate con- 
struction and tariffs met with Chairman Collyer of the Trunk 
Line Association and explained to him fully the situation pre- 
vailing by reason of the manner in which the minimum class 
scale of rates was increased under Ex Parte 74. We were prom- 
ised an early reply from the carriers and a favorable adjust- 
ment was looked for. However, it was only on February 2 of 
this year, after the most vigorous protests, both from this Com- 
mittee and from individual firms, that a reply was received from 
Chairman Collyer. 

“In a long letter in which the matter is gone into in detail, 
our request for reduction in these rates is refused. In effect we 
are told by Mr. Collyer that the carriers feel in view of the 
rate and revenue conditions under which the railroads 
in Trunk Line territory are confronted, that the reduc- 
lions asked for should not be made. It is stated that the appli- 
cation of the 40 per cent increase has been disappointing in the 
revenue result for various reasons and the need of stringent 
Conservation is reflected in the reduction of expenses by hori- 
zontal discharges in all departments and other drastic econo- 
mies. Contention is made, however, that the carriers in advanc- 
Ing these rates, have observed the requirements of Ex Parte 74. 

“The only concession thus far secured is the carriers’ offer 
'o consider specific complaints where the rates are working an 
injury and are burdensome to the shipper. Adjustments of this 
Mature the committee feels would be unsatisfactory. 

“That there is widespread interest in these rates is indi- 
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cated by the number of complaints received by the Committee 
from shipers adversely affected by the increases. The matter 
is important, involving as it does a principle of rate making, 
and we believe should be adjusted either through action by the 
League or by the individual firms affected. We, however, sub- 
mit the matter to the League for whatever action it may deem 
it advisable to take.” This part of the report had been referred 
by the executive committee to the executive secretary for fur- 
ther handling with Director Hardie. 

Chairman Williamson, of the same committee, also reported 
as to delay experienced by shippers in obtaining copies of tariffs 
from the carriers. Often they were received, he said, too late 
to comply with the suspension rules of the Commission and 
often after the tariffs were effective. This situation, he said, had 
given rise to a demand for reenactment of the so-called Smith 
amendment, provided for now in the Robinson bill. The exec- 
utive committee had voted to refer this matter to Mr. Beek to 
take up with Director Hardie. The League voted to defer action 
pending a report of the special committee to confer with the 
railroad traffic executives. 

The inland waterways committee asked to be authorized to 
support the Scott bill in Congress amending the Lafollette sea- 
men’s act so that some of the restrictions meant for ocean 
carriers would be removed from the lake carriers, on which they 
had proved burdensome. The League gave the authority asked. 


Freight Claims Committee 


The report of the freight claims committee, G. A. Blair, 
chairman, was adopted, as follows: 

“Since the meeting of the League in New York in Novem- 
ber, 1920, the freight claims committee of the League has had 
two conferences with the freight claims division of the American 
Railway Association in Chicago, one on December 7, 1920, and 
the other on April 4, 1921. At both of these conferences, various 
matters were formally and informally discussed, and while defi- 
nite conclusions were not reached on many of them, the confer- 
ences in question were productive of good results, and will lead 
to a much better understanding between the shippers and car- 
riers in regard to claim matters, than has heretofore existed. 

“Interest on Loss and Damage Claims.—At our first con- 
ference several matters which had been passed upon and ap- 
proved by the League at the New York meeting were presented 
for consideration. 

“The most important was that covering interest on loss and 
damage claims, the League having taken the position that on 
all loss and damage claims properly supported, unpaid at the 
expiration of 60 days, interest would date from the time of filing 
of the claim. (See page 39 of the printed proceedings of Cir- 
cular 305.) This was taken under consideration by the Freight 
Claims Division of the American Railway Association, and 
under date of March 4 our committee was advised by their 
secretary that their general committee after further considera- 
tion had arrived at the following conclusion: 

That, should a carrier withhold money determined as lawfully 
due for loss and damage, such carrier should be compelled to pay 
interest; that any amount which a carrier may be found to owe 
for loss and damage does not become a debt until the carrier has 
had an opportunity to investigate and has established the fact that 
a debt really exists, after which it is assumed that claim will be paid 
promptly; that considerable expense is incurred by carriers in the 
investigation of claims in connection with which no liability is found 
and no payment made; that a large percentage of claims presented are 
in improper shape, resulting in labor and expense to the carriers (as 
well as delay in settlement), which would not be necessary were 
they properly presented in the first place; that these improper burdens 
on the carriers should be considered as an offset to the allowance 
of interest on claims paid for loss and damage. 

“This, of course, was not satisfactory to our committee and 
the matter was further discussed with the Freight Claims Divi- 
sion at a conference at Chicago on April 4 where they reiterated 
their position. d 

“The subject was continued on the docket for further con- 
ference, particularly for the reason that the Freight Claims 
Division advised there would probably be a Committee of Coun- 
sel appointed which would attend future conferences and pass 
on all matters involving legal questions. It is the opinion of 
your committee that the League also should be represented by 
its Counsel at these conferences. 


“Allowance of Trade and Cash Discounts to Railroad Com- 
panies in Settlement of Loss and Damage Claims.—Your com- 
mittee and the freight claims division of the American Railway 
Association reached the following agreement in respect to the 
above mentioned subject: 

That discount known as a trade discount which is a general dis- 
count made to the trade, and which really means the invoice less 
that amount, under any conditions is one to which the carrier is 
entitled; that cash discount which is the invoice less the percentage 
of discount providing payment of a bill is made within a certain 
specified time as shown on the invoice, or in accordance with the 
terms of sale, is one to which the carrier is entitled, if it pays the 
claim within the time limit. 

“This is in accordance with the position taken by the League 
at the last annual meeting at New York. (See pages 36 and 37 
of the printed proceedings, Circular 305.) 

“McCaull-Dinsmore Decision of the U. S. Supreme Court.— 
The McCaull-Dinsmore Decision has been discussed at both joint 
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conferences but in view of the variance of opinion among the 
carriers and even among the shippers, this matter has been con- 
tinued on the docket. The various legal interpretations placed 
upon this decision by Counsel, and the difference of opinion 
which seems to exist as to its application to the method of sales 
of different commodities will, undoubtedly, require further legal 
action. 

“Reporting of Refused and Unclaimed Freight.—The Freight 
Claims Division of the American Railway Association agreed to 
direct attention of their members to the freight claim rules cov- 
ering reporting of refused and unclaimed freight where both the 
consignor and consignee should be advised. The Freight Claims 
Division also agreed to recommend to their membership that 
consignors and consignees be notified in all instances where 
unclaimed freight is sent to storage warehouse. 

“Seal Records.—It was the opinion of your committee and the 
Freight Claims Committee of the American Railway Association 
that the proper party to furnish destination seal records is the 
freight claim agent and that this information should be given 
interested parties where there is a shortage or where claimant 
is entitled to this information. 

“Prompt Handling of Loss and Damage Claims.—In connec- 
tion with the above subject the Freight Claims Division of the 
American Railway Association reported that all freight claim 
agents are endeavoring to expedite the handling of loss ana 
damage claims, furthermore, to give claimants prompt informa- 
tion regarding the status of their claims. The records indicate 
the situation is gradually being improved. 

“Presentation of Loss and Damage Claims Within the Six- 
Month Period Provided in Bill of Lading.—Your committee 
agreed to urge all the members of the League to present claims 
for loss and damage, properly supported with the necessary 
documents, as promptly as possible, and in every instance, to 
comply with the six-month period provided in the bill of lading. 

“Claims Prevention Committee of the American Railway 
Association.—Your Committee has been urged to co-operate in 
every way possible with the Claims Prevention Committee of the 
American Railway Association, and this same co-operation is 
urged on the part of all of our members. 

“Co-operation between the American Railway Association 
and The National Industrial Traffic League—lIt has been cus- 
tomary at the various joint conferences in the past for the 
League’s Committee to docket all matters brought up for con- 
sideration. In the interest of co-operation and closer working 
arrangements your committee has suggested to the Freight 
Claims Division of the American Railway Association that it 
submit any matter which it may desire discussed, or where ac- 
tion on the part of the shippers and carriers is necessary. 

“General.—In conclusion, your committee suggests that the 
members of the league, so far as possible, handle all specific 
claim matters direct with the freight claim agent of the rail- 
road directly interested. Your chairman is receiving a great 
many communications having a strictly local bearing and of no 
general interest to the membership. Consequently, no purpose 
would be served by your committee handling such matters. How- 
ever, where a question of policy is involved, or where the rail- 
road fails to comply with the provisions of the bill of lading or 
with some general understanding which previously has been 
reached, it should be reported direct to your Chairman in the 
event that members are unable to secure satisfactory results 
frcem the railroad involved.” 


Diversion and Reconsignment 


The report of the committee on diversion and reconsign- 
ment was approved, as follows: 

“Changes in Diversion and Reconsignment Rules.—Several 
important changes in the diversion and reconsignment rules 
have been approved by the Interstate Commerce Commission 
since our last meeting. 

“The tariffs filed by carriers following the Commission’s de- 
cision in Docket No. 10178, 58 I. C. C. 568-589 were suspended 
an’ hearings held under I & S Dockets 1250 and 1276. 

“In its decision of April 18, 1921, I. & S. 1250 and 1276, 61 
I, C. C. 385-393, the Commission found that the rules under sus- 
pension governing reconsignment of fruits and vegetables were 
inadvisable for application under present conditions and ordered 
their cancellation on or before May 22, 1921. The Commission 
found justified, the rules governing the reconsignment of less- 
than-carload shipments and ‘Order notify’ shipments. It found 
the embargo rules not justified. A majority of the suspended 
schedules contained a back-haul rule which conformed with the 
Commission’s findings in Docket No. 10173, 58 I. C. C. 568-589 
and read as follows * * #* 

“The Commission found the above rule had not been justi- 
fied insofar as it failed to provide an exception covering recon- 
signments after placement on public delivery tracks, of ship- 
ments which had not been accepted or unloaded by consignee 
or owner. The suspended tariffs containing these rules were 


ordered cancelled cn or before May 22, 1921. 

“However, carriers were authorized to publish not earlier‘ 
than April 1, 1922, the less-than-carload rule, the ‘Order notify’ 
rule and the amended back-haul rule. 


A reasonable embargo 
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rule is covered by carriers’ tariffs to become effective June 1 
1921. 

“Decision in Docket 10457, 59 I. C. C. 73.—The result of you, 
Committee’s recommendation at the New York meeting (pages 
16 and 17, League Circular No. 305) is covered by Interstate 
Commerce Commission’s Special Permission 52373 of March 
28, 1921. 

“Reconsignment of Coal and Coke.—Several League mep. 
bers and others interested in the reconsignment of coal and 
coke met with Carriers Coal and Coke Committees representing 
Central Freight Association and Trunk Line Territories and sug. 
gested modification of the present reconsigning rules. 

“We understand carriers’ representatives have agreed to 

recommend to the traffic executives of eastern carriers that rules 
12 and 13 governing the reconsignment of coal and coke be 
changed to read as follows: 
: Rule 12—Diversion on Reconsignment to Points Outside Switch- 
ing Limits after Placement.—If a car has been placed for unloading 
at original destination and forwarded therefrom without being 
unloaded to a point outside’ of switching limits, it will be sub- 
ject to the published through rate from original point of shipment 
to final destination, as described in Rule 2, plus seven dollars ($7.00) 
per car reconsignment charge (See also Rule 4-B). bates 

Rule 138—Diversion or Reconsignment to Points Within Switch- 
ing Limits after Placement.—Cars that have been placed for unload- 
ing, and which are subsequently .reforwarded without being unloaded 
to a point within the switching limits of the billed destination, will 
not be subject to diversion or reconsignment charge, but will be sub- 
ject to the switching or local rate in addition to the rate from point 
of origin to billed destination. 

Note.—Where no switching tariff is in effect, or where the pub- 
lished switching charge exceeds seven dollars ($7.00) per car, the 
charge will be seven dollars ($7.00) per car in addition to the rate 
from original point of shipment to billed destination. 

General.—Your committee has received communications 
from several League members indicating that several reconsign- 
ing rules in effect at present are objectionable. 

“A joint meeting with representatives of the eastern, west- 
ern and southern carriers was arranged so that a full discussion 
of the rules might be had with a view to agreeing on modifica- 
tions which your committee intended to present to League mem- 
bers for approval. The joint meeting was cancelled on account 
of the reconsigning case under consideration by the Commission 
at that time. The Commission has recently rendered decisions 
in those cases and your committee will endeavor to have a joint 
conference with carriers in the near future.” 


Express Committee Report 


The report of the express committee, T. T. Harkrader, chair- 
man, as approved by the executive committee was adopted, as 
follows: 

“Express Classification Docket.—Acting upon the request of 
the League, the American Railway Express Company issued its 
first classification docket under date of April 27, 1921, which 
listed proposed changes in Classification No. 27. 

“The procedure is similar to that followed by the railroad 
classification committees, a time being set for hearing of inter- 
ested parties. The American promises to give wide publicity 
to dockets. 

“Prepayment of Charges on Express Shipments to Canada— 
Following the action in regard to freight shipments to Canada 
which were formerly required to be prepaid owing to the abnor- 
mad rate of exchange between the United States and Canada, 
the matter of avoiding prepayment of charges on express ship- 
ments has been the subject of correspondence with the express 
companies on both sides of the border and the Board of Railway 
Commissioners of Canada. 

“The American Railway Express Company is co-operating 
in the matter and the Board informed the Committee under 
date of May 17 that the subject was being considered by them. 
We hope that they will get the Canadian express companies in 
line. 


“Express Receipts.—There will be no change during the 
year 1921 in the matter of express receipts so far as the Amel! 
can Company is concerned. 

“At the last meeting of the League it was suggested that 
the Committee accumulate information upon this subject and 
discuss it with the American Company. The Committee has re 
ceived considerable data, but the American Company is not 
wholly satisfied as to Forms 11 and 12, and they do not desire to 
make any further changes at this time. The American Company 
would not attempt to force the use of an undesirable receipt at 
points competitive with another express company. 

“Mr. Geo. C. Taylor, president of the American Railway Ex 
press Company, addressed the Chairman of the Committee ul 
der date of May 18 as follows: 


Confirming statements which I made to you and the other mem- 
bers of your committee at the meeting this afternoon regarding the 
uniform express receipt: 

We are not yet ready to say that Forms 11 and 12 are what we 
will finally want to adopt as the universal express receipt. Neither 
are We prepared to say that we shall eventually want to adopt some 
other form or any one particular form as the exclusive receipt. This 
is a very important matter for us to decide and we want to go slow 
and consider it most thoroughly before reaching any definite conclu- 
sion. When the committee met and discussed this subject for ten 
days last December, they concluded that a further trial of 90 days 
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would probably be_ sufficient to enable us to get a proper estimate 
of the merits and demerits of these forms. We have had many other 
things to do, issued so many rules and instructions that it is difficult 
for our employes to read them all and observe them, and we have felt 
that we should not undertake anything new for a while; but rather 
continue as we have been operating for some time past, catching up 
and rendering a more dependable express service. We would, there- 
fore, much prefer to let this matter run along without change for the 
present and are perfectly willing, in order that shippers may know 
what to expect, to say that we will continue just as we are, without 
extending the use of Forms 11 and 12 to cities where they are not 
now being used until January 1, next, and even after that date we 
will make no change without first giving your organization and other 
commercial organizations every opportunity to first consider carefully 
any form or forms of receipt we might propose to adopt for univer- 
sal use. 

As you know, Forms 11 and 12 are now in universal use at all of 
our commission offices, where they were installed December 1, 1919, 
and are in use to considerable extent in Chicago, Detroit, Cleveland, 
Cincinnati, St. Louis, Newark, and Atlanta. They are also in use at a 
few other salaried offices where shippers have made special requests 
for them and in some instances over the counter, but in these latter 
cases, aS With the commission offices, our own employes make out the 
receipts.. At New York City we_use what has been designated as the 
New York form of receipt, and I believe you are entirely familiar 
with that. At other places we use the ordinary or old form of receipt 
as embodied in our classification, and special forms of shippers’ re- 
ceipts. All of these forms of receipts subscribe to the terms and con- 
ditions prescribed by the Interstate Commerce Commission. 

With the continuation of this present lack of uniformity, if any 
frm or firms have their own standardized system, and where they 
have plants or offices shipping from a number of cities, and this lack 
of uniformity retards them in their standardization, if they will take 
the matter up with us we will make every possible effort to co-operate 
with them towards straightening it out. 

“Four Months’ Period for Filing of Claims.—The matter of 
having changed from four to six months, as the time limit for 
the filing of claims for loss, as provided in the express receipt, 
has come up again. This subject has been discussed with the 
American Railway Express Company upon various occasions. 
The time has been extended to nine months for filing of claims 
on shipments for export, making the time allowance uniform 
with that provided in the- rail carriers’ bill of lading, but the 
American Railway Express Company has yet to agree to a six 
months’ period on domestic traffic. The Commission in Report 
4198. I. C. C. 43-512, said: * * * 

“Now comes the Southeastern Express Company, and over 
the signature of its President, on May 2, states that the League 
is at liberty to make known to all concerned that the South- 
eastern Express Company will recognize claims lodged with 
them within the six months’ period. The committee will pursue 
the matter with the Southeastern Company to see that their re- 
ceipts so provide. With this example the American may later 
be influenced to adopt the six months’ period. 

“We recommend that the matter be continued with the Ex- 
press Committee. 

“Showing Valuation on Packages.—While there is no rule 
in the classification compelling shippers to mark the valuation 
on packages, the express companies are requiring it and some 
of our members object to the practice. 

“The committee has said to the American Railway Express 
Company that such requirements, to be enforced, should be 
covered by a classification rule, and the American now pro- 
poses the establishment of a rule that packages valued at $5 
or more per pound, or in excess of $50, should show the valua- 
tion, as valuable packages are handled on receipts. This will 
be on the next docket. 

“The main objection to showing the value on packages is 
on goods shipped to a third party, but in such instances the ship- 
pers could show a valuation higher than their invoice to the 
jobber, or what is the usual list price to retailers, and thus con- 
ceal the jobbing price and protect the consignee in case a claim 
for loss is necessary. 

“Fractions.—The American Railway Express Company has 
agreed to change Rule 1 (m) of Classification No. 27 to give the 
shipper an even deal on the disposition of fractions. The rule 
now reads: 

Fractions: In computing charges, whenever fractions occur, either 
in the aggregate weight or charges, the next higher whole number 
must be used. 

“This will be changed so that whenever fractions occur the 
fraction will be dropped when less than half a pound or one-half 
a cent, and the next higher unit will be exacted for one-half 
and over. This will be more in comformity to the practice of 
freight carriers.” 


Export and Import Traffic 


The report of the committee on export and import traffic, 
as follows, was approved: 


The question of continuing or cancellation of the permit system 
on freight moving to New York, other than on a through bill of lading. 
as been settled by the carriers themselves, they having abolished 
( Is system. The majority of the members of the League canvassed 
— Circular 308, of January 5, 1921) are in favor of the permit sys- 
€m when necessary. There is also the majority opinion of the com- 
mittee itself, and I assume, therefore, that in the event of the neces- 
ony for again putting in force the permit system there will be no 

Jection from the League and, therefore, needs no discussion. 


Highway Transportation. 
The report of the Highway Transportation Committee, W. 


J. L., Banham, chairman, as follows, was adopted: 
The Committee on Highway Transportation has had under 
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consideration the matter of damage and destruction to the pub- 
lic highways of this and other states unnecessarily caused by 
the overloading and overspeeding of heavy motor trucks. 

“The cost of maintenance of our highways under ordinary 
conditions is rapidly mounting and imposing heavier burdens 
upon the taxpayers each year. It is quite certain there will be 
no diminution in the use of heavy motor trucks as a facility of 
transportation. On the contrary, the use of that type of vehicle 
on highways outside of cities will undoubtedly increase. Even 
when these heavy motor trucks with ordinary loads are operated 
by careful and skilled drivers and at moderate rates of speed 
the wear and tear on road surfaces is considerable, and when 
overloaded and driven at a high rate of speed they are a menace 
to other traffic besides causing great damage, and in many in- 
stances actual destruction to our highways. 

“If our highways are to perform most efficiently their eco- 
nomic function, and the development of the motor truck as a 
permanent, essential and economical facility of transportation 
assured, these practices and abuses must be corrected without 


delay. 
“Largely because of the abuses referred to there has re- 


cently developed in legislative bodies a considerable hostility 
toward this type of vehicle and a disposition to enact drastic 
traffic laws and regulations and the imposition of excessive 
license fees, all of which tend to retard the proper development 
of the use of motor trucks. 

“We believe this matter should be presented to the owners 
and operators of such trucks, and their co-operation sought, to 
the end that the abuses referred to may be corrected at once. 

“We, therefore, recommend that The National Industrial 
Traffic League adopt the following preambles and resolutions, 


and that, if adopted, they be given the widest practicable pub- 
licity. 

Whereas, The use of the public highways by_motor trucks, as a 
necessary facility of transportation of merchandise, has materially 
increased within the past few years, and it appears that such use of 
the highways will continue to increase rather than decrease; and 

Whereas, Because of some overloading and overspeeding and the 
damage and destruction to highways resulting therefrom, there is 
being created in the minds of the public an attitude unfriendly to 
motor truck operation, with the result that efforts are made to secure 
the passage of laws and ordinances imposing drastic restrictions upon 
the operation of such motor trucks, including materially increased 
registration and the license fees; and : 

Whereas, Organizations such as the Motor Vehicle Conference 
Committee and the Federal Highway Council have given this question 
much study and have incorporated in the proposed uniform vehicle 
law certain speed and weight limits to prevent overspecding and over- 
loading; and, 

Whereas, The development of motor transport depends on high- 
ways, properly constructed and maintained; therefore, be it 

Resolved, That the overloading and overspeeding of motor trucks 
is hereby strongly condemned, and speed and weight limits of the 
proposed uniform vehicle law are approved as a guide on what shall 
constitute overloading and overspeeding; and be it further 

Resolved, That a copy of these preambles and resolutions be for- 
warded to the public press, National Automobile Chamber of Com- 
merce, Automobiles Association, Rubber Association of America, 
all associations of motor truck owners, all state highway commis- 
sioners, and all traffic organizations.” 


Chairman J. A. Morgan, of the Committee on Interchange- 
able Mileage Books, who had prepared a report, withdrew it and 
asked that the matter be referred to the new Passenger Traffic 
Committee which the League had decided to appoint. This was 
done. 

Coal Claim Rules 


The special committee on coal claim rules, John Callahan, 
chairman, made the following report, which was referred to the 
special committee whose function it is to confer with the rail- 
road traffic executives: 


Your committee has earnestly endeavored to confer with the 
American Railway Association, Freight Claim Division, for the 
purpose of having adopted the code of coal claim rules formu- 
lated and agreed to in the spring of 1919 by joint conference of 
coal producers, coal wholesalers and retail dealers of coal, to- 
gether with representatives of the National Industrial Traffic 
League, and a special representative committee of claim agents 
of the railroads. 

Our efforts have been fruitless, as the Freight Claim Division 
contend that they “have no power whatsoever with respect to 
the adoption of any rules attempting to fix the legal responsibil- 
ity as between carriers and shippers in any class of claims,” and 
state that “an agreement with the general committee having for 
its purpose the handling of coal claims in all parts of the coun- 
try could not possibly be made effective,” advising, further, that 
they have referred this matter to the nine claim conferences of 
the country, to be considered and dealt with by each conference 
as it deems best to deal with it. 

Obviously, there is nothing further your committee can ac- 
complish with the major claim body, and it is the unanimous 
opinion of the committee that it should not open negotiations with 
the nine separate claim conferences. 

It is therefore recommended by the committee that the League 
membership adopt officially for general application among carriers 
the code of claim rules which was submitted to the United States 
Railroad Administration and insist upon carriers handling loss 
and damage claims on coal strictly in accordance therewith. 


Following is the code of coal claim rules referred to in the 
report: 


Rule 1.—Initial Weight. Weights to be considered as evi- 
dence in connection with claims for loss of coal shall be ascer- 
tained in accordance with current tariff rules or on track scales 
conforming to specifications and rules of the American Railway 
Association approved February 1, 1917, reissues thereof and amend- 
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ments thereto, and in compliance with National Code of Rules 
governing the weighing and re-weighing of carload freight, en- 
dorsed June 9, 1914, by the Interstate Commerce Commission. 

If loss of coal occurs prior to initial weighing, as provided 
for in the preceding paragraph, the amount of loss shall be de- 
termined on basis of average weight of coal of same kind and 
grade, from same mine, in cars of same class and cubical feet 
capacity. 

Rule 2.—Record of Exceptions in Transit and at Destination. 
Carriers shall make permanent record of coal lost or taken in 
transit or at destination before delivery to consignee, showing 
cause and extent, and shall endorse this information on waybill 
accompanying car or on destination record. 

Rule 3.—Inspection at Destination. Consignee noting evidence 
of loss upon receipt of car should, where practicable, notify agent 
or other proper representative of carrier delivering coal at des- 
tination so as to afford opportunity for immediate joint inspection 
or waiver of right to inspect such coal before unloaded. 

Agent of carrier delivering coal shall make permanent record 
of inspection, if made, showing name of consignee, date and time 
of inspection, car initials and number, appearance of lading, and 
apparent cause and amount of loss, if any, and a copy given to 
consignee. Ss 

If agent of delivering carrier elects to waive the right of joint 
inspection, he shall make permanent record of such waiver, show- 
ing name of consignee, car initials and number, date and time of 
notice given by a consignee, and a copy of such record delivered to 
consignee. Agent of delivering carrier shall so arrange for the 
inspection of the waiver of inspection as to not be a detriment to 
consignee’s interest. . 

Claims for loss of coal shall be supported by claimants with 
such record. 

Rule 4.—Destination Weights. If there is evidence of loss, 
transfer of lading en route, or defects of equipment permitting of 
loss, the difference in weight ascertained by re-weighing in accord- 
ance with existing tariff rules on track scales which conform to 
specifications and rules of the American Railway Association, ap- 
proved February 1, 19t7, amendments to and reissues thereof, and 
in compliance with National Code of Rules governing the weigh- 
ing and reweighing of carload freight, endorsed June 9, 1914, by 
the Interstate Commerce Commission shall be accepted as indicat- 
ing the extent of loss. 

If there is evidence of loss, transfer of lading en route or de- 
fects in equipment permitting of loss, and there is no track scale 
available at destination conforming to requirements of preceding 
paragraph, or the capacity of scale available is less than the 
gross weight of car and lading, the extent of loss will be indi- 
cated by the difference in weight as ascertained by careful weigh- 
ing in drafts on a proper wagon scale at time of unloading. Such 
re-weighing shall be done, when practicable, under the supervi- 
sion of or with the approval of the agent of the delivering carrier. 

Rule 5.—Cars Re-Weighed:in Transsit or at Destination and 
No Visible Evidence of Loss. If cars showing no visible evidence 
of loss of coal are re-weighed on track scales conforming to these 
rules and the difference in weight is within the tolerance provided 
for in tariffs applicable, the difference in weight represents scale 
variation and inherent shrinkage of coal and will not be con- 
sidered a responsibility of the carrier. 

Claims for loss, supported only by evidence of difference in 
scale weights, ascertained in conformity to these rules, shall be in- 
vestigated and settled on their merits. 

Rule 6.—Scale Data. If cars of coal are re-weighed on track 
scales other than railroad scales, and loss of coal is established 
and claims made therefore, the following scales data shall be 
furnished by the claimant upon request of the railroads: 

Type or kind of scale. 

Length and capacity. 

Character of installation. 

Frequency of testing. 

Method of weighing. : 

Copy of official record of last test of scale immediately preced- 
ing date car weighed. 

Weight of test car or test weights used. 

Note.—These data to be permanently recorded in the office of 
the Freight Claim Agents to obviate the necessity for frequent 
requests for the same information. ” 

Rule 7.—Tolerance. Where loss of coal has been established 
in Qoceesanes with these rules no tolerance deduction shall be 
made. 

Rule 8.—Adjustments. Where loss of coal, for which carrier 
is liable, has been established in accordance with the foregoing 
rules, claims therefor shal be promptly paid. 


Bill of Lading Committee 


The report of the bill of lading committee -(F. T. Bentley, 
chairman) was adopted, as follows: 

“Hearings on Export and Domestic Biils of Lading—Since 
the November meeting of the League in New York the Inter- 
state Commerce Commission has held its final hearings on the 
proposed new export, and proposed domestic, bills of lading. 
Oral arguments were presented to the Commission by the 
League’s Attorney, Mr. Luther M. Walter. At this writing no 
information has reached me from the Interstate Commerce 
Commission as to what they will hand down, or when they will 
be promulgated. 

“Pomerene Bill of Lading Law—-Second Draft of Section 
21—With League Circular No. 328 of March 28, 1921, there was 
distributed to all members a copy of the second tentative draft 
of a bill to amend and supplement the Ponierene bills of lading 
act. Members interested were invited to attend a conference 
arranged by the Commerce Trade and Commercial Law of the 
American Bar Association at New York City, May 2-4, 1921, to 
consider this subject. 


“Your chairman handled this matter by correspondence 
with the members of the League’s bill of lading committee with 
the result that the preponderance of the committee seemed to 
favor a modification of Section 21 of the law so as to permit the 
payment of a charge for the services of the railroad, should it 
furnish checkers to private industry tracks so as to enable the 
industry to obtain a clean bill of lading. Your chairman, there- 








fore, advocated before the sub-committee of the American Bar 
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Association the following language in the proviso of Section 
21 of the Pomerene act:” 


That when goods are loaded by a shipper otherwise than as 
provided in Section 20 (a) the common carrier may, by_inserting 
in the bill of lading the words “Shippers’ Weight, Load and 
Count,” or other words of like purport, indicate that the goods 
were loaded, counted and weighed by the shipper and the de- 
scription of them made by him; and if such statements be true, 
the carrier shall not be liable for damages caused by the improper 
loading or by the non-receipt or by the misdescription of the 
goods described in the bill of lading: 


Provided, however, that where a shipper of freight installs and 
maintains adequate facilities located within the yard limits of an 
agency station for inspecting, checking, counting and weighing 
such freight, and the same is available’ to the common carrier, then 
the common carrier, upon written request of such shipper, and 
when given a reasonable opportunity so to do, shall ascertain the 
kind, quantity and weight of such freight within a reasonable time 
after such written request, and the common carrier shall not, in 
such cases, insert in the bill of lading the words, ‘“Shipper’s 
weight, load and count,” or other words of like purport, indicating 
that the goods were loaded, counted and weighed by the shipper 
and the description of them made by him, and if so inserted con- 
trary to the provisions of this Section, such words shall be treated 
as null and void and as if not inserted therein, provided, further, 

That where the carrier is called upon to inspect check, count 
and weigh such freight on private or industrial tracks located 
within the yard limits of an agency station, a reasonable charge 
may be made by the carrier to the industry for such service. 


Transportation Instrumentalities 


The following report of the committee on transportation 
instrumentalities (J. A. Marvin; chairman) was adopted: 


When the railroads were released from Federal control and 
returned to their owners, the railway executives announced their 
intention of getting cars back to the lines of owning roads and 
reducing bad order cars to a maximum of four per cent. At that 
time 6.7 per cent of cars were in bad order, and only 21.9 per cent 
of all cars were on home lines. Since then cars have moved stead- 
ily homeward, reaching a record mark of 72.5 per cent May 1, but 
the number of bad order cars, instead of being reduced, has in- 
creased to 289,711, April 15, or 12.7 per cent, which is also a record 
mark. This equals three-fifths of the number of idle cars, which 
on May 8 was 471,922. 

Failure to repair cars is ascribed by American Railroad As- 
sociation officials to lack of funds and they also point out to your 
committee that the number of serviceable cars greatly exceeds 
the present requirements of business. 

Your committee reports these facts for the information of 
members, or for any further action deemed advisable under the 
prevailing conditions. 


A resolution offered by R. C. Ross to the effect that every 


effort should be made to decrease the number of bad order cars, 
was also adopted. 


Waterways and Highways 


Remarks made by Mr. Kruttschnitt, of the Southern Pacific, 
before the Cummins investigating committee, gave rise to the 
following resolution, offered by Mr. Field, of the inland water- 
ways committee, which was adopted: 

Whereas, Certain oral and printed statements having recently 
been made public which tend to belittle the importance, prac- 
ticability and actual present use of our inland waterways, and 

Whereas, Many of our waterway projects are in a formative 
or incomplete stage, and are dependent upon their further de- 
velopment for the financial and moral support of the public, and 

Whereas, At this time of general business depression, such dis- 
couragement of waterways is particularly serious and threatening, 
and may greatly retard, if not permanently postpone, their develop- 
ment, and 

Whereas, The National Industrial Traffis League, believing 
heartily as it does in the importance of our inland waterways, 
and the need of their further development as a growing national 
necessity and having appointed a committee to further this move- 
ment, therefore, be it 

Resolved, That the National Industrial Traffic League, in con- 
ference assembled, hereby records its disapproval and objection 
to any and all statements that have been or may be made in dis- 
paragement of our waterways, their extension and improvement, 
and reaffirms its endorsement and wholehearted belief in our in- 
land waterways as a vital economic and transportation necessity, 
and pledges itself to continue to the utmost its influence and sup- 
port in their behalf. 


A similar resolution then was offered by Mr. Marvin, re 
ferring to highways. It also was adopted. 


Tax on Transportation 


Mr. Austin, chairman of the committee on export and im- 
port traffic, reported in favor of the Longworth bill to repeal 
the 3 per cent tax on transportation, both domestic and expott. 
His report was approved and the matter was left with the ex 
ecutive secretary for proper action. 


Railroad Rate Committees 


Mr. Haynes, of Sioux City, chairman of a special commit: 
tee on a plan whereby the public might be advised of findings 
of the railroad rate committees, said that in western and ofli- 
cial classification territories, proper notification to interested 
shippers was being given, but that in ihe south satisfactoly 
action had not been taken by the carriers. The Haynes coll 
mittee was discharged and the matter left with the special 
committee to confer with traffic executives of the carriers. 
President Chandler gave it as his opinion that if the carriers 
could be brought to deal properly with the shippers in these 
matters it would be preferable to a re-enactment of the Smith 
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amendment, but that otherwise the Smith amendment plan 
would probably be urged through Congress. 


New Commissioner Talks 


J. B. Campbell, new member of the Commission, was pres- 
ent and made a few remarks on the subject of co-operation be- 
tween Shippers and carriers. He thought that with such co- 
operation the transportation problem could be solved but that 
co-operation did not exist to the degree hoped for by the Com- 
mission. 

F. E. Winburn, of the cause and prevention committee of 
the freight claims section of the A. R. A., was also invited to 
speak. He asked for all possible co-operation from shippers in 
reducing loss and damage claims. 

Chairman Ross, of the membership committee, reported an 
increase in membership to 1,026. Since the meeting last No- 
vember, 122 new members have been admitted. There was a 
registration of 503 members and guesis at the Cleveland meet- 
ing, Which was characterized by President Chandler as the best 
the League had ever held. The entertainment features pro- 
vided by the Cleveland committee and the splendid holel ar- 
rangements were suitably mentioned in resolutions. 

Mr. Maxwell, of Dallas, Texas, in an eloquent speech, gave 
the League an invitation to hold its mecting next spring in 
that city. 

Adjournment was taken at 12:30, May 26. 


NEW ENGLAND RATES ON CEMENT 


The Trafic World Washington Bureau 


Vigorously phrased arguments on No. 11110, Atlas Portland 
Cement Co. vs. Central Vermont et al., in which the material 
allegation was that the New England railroads are giving the 
makers of cement in the Lehigh district unduly preferential 
treatment, were made, May 23, by Frank Lyon for the com- 
plainant, Parker McCollester and R. W. Barrett for the railroads, 
and Luther M. Walter and F. E. Paulson for the intervening 
cement manufacturers in the Lehigh district. The arguments 
were based on the report of the examiner recommending a dis- 
missal on the ground that the rates from the Lehigh district 
had not been shown to be unreasonably low, nor unduly preju- 
dicial, nor the rates from the Hudson district, both sets into 
New England, unduly high. 

Frank Lyon severely criticized the examiner for going out- 
side, as he contended, of the interstate commerce law and sug- 
gesting that it is the duty of the Commission to consider the 
broad, economic aspects of the case to the end that the industry 
in the Lehigh district may be kept alive. Mr. Barrett brought 
into his argument reference to the anti-trust proceedings which 
have been begun against some of the activities of the Atlas and 
suggested the Atlas was trying to obtain a monopoly. His 
thought was that an order reducing the rates from the Hudson 
district or raising those from the Lehigh would tend to help the 
complainant extend its control over the industry. The Lehigh 
has plants in both districts. He also contended that the rail- 
roads serving the Lehigh district have the right to meet the 
competition of the Hudson district mills, which are nearer con- 
suming points in New England, and also have the benefit of 
water transportation on the Hudson River. 

Messrs. Walter and Paulson contended for a continuance of 
the adjustment, which has been in effect many years, during 
which the business of the complainant has grown, notwithstand- 


ing the allegation of an unPFawful rate adjustment. 


TIME FOR FILING CLAIMS 


The Trafic World Washington Bureau 


The Senate interstate commerce committee adopted, May 26, 
a favorable report on the bill amending section 206, paragraph 
C, of the transportation act, so as to extend the time for the 
filing of overcharge claims to two years beyond end of federal 
control instead of one year. 


TELEPHONE REVENUE 


The Trafic World Washington Bureau 


Telephone operating revenues totaled $41,551,562 in Febru- 
ary as compared with $37,877,776 in that month of 1920, and 
expenses totaled $30,469,720 as against $27,374,857 in February, 
1920, and the operating income was $8,087,860, as compared with 
$7,839,645 in February, 1920, according to a summary of monthly 
reports of large telephone companies issued by the Commission. 

In the two months ended with February the revenues totaled 
$84,487,195, as against $76,135,866 in the same period of 1920; 
expenses totaled $62,927,660, as against $55,455,027 in the cor- 
Tesponding period of 1920, and the operating income was $15,- 
585,966, as against $15,345,758 in the first two months of 1920. 


BULLFROG GOLDFIELD BONDS 


; The Bullfrog Goldfield Railroad Company, in finance docket 
No. 1447, has asked authority to issue $148,625 worth of new 
bonds to retire maturing issues. 
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THE CUMMINS INVESTIGATION 


The Trafic World Washington Bureau 


Further testimony as to the causes of increased costs of 
operation in 1920 as compared with 1919 and previous years, as 
experienced by the New York Central, was given before the 
Senate committee, May 20, by President Smith. 

“What are you going to do about it?” asked Senator Watson. 

“There must be a change if we are going on,” replied Mr. 
Smith. “The next thing that will happen will be that you will 
want the railroads and they won’t be there. We have had no 
chance to get any fat on us in the last twenty years. While 
now we should be getting this plant in the best order for the 
future, we are not doing it. We haven’t the money.” 

Senator Cummins brought out that the fact that the railroads 
as a whole had earned scarcely wnything in the year ending 
March 1, 1921, was not due to a lack of volume of traffic in 
a substantial part of that period. Mr. Smith said he was not 
advancing the contention that the carriers had failed to earn 
anything because of the volume of traffic. He said his company 
had increased every factor of operation.in 1920 over 1919 and 
that the situation was due to the high cost of operation. 

Senator Pomerene raised the question again of whether the 
volume of traffic could not now be increased by reducing rates. 

Mr. Smith said he wished he had the power and the author- 
ity to try that theory out. He said he would like to arrange 
for the transportation of a million bushels of wheat and see 
whether a market could be found for the product. His position 
was that it was not the rates that was preventing the movement 
of traffic. 

“I have no hesitancy in saying that rates must be read- 
justed,” he added. 

He then said that readjustments were necessary because 
of the fact that substantial horizontal increases in rates had 
been made in recent years and that the application of those 
increases had had a serious effect on the long hauls. On the 
other hand, he said, he had some question in his mind whether 
the short-haul traffic was bearing its share of the cost of trans- 
portation. He said it cost just as much to load and place a 
car for a short haul as a long haul and that he wondered 
whether some system would not have to be devised for the 
separate assessment of terminal charges. He said there must 
be some readjustment of the long-and-short-haul business. 

Mr. Smith said the railroads did not get the benefit of the 
increased rates under Ex Parte 74, because of the high oper- 
ating costs. Senator Watson asked whether the New York 
Central could make money if it could haul all the traffic it 
could possibly handle under existing rates and costs of opera- 
tion. The witness replied in the negative. He said operating 
costs would prevent the making of any profit. He said the 
labor cost was too high and yet that he believed that railroad 
labor should be dealt with liberally. In reply to a question he 
said railroad wages had got out of balance with wages in out- 
side industries. 

“There was a time when rates were so low that the em- 
ployes were not paid enough,” said he. “We were always in 
an argument with our men. They wanted more money and we 
couldn’t give it to them.” 

He discussed the human element in railroading and said 
he believed transportation men were above the average of labor 
in general. 

“I think you have got us tied pretty tight,” he said, referring 
to what might be done to put the railroads back on their feet. 

The railroads were built up by initiative, energy and com- 
petition, he said, but he believed that the roads were now “so 
tied up” in the way of regulation that there was not much 
room left for the play of those factors. 


Senator Cummins remarked that the statement was quite 
general and asked what particular restrictions should be re- 
moved. 

“I am not a lawyer,” replied Mr. Smith. “I have argued 
this question with Mr. Thom and he tells me what the law is. 
I would like to see a freedom of activity allowed the railroads. 
I don’t mind regulation. I don’t mind telling you what we have 
done. I don’t mind a yardstick of duty. But we can’t do much. 
If we want to get anything or buy anything, we must have a 
long hearing.” 

Senator Cummins asked whether he advocated elimination 
of rate regulation by the Commission. 

Mr, Smith said he did not advocate that, but that he would 
like to see the Commission so placed that it could authorize 
a railroad to make rate changes effective quickly to meet emer- 
gencies. 

“Do you advocate abolition of the Labor Board?” asked 
Senator Cummins. 

“No,” replied Mr. Smith. 
quickly.” 

Senator Cummins said the Commission and the Labor Board 
were the only two railroad regulating bodies. 

“IT have no quarrel with the transportation act—no quarrel 
with the Labor Board,” said Mr. Smith. “The Interstate Com- 


“T would like to see it act more 
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merce Commission is a necessary umpire in this game, but we 
are not allowed much latitude on the bases.” 

Mr. Smith went into great detail on shop work on the New 
York Central to show that there was a marked decrease in 
efficiency in 1920. He said it was interesting to note that the 
man hours per thousand shop miles increased alarmingly from 
1918 through 1920. He submitted statistics showing that the 
man hours for the last six months of 1920 increased, as com- 
pared with the first six months of 1918, 39.1 hours for each 
thousand shop miles, or 34.5 per cent, which he- said showed 
a decrease of 25.6 per cent in output per man hour. 

“On the basis of performance of the first six months of 
1918,” said he, “the man hours actually worked in 1919 and 
1920 should have produced 41,020,683 more shop miles than 
was actually produced.” 

During 1919 and 1920, he said, every possible effort was 
made to obtain additional men in an effort to increase shop 
output. 

At this point, reference having been made by the witness 
to certain orders of the Railroad Administration during federal 
control with regard to shop work, Senator Wolcott said he had 
observed a tendency to criticize the Railroad Administration 
and that maybe the railroads would have had to do the same 
things the Administration did if they had been in control. 

Mr. Smith said he had no desire to criticize the Administra- 
tion, which he said found a great many difficulties “after it 
got hold of the child.” 

“Is it your contention that these war-time rules should be 
abrogated?” asked Senator Wolcott. 

“They should be changed,” said Mr. Smith. 

As a regional director under the Railroad Administration, 
Mr. Smith said he objected to many orders put out by the Ad- 
ministration, but that he had to put them into effect or quit 
and that he did not like to do that in time of war. - 

‘I hold no brief for the Railroad Administration,” said Sen- 
ator Wolcott, “but there is a disposition prevalent to blame 
everything on the Railroad Administration. If things were done 
by the central authority which were unwise from the railroad 
point of view and disastrous to the railroads, I want to know 
whether the orders were approved by railroad men.” 

“McAdoo was not a railroad man,” interjected Senator Kel- 
logge. 

“I haven’t mentioned Mr. McAdoo,” said Senator Wolcott. 
“That’s a gratuitous offering from the Senator from Minnesota.” 

“He’s the man that did it and everybody knows it,” said 
Senator Kellogg. 

“I don’t know it,” replied Senator Wolcott. 

What Senator Wolcott indicated he was trying to develop 
was whether practical railroad men in the Railroad Administra- 
tion had approved the orders to which Mr. Smith objected. 

Mr. Smith said with respect to wages the he would have 
preferred paying the railroad employes a bonus for their serv- 
ices during the war and then looked the situation over after 
the war, rather than the way it was done. 

Referring to criticism of repair work done in outside shops, 
Mr. Smith said it was sufficient to say that the costs of repair 
work done in the railroad shops included only the cost of labor 
and material, while the costs in outside shops covered those 
items and overhead. He said the New York Central had to beg 
the Lima Locomotive Works and the Baldwin shops to take 
repair work, because they did not like to do such work. Another 
factor entering into the cost of.repairs in the outside shops, he 
said, was that the railroads faced a “seller’s market” and not 
a “buyer’s market.” 

As to locomotives on the New York Central not being mod- 
ernized, Mr. Smith said the road yielded to no one on the con- 
dition of its locomotives and that there was nothing of the 
latest word in engine construction that the New York Central 
had not adopted. He said if there was anything anywhere that 
would promote economies his road would get it if it had the 
money to do so. 

Abolition of piece work by the Railroad Administration in 
railroad shops, against which he said he protested at the time 
the order was issued, was discussed by Mr. Smith. He made the 
point that under the piece work basis of pay the men were 
paid for what they did but that under the hourly or daily basis 
of pay there was no incentive for the men to hurry. He re- 
ferred to that phase of the railroad labor situation to show one 
of the reasons for increased cost of operation and decreased 
efficiency of labor in 1920. 

In the transportation department of the New York Central 
he said the average revenue per ton mile in 1920 over 1917 in- 
creased 54 per cent. The average monthly pay of all employes 
increased 86 per cent, and the relative efficiency of employes in 
producing revenue ton miles decreased 10 per cent. That is to 


say, he said, it took 10 per cent more men in 1920 to do the 
same amount of work. 

Taking up the reasons which induced the diminished volume 
of traffic in the latter part of 1920 and the first two months of 
1921 and the influence of the increased freight and passenger 
rates prevailing during that period, Mr. Smith said the volume 
of traffic upon the New York Central during the latter part of 
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1920 was not diminished. The total tonnage for the year was 
110,753,433 as against 96,048,798 in 1919. Passenger traffic, he 
said, did not diminish during 1920, 60,682,651 passengers being 
carried as against 53,444,637 in 1919. 

“Business began to fall off sharply in January, 1921,” saiq 
he. “The freight tonnage for January and February as com. 
pared with the tonnage for the corresponding months of 1919 
and 1920 was as follows: 


1921. 1920. 1919. 
NE. i cculie kode paakneeeCamemeeenes 6,984,622 7,875,389 8,010,000 
PONE. Wraccdleldie, a paarinke a x:k setae 5,797,476 7,770,547 6,460,000 


“The number of passengers for those two months as com. 


pared with the corresponding months in 1919 and 1920 was as 
follows: 

1921. 1920. 1919, 
IMI Oi Sis 832 trait eerie a agli 5,109,442 4,802,787 4,230,559 
NIE. Soo miaa hc alaacisiewasa en ackeromare 4,377,700 4,861,980 3,777,594 


“Coincidently with this decline in the railroad tonnage, 
there was a large decrease in the import and export traffic. 
While no separate statistics for the New York Central are avail- 
able, the figures of the United States Department of Commerce 
show that the reports from the United States during January, 
1921, decreased $67,323,632, as compared with January, 1920, 
and this decrease was in practically all commodities. The ton- 
nage of the railways of the United States during that month 
decreased 33,624,131 tons. During February the exports of the 
United States decreased $155,848,158 as compared with Febru- 
ary, 1920. During March, 1921, the exports of the United States 
decreased $432,744,899 as compared with March, 1920. In the 
same periods the imports into the United States decreased in 
January $264,992,710, in February $252,877,183, and in March 
$271,934,495, as compared with the same months in 1920. 


; “According to these figures an important cause for the fall- 
ing off in traffic was the falling off in foreign business. 


“It is a matter of common knowledge that the rivers and 
harbors upon the eastern ccast are filled with idle vessels and it 
is a fact that whereas prior to January 1, 1921, it was necessary 
in order to avoid congestion of terminals for the New York 
Central Railroad to issue permits to shippers desiring to export 
freight so that such freight would not be brought to the rail- 
road terminals without a certainty of bottoms having been se- 
cured to carry the freight, after that time the permit system 
was abolished because so many more ships were offered than 
there was freight to carry. 


“Other important causes of a decline in business had been 
in effect from a period antedating the rate advance of August, 
1920. The Bank of England discount rate which was raised from 
5 to 6 per cent in November, 1919, was further advanced on 
April 15, 1920, to 7 per cent. 

“The discount rates of the federal reserve banks were 
sharply raised in February, 1920, becoming 6 per cent on agri- 
cultural and live stock paper, and except in the Minneapolis 
district, 6 per cent on trade acceptances. These rates were 
further advanced at various times throughout the year 1920. 
Although the advances were not uniform in all districts, the 
Boston, New York and Chicago rate was raised in January, 
1920, to 7 per cent on trade acceptances, agricultural and live 
stock paper. In October, 1920, the Minneapolis rate was raised 
to 6% per cent on trade acceptances, and to 7 per cent on agri- 
cultural and live stock paper. In December, 1920, the Atlanta 
bank raised the rate on trade acceptances, agricultural and live 
stock paper to 7 per cent. 


“These high discount rates obviously tended to curtail busi- 
ness. Another cause was the propaganda against purchasing at 
high prices which spread through the country in the spring and 
summer of 1920, which led to a marked reduction in the pur- 
chases of commodities generally. It was well understood that 
the period of war inflation would have to be followed by a period 
of deflation. The general causes producing this deflation were 
in effect and were manifesting themselves prior to the rate in- 
crease of August, 1920, and it is not believed that this increase 
had any decided bearing upon the falling off in business, which 
became apparent in January, 1921. 


“The efficiency of a railroad depends upon its men, prinl- 
cipally. It is estimated that 95 per cent of railroading is human; 
it is a business of moving things; it is a live thing. At the 
close of government control labor naturally desired to have 
rules and regulations set for their best interests for the future, 
and the corporations inherited what was awarded them. They 
are no different in this desire than labor in other endeavors. 
These men engaged in this ‘special endeavor of handling trans- 
portation on which our country depends so greatly should re 
ceive an adequate wage. After compensation comes results— 
that is, what shall labor do for what it receives—and that is 
in a measure where our difficulties have been. It is a matter 
between management and labor—to be decided on its merits— 
and will no doubt now be taken care of as the United States 
Labor Board has decided the National Agreements are to be 
cancelled on July 1. } 

“From the foregoing statements and figures the following 
facts are stated and conclusions are drawn: 

“For the year ending December 31, 1920, revenues increased 
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19.5 per cent over 1919. For the year ending December 31, 1920, 
operating expenses increased 40.8 per cent over 1919. 

“For the last four months of 1920 freight revenues increased 
40.1 per cent over the corresponding months of 1919 and all 
revenues increased 29 per cent over the corresponding months. 

“For the same four months operating expenses increased 
1920 over 1919, 43 per cent. For the eight months from May 1, 
during which the increased wage order of the Labor Board was 
in effect, operating expenses increased 65.4 per cent. Of this 
increase 37.7 per cent is represented by jabor. The remainder 
is accounted for by the increased cost of material and supplies. 

“Neither traffic nor earnings decreased during 1920. The 
diminished traffic in 1921 was caused by the general business 
depression. That depression was not caused by increases in 
freight rates. Other causes sufficiently powerful to cause the 
depression were operative before the increase in freight rates 
was made. 

“The railroad management, hampered by the necessity of 
undertaking the operation of the property burdened with the 
large advances in expenses, with undermaintenance of way and 
equipment, and further burdened with the additional increase of 
expenses by reason of the orders of the Labor Board, moved all 
the tonnage that was offered during 1920, and endeavored to 
make substantial progress toward restoring the property to the 
standard which the best judgment considered necessary to enable 
it to do properly and safely the business of the public. 

“The enormous increases in operating expenses have been 
in the main due to the great war. War necessities broke through 
and largely destroyed normal conditions in the industrial world. 
The materials of war had to be supplied at any cost of labor 
and material. This situation had to be met in the railroad world, 
and it was met. This statement does not attempt any appor- 
tionment of the responsibility. The war ended, but normal con- 
ditions could not at once be restored. That restoration can only 
come through time and patient effort, but pre-war or normal 
conditions and a normal cost of living can only be restored by 
general reduction in the cost of both labor and material.” 

A formal request from Messrs. Stone, Carter, Sheppard and 
Lee, the heads of the four big railroad brotherhoods, for an 
opportunity to be heard in the railroad inquiry was read by 
Senator Cummins, May 23. The chairman said the brotherhood 
leaders would be heard by the committee but that the time 
could not be fixed then. An opportunity will probably be 
granted later on in the course of the hearing, he said, and the 
inquiry would not be concluded until all the material facts have 
been developed. 

President Smith, of the New York Central, concluded his 
testimony and was followed by Howard Elliott, chairman of 
the Northern Pacific. Mr. Smith said he wished to correct the 
impression that had gone out with respect to his testimony 
relative to payments of wages to employes for service performed 
during federal control. These “overlap items,” as they are 
called, he said, were being paid by the Director General to the 
railroads which had paid the employes for the services in- 
volved. Senator Cummins said he had received a letter from 
the Director General on that point, and that the latter had stated 
the Administration had always had sufficient funds to make 
good the payments made by the railroads for labor during federal 
control. 


W. C. Wishart, controller of the New York Central was 
put on the stand to explain that under the accounting rules of 
the Commission the payments thus made by the railroads were 
charged in the 1920 operating expenses. He said they could 
not be charged to the 1919 expenses because those accounts 
had been closed. Senator Cummins said there were, therefore, 
in the 1920 expenses, expense items which did not in fact be- 
long there as reflecting operating costs in that year. Mr. Wish- 
art was requested to submit a statement showing just how much 
was charged to 1920 expenses due to the payments by that 
road for services performed in 1919. Mr. Wishart explained that 
while the expenditures under discussion were charged to 1920 
expenses they were stated separately. 


Continuing his testimony, Mr. Smith said undoubtedly some 
freight rates were too high, and that there must be readjust- 
ments. He reverted to his previous declaration that some way 
must be found to separate charges for terminal service from 
the line haul service by saying that freight could not be loaded 
2 ground worth $100 an acre and unloaded on ground worth 
$100,000 an acre and base the total charge on the distance the 
freight is hauled. He said it was not a question of finding out 
What the traffic would bear, that the traffic has to bear the cost 
of the transportation machine, but that the question was to ap- 
Portion the cost equitably. This, he believed, had not yet been 
done. There must be co-ordination with the motor truck busi- 
less, he said, and no doubt consolidation of the railroads en- 
tered into the solution of the railroad problem. He said the 
_ of consolidation was one requiring high mechanical 

Ui, 

“I have heard it alleged that the expenses for supervision 
Were too high in 1920,” said Senator Cummins. 

,..Mr. Smith said the cost of supervision went up because 
you can’t pay the captain less than the private.” 
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“As a matter of fact, that was done,” said Senator Pome- 
rene, 

The witness said there had been some instance of that. 
He said the cost of supvervision relatively was very small. One 
cause for the increase in the cost of supervision was the aboli- 
tion of piece work, he said, pointing out that when men work 
on the piece basis they do not require the watching they do 
when they are working on the hourly basis. 

Senator Cummins requested that there be prepared for the 
committee statistics showing the revenues, expenses and net 
income for each month in each year beginning March 1, 1915, 
through to March 1, 1921. He said he wished that information 
in connection with charges that the railroads had been extrav- 
agant in the six months’ guaranty period following federal con- 
trol. 

In closing his testimony, Mr. Smith reiterated that the rail- 
roads were entitled to liberal treatment. He said he was speak- 
ing of the whole transportation machine. He did not question, 
he said, the increases in wages during the war, but he said a 
time had been reached now where there must be a readjust- 
ment if the railroads were to go on. 

“The railroads are in a bad way now,” said he. “It isn’t 
pleasant for railroad officials to come down here crying pov- 
erty. I think the history of the whole railroad situation shows 
that the railroads have not had a sufficient amount of income 
to carry them along. We ought to take some very early steps 
in one way or other to aid them.” 

Mr. Smith expressed the belief that nothing could stop the 
revival of business, and that the roads should be made ready 
to meet that revival, but that they did not have the money to 
get ready. He said the railroad officials would be down in 
Washington again soon because they will not be able to handle 
the business of the country. He said he would like to see the 
time when the railroads could go ahead and do what was neces- 
sary to improve the transportation machine, but that all he 
could do was to follow the chart laid down for him. 

“J wish I had more latitude to meet conditions as they 
come up,” said he. ‘We are now told what we shall charge 
for what we sell and then what we shall pay for the largest 
item of cost.” 

He expressed the wish that the Interstate Commerce Com- 
mission might be in a position “to go along with us,” and as- 
sume some of the responsibility in making experiments with the 
view of improving the railroads. 

Discussing the Labor Board, he said he was never able to 
see why there should be advocates on the bench, referring to 
railroad management and employe representation on the board. 
In response to questions by Senator Stanley, he said that the 
management and employe representatives must he prejudiced 
because of their previous experience. Senator Pomerene pointed 
out that while there were three men on the board representing 
the public, no witnesses had been called in behalf of the pub- 
lic. The senator asked whether he would think it wise to have 
the representatives of the Interstate Commerce Commission ap- 
pear before the board in wage hearings and give their views as 
to the wisdom of increasing rates at a given time to meet wage 
increases. Mr. Smith believed that would be a good thing. 

Answering a question by Senator Stanley referring to rates 
in the past, Mr. Smith said that with the high cost factor of 
today no railroad could go very long in doing business at less 
than cost. He again expressed the belief that consolidations 
would help the- railroads, “providing they are put together as 
they should be.” He believed there should be some way of 
trying out schemes of consolidations. Telling the committee he 
ran a farm, Mr. Smith said it was apparent in certain instances 
that rates are out of balance. He said the cost of distribution 
was too high, and that it was not all in the freight rates. He 
said he would like to have the opportunity of putting rates into 
effect on 3 or 5 days’ notice. He remarked that rates could 
be cut out, but that it was difficult to get them up again. 

Referring to the Labor Board again, he said he believed 
there should be a tribunal—a Court of Appeal—to which the 
differences between the railroads and the employes could be 
submitted in order to prevent interruption of the transporta- 
tion service. 

“Is it your opinion that this court should be composed of 
men having no direct interest in the business of transportation 
or in labor?” asked Senator Stanley. 

“Naturally, to be fair judges they would have to be that,” 
replied Mr. Smith. 

In reply to other questions he said he did not regard com- 
pulsory arbitration as feasible. In order to have a successful 
transportation machine, he said, there must be willing followers, 
referring to the employes, and also willing investors. He said 
the lack of willing investors was one of the troubles with the 
railroad situation now. 

Mr. Elliott said final judgment on the transportation act 
could not be given now as that would be like judging some 
great manufacturing plant before it had been furnished the raw 
material to be used. 

“The transportation act,” said he, “was to apply to some- 
thing like normal cunditions and was not intended to be a 








1140 





‘cure-all’ for a world-wide depression of unexpected severity in 
all kinds of business. 

“The act did not undertake to create commerce; its object 
was to insure to the public adequate means of transportation 
and to this end secure the safety of securities of sound rail- 
roads, which securities are held so widely by individuals, sav- 
ings banks and insurance companies; to protect the existing 
transportation machine and to encourage its development to 
meet the needs of the country; to regulate the transportation 
of commerce by railroads in such a way that those engaged in 
that business, either owners or employes, should, if possible, 
have a fair return for services rendered to the public.” 

Referring to the rate-making section, he said if the “policy 
of extreme regulation of the railroads by the government is to 
continue, as against the policy of greater freedom for private 
initiative and management, then this particular provision of 
the act is of great importance.” 

“The transportation act and the principles and rules con- 
tained therein are not responsible for the present unfortunate 
disappearance of railroad net earnings,” said he. 

Mr. Elliott said if the Commission and the Labor Board 
should find that the questions submitted to them were so num- 
erous that they were unable to act promptly and decisively, 
there would then, no matter how good the fundamental principles 
might be, be danger that the full benefit of the law would not 
be obtained. He said it was the earnest desire of railroad off- 
cers to co-operate in making the law a success and that much 
had been done in that direction. He said capital would be re- 
quired to promote further economies, but that there was no 
lack of interest or effort to obtain better results each month 
and each year. 

“A railroad is a complicated and delicately adjusted manu- 
facturing plant and its product is transportation, manufactured 
daily and in countless forms, and under widely varying con- 
ditions,” said he. “Its product, however, must be used as pro- 
duced; it cannot be stored up for the future. Other people 
are manufacturing other commodities; generally they can raise 
their prices in prosperous times and can store their products 
in poor times for future delivery, or close their plants entirely; 
the railroad has not been allowed to raise its prices to the ex- 
tent that the manufacturers and producers have and it has 
nothing accumulated from the large business of the past few 
years to care for the present period, and it cannot close down 
its plant. 

“It is self-evident that the railroad, manufacturing trans- 
portation, cannot, on a falling business, long continue to be a 
solvent enterprise, if it cannot, as other manufacturers do, have 
some control of its income and outgo and pay wages substan- 
tially on the same basis as may be paid by other employers in 
similar territory. This is not the case to-day and the inability 
of the railroad to adjust promptly its costs to meet depressed 
business conditions is the chief cause of the present situation.” 

Mr. Elliott then submitted statistical data to show the situ- 
ation on the Northern Pacific as to the increase in operating 
expenses and the decrease in revenues. He said in the last 
twenty years that road had spent about $430,000,000 on addi- 
tions, improvements, betterments, equipment and new lines, so 
as to make a better transportation machine for the develop- 
ment of the country, service to the people and better working 
conditions for employes. He showed that in the three years end- 
ing June 30, 1914, the net railway operating income was $24,- 
667,774.81; in the three years ending June 30, 1917, $30,196,- 
329.98; in 1919, $15,104,113.74, and in 1920, $6,737,147.87. The 
operating ratio in the first period was 61.36; in the second, 
55.56; in 1919, 77.53, and in 1920, 90.26. 

He showed that the income balance after the payment of 
interest and 7 per cent dividends was as follows: In the first 


three-year period, $3,097,689.17; in the second three-year period, 


$6,854,944.36; in 1919, a deficit of $6,597,407.53, and in 1920, a 
deficit of $15,741,260. 

The figures showed, he said, that the efforts of the com- 
pany to improve operating methods resulted in a reduction of 
the operating ratio in the second or test period to 55.56 per 
cent for all expenses, but that under government wages and 
methods of operation the ratio was increased to 77.53 per cent 
in 1919 and to 90.26 per cent in 1920. The great increase in 
operating expenses, he said it had already been shown, was 
beyond the control of the railroad operating officers. 

In support of his belief that freight rates have not been an 
important factor in checking business, Mr. Elliott read a letter 
to the committee, May 24, received by him from an official of 
the Northern Pacific. 

“With reference to your inquiry as to the extent to which 
I think the increased rates on lumber or other products in this 
territory have checked business,” the official wrote, “I can truly 
say that it has had little, if any, appreciable effect in that direc- 
tion, and this opinion is almost daily confirmed in discussion 
with various interested shippers of different. commodites. 

“Take forest products, for instance: The reductions in sell- 
ing prices during last year amounted to more than the entire 
freight rate to Missouri River territory, notwithstanding which 
there is a decreased movement. A year ago the ocean rate from 
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Puget Sound to the Orient was $45 per M. Today it is $10, by 
notwithstanding the heavy reduction in the ocean rate, together 
with very much lower prices for lumber, it has not stimulateg 
the demand or increased the movement, indicating conclusively 
that there are other and more controlling factors determining 
the present situation. This is also true of many other commodi. 
ties. 

“The public generally are not yet satisfied to buy. Readjust. 
ment is necessarily a slow process, and out in this territory at 
least, retailers are still endeavoring to hold up their prices 
until they can dispose of their high-priced stocks. However, | 
believe the situation is gradually improving. Generally speak. 
ing, we never had at this season of the year any better prospects 
for good crops of farm products of all kinds, and a very import. 
ant feature of the situation in this respect is that they will pro. 
duce such crops at a very much reduced cost. 

“For instance, in the Yakima Valley there is a surplus of 
labor at $40 a month, while the prevailing rate last year was 
$75 per month. In addition to this the farmers themselves are 
doing more work, and the same situation extends to all districts, 
This is a hopeful indication, because banks and business con. 
cerns were compelled to carry over a good many farmers’ and 
fruit growers’ accounts from last year. The situation as a whole 
should show a very material improvement after good crops are 
assured.” 

Mr. Elliott referred briefly to the effect of Panama Canal 
competition, saying it had deprived the transcontinental lines 
of traffic to a certain extent. 

The witness submitted further detailed statistics showing 
conditions on the Northern Pacific in 1920 as compared with 
1919 and the test period. He showed that the net ton miles per 
road mile averaged 1,218,310 in the test period, 1,310,924 in 1919, 
and 1,364,961 in 1920; that the average miles per freight car per 
day was 26.6 in the test period, 27.5 in 1919 and 32.9 in 1990, 
The net ton miles per car day averaged 461 in the test period, 
522 in 1919 and 633.7 in 1920. The statistics disclosed, he said, 
that the amount of tonnage over each mile of track, the loadings 
of engines and cars, and the movement per day of cars were bet- 
ter in 1920 than in 1919, or than in the test period, clearly show- 
ing that if wages, working rules and prices of coal and other 
materials necessary to carry on the business had been on the 
same bases as in the test period, the costs would have been 
lower in 1920 than in the test period. 

Mr. Elliott showed that in the month of February in the test 
period the Northern Pacific had an average net railway operat- 
ing income of $1,567,849.80; in February, 1920, $988,830.77, and in 
February, 1921, a deficit of $690,581.23. In the month of October 
in the test period the road had a net of $3,190,297; in October, 
1919, $2,201,568.36, and in October, 1920, $2,613,644. 

“All operating expenses in the test period took 63.6 per cent 
(of operating revenues) and this figure increased to 82.16 per 
cent in 1920 and to 102.24 per cent in 1921, when the entire effect 
was felt of the unfortunate rules and agreements, and the very 
large increases in wages made by governmental authorities,” said 
Mr. Elliott. ‘These figures show in a striking manner that forces 
beyond control of the owners of the property have absorbed a 
constantly increasing proportion of the total operating revenues.” 

Mr. Elliott said the average number of tons of freight moved 
by the Northern Pacific one mile in February for the four years 
1917 to 1920, inclusive, was 602,796,000,.and in February, 1921, 
there was handled only 311,300,000, about 52 per cent of the 
average. 

A chart was submitted by the witness showing how the 
dollar of income has been divided. He said some of the striking 
features of the diagram were: 

“32.68 of all income paid direct to labor in 1917; 42.27 per 
cent in 1919 and 48.24 per cent in 1920. 

“22.34 per cent of all income paid for fuel, materials and 
miscellaneous expenses (most of the cost of which is labor) il 
1917; 27.57 per cent in 1919 and 32.48 per cent in 1920. 

“12.65 per cent of all income paid for interest in 1917; 10.80 
per cent in 1919, and 9.70 per cent in 1920. 

“24.90 per cent of total income available for additions to the 
property and payments to stockholders in 1917; 9.55 per cent 
in 1919 and only 1.29 per cent in 1920. 

“The change in the relation between the proportion of total 
income going to the payroll and for the property and its share 
holders is shown in the diagram, and even more striking are the 
figures: 


1917 1919 1920 ,, 

Amount of income used for payroll. .$31,658,202 $47,616,438 $60,351,62/ 
Amount of income available for im- ss 
10,762,593 1,618,741 


provements and dividends ........ 24,117,050 
sents: 
$55,775,252 $58,379,031 $61,970,368 


“The relation of the payroll to total operating revenues Was: 


Percent of payroll 
to total operates revenues 


1917 35 
1919 46.94 
1920 53.96 


“Of the total income of the company in 1920, 10.6 per cen! 
was obtained from rents of property owned and from non-operat: 
ing income derived from investments representing savings of the 
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past twenty years, and it took 9.7 per cent of the total income 
to pay interest. If, therefore, these two sources of income had 
not been available, there would not have been enough derived 
from the operation of the property (without the government 
guaranty) to pay the fixed charges on the property. 

“The diagram visualizes very clearly what the disturbance 
in methods of management, the increase in wages, the increase 
in the prices for material, extreme governmental interference, 
and the general unsettling influence of the war on the morale 
and efficiency of working forces have done to the earning power 
of a good railroad with a long history of satisfactory service 
to its territory, and reasonable returns to its owners, due to 
careful management and good and loyal employes.” 

Statements were also submitted showing various units meas- 
uring the operation of the Northern Pacific for the test period, 
1918 and 1919, and 1920. Mr. Elliott said the statements showed 
that the physical use and operating performance of the railroad 
in 1920 was equal to, and in many items better than, the test 
period, and that the same was true compared with 1919. 


“This shows clearly,” said he, “that good use was made of 
every part of the plant, as already explained in the figures for 
density of traffic, car loading and movement, and train loading, 
and indicate that the increases in expense do not come from 
mismanagement, but from higher costs for fuel and materials, 
increases in wages, and the disturbing influences generally of 
the war affecting, as they did, the morale and general effective- 
ness of large bodies of men in all walks of life.” 


He showed that the total expense per mile of road was 
$6,408.61 in the test period, $11,934.71 in 1919 and $15,178.04 in 
1920. Operating revenue per train mile amounted to $3.54 in 
the test period, $4.79 in 1919, and $5.11 in 1920; operating ex- 
pense per train mile amounted to $1.97 in the test period, $3.71 
in 1919, and $4.61 in 1920. The net operating revenue per train 
mile was $1.57 in the test period, $1.08 in 1919 and 50 cents 
in 1920. 

Another statement was submitted by Mr. Elliott showing 
the hours of labor and the pay therefor for maintenance of equip- 
ment to show the effect of the increase in wages and costs of 
material. During the test period the average cost of labor was 
29.99 cents per hour; in 1919, 64.70 cents and in 1920, 75.83 
cents. There was an increase of 31.33 per cent in the hours of 
labor in 1920 over the test period; an increase in the total cost 
of labor of 232.49 per cent and an increase in the hourly rate 
of 153.18 per cent. The changes in the prices of materials needed 
for repairs to equipment, Mr. Elliott said, are shown by the com- 
parisons following: In the test period the total cost was $1,710,- 
739.49; in 1919, $3,009,367.85, and in the year ended February 
28, 1921, $3,374,754.33. 

Mr. Elliott said there were too many bad order cars now 
for the future good of the business. For the country as a whole, 
he said, the percentage of bad order cars was now 13.5 per cent, 
and on the Northern Pacific, 13.8 per cent, whereas the normal 
limit of the percentage of bad order cars should be around 5 per 
cent. He said the figures meant that for the country as a whole 
there were now about 200,000 more bad order cars than there 
should be. He estimated that it would cost on an average of 
$400 per car to put the bad order cars in good shape. In the 
test period, he said, the daily average of bad order cars on the 
line of the Northern Pacific was 1,600 cars; in 1919, 2,142 cars, 
and in 1920, 3,802 cars. Freight car repairs on that road, he 
said, cost $2,987,697 in the test period; $8,619,390 in 1919, and 
$12,140,554 in 1920. In the test period an average of 737,816 cars 
were repaired annually; in 1919, 745,598, and in 1920, 886,946. 
The average amount spent on each car owned by the Northern 
Pacific in repairs was $62.43 in the test period; $173.32 in 1919, 
and $247.39 in 1920. 


Discussing performance of locomotovies and fuel costs, Mr. 

Elliott made comparisons for the month of February. He said 
there had been some increase in the efficiency of the individual 
man since the termination of federal control, so that that effi- 
ciency was somewhat better than in February, 1920, but yet not 
quite as good as it was during the test period. The average 
number of Northern Pacific engines in shops for heavy repairs 
was 106 in February in the test period, he said, 111 in February, 
1920, and 142 in February, 1921. The amount expended for 
repairs was $215,331 in the test period; $562,358 in February, 
1920, and $404,057 in February, 1921. He said the reduced 
amount in February, 1921, was due to curtailment of repair ex- 
penses made necessary to keep down operating costs. The cost 
per ton of coal in the test period February was $2.60; in 1919, 
$4.12, and in 1920, $4.69. 
_ _ Mr. Elliott said he gave the figures to show that the increase 
in locomotive costs in 1921 has not been due to poor manage- 
ment or the inability of the locomotives to handle the business, 
but was due to the higher cost of fuel and materials, changes 
in working rules and conditions and to increased wages. Fuel 
consumed by Northern Pacific locomotives in revenue service 
in 1919 cost $9,706,750, as against $11,886,109 in 1920, the ton- 
Nage in 1919 being 2,353,355 and in 1920, 2,532,943. 

“In 1917, the average number of officers and employes man- 
aging, maintaining and operating the road was 31,887; they 
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worked 1,312,420 days, and 91,710,810 hours and received $35,- 
877,879,” said he. 

“In 1919, there were employed 33,700 officers and employes, 
who worked 1,286,092 days and 80,886,575 hours, the compensa- 
tion amounting to $52,605,395. 

“In 1920, the average number of officers and emlpoyes was 
35,553, working 1,371,933 days and 86,058,373 hours, receiving 
therefor $66,503,794; on the basis of the wages fixed by the 
Labor Board and applied to the entire year, 1920, their compensa- 
tion would have been $69,975,740, very nearly double the amount 
of money for a smaller amount of time worked than in 1917.” 

Mr. Elliott submitted a number of illustrations prepared by 
an official of the New Haven to show the effect of the rules 
made effective by the Railroad Administration as to working 
conditions. He said one car inspector who had received $3.69 
a day in 1917 received $15.60 a day under the revised rules. A 
crew on a branch line in 1915 received a total daily compensa- 
tion of $26.99, he said, and now it receives $68.33. 

The recent joint issue of the Northern Pacific and Great 
Northern bonds was discussed by Mr. Elliott in reply to ques- 
tions by members of the committee. He said the two companies 
expected to meet the interest on the issue from dividnds on their 
Cc. B. & Q. stock, and remarked that it had been estimated that 
by the plan originally proposed to meet the maturity July 1 of 
the Burlington bonds, a saving of from $2,500,000 to $3,000,000 
in interest annually might have been made. He said the disap- 
proval by the Commission of the original plan illustrated how 
regulation impinged on private management. He disavowed, 
however, any criticism of that part of the transportation act 
giving the Commission the power to regulate the issuance of 
railroad securities. 

Discussing the results obtained under the rate increases 
authorized by the Commission in Ex Parte 74, Mr. Elliott, con- 
tinuing his testimony, May 25, said the carriers had submitted 
to the Commission what they thought should be the minimum 
advance and that the Commission awarded, on the whole, less 
than the carriers felt was necessary as a minimum to support 
the roads. : 

Taking up the third paragraph of the Senate resolution, 
relating to the reasons for the fall in business and the influence 
of increased rates in causing such fall, Mr. Elliott said: 

“T have made many inquiries of all kinds of people during 
the past few months about this question because the decrease 
in the volume of the business on the road I represent has been 
as severe as on any road. The almost universal opinion, and 
my own judgment coincides, is that the increase in rates has 
been a negligible element in the decrease in the volume of 
business. 

“The reduction in the volume of business, in my judgment, 
results from many causes entirely distinct from the increase in 
freight rates. Merchants and manufacturers had accumulated 
stocks of goods at the end of 1919 and in 1920, bought at high 
prices, and they were naturally slow in reducing prices. The 
retailers were in the same condition; orders for foreign and 
domestic goods were canceled; raw materials were not moving 
because no one would buy them, until it was evident that stocks 
of finished goods already on hand could be disposed of and until 
there was a demand for new stocks. The reaction from the ex- 
travagance of the war, the increasing unemployment, the fall in 
the price of farm products brought sharply to the attention of 
thousands that it was necessary to save. Buyers, hoping that 
prices would fall, were waiting until they thought the bottom 
was reached, and there was a widespread buyers’ strike. 

“The aftermath of the war, the inability of Europe, one of 
our best customers, to buy and pay for goods, the disturbed con- 
dition of foreign exchange, the long delay in settling the war, 
and the question of German reparation are all very vital factors 
in the world situation which affects the United States most 
seriously. ; 

“Making a general reduction in freight rates will not help 
solve the present complicated, economical and psychological 
conditions in this country, but will reduce still further the ability 
of the railroads to survive and become buyers themselves of 
those articles which, when they are prosperous, they use in such 
large quantities. 

“In saying this, I do not mean that no rates should be re- 
adjusted, because there are some now in process of adjustment, 
but I believe it would be unfortunate to give the impression at 
this time that the railroads can be sustained, as contemplated 
by the transportation act, and, at the same time, make any 
general reductions in freight rates until it is evident that ex- 
penses have been reduced enough to justify such reduction. 

“It should be remembered that prior to governmental control 
the general level of rates in the country was not enough to sus- 
tain the carriers and to permit them to expand and take care 
of the growing business of the country. The Director-General 
recognized this, and in 1918 attempted to bring his income up to 
his outgo by increasing freight and passenger rates, but the in- 
crease in expenses during federal control overtook the increase 
in rates, as has already been shown by the figures submitted. 

“Prior to the end of federal control, the Director-General 
was urged repeatedly to bring the earning power of the roads 
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back at least to the 1917 basis, when the government took them 
over, by increasing the rates as he alone had the power to 
do; but he declined, claiming it was better to make up defi- 
ciencies in railroad operations from the general funds of the 
treasury, although he did take action in regard to the working 
rules which still further increased the cost of operation. So the 
railroads were turned back with their earning power practically 
annihilated and nowhere near the basis of 1917, which, in itself, 
was too low for the general health and growth of the transporta- 
tion machine. 

“Coming back with their earning power destroyed was just 
as much contrary to the spirit of the law and the President’s 
proclamation when he took the roads over as was their return 
with their equipment run down and plant deteriorated. 

“The government should aid the owner to restore his plant 
to pre-war conditions, not only in its physical aspects, but also 
its earning power, through suitable adjustment of income and 
outgo. 

“There was no ‘inflation’ of railroad prices to a point where 
any large profit was received, as was the case with many indus- 
tries; in fact, no profit was made at*all in 1918, 1919, and 1920, 
so there is no basis for ‘deflation’ of railroad prices or rates at 
the present time. Rather there is a necessity for holding them 
where they are until the. country finds out what will be the 
results on the railroads under the new transportation act and 
the orders of the Commerce Commission and the Labor Board. 

“The transportation act recognizes the possibility that rates 
may produce earnings that are too high, in the judgment of the 
Commission, by providing in such cases that any excess shall 
be disposed of partly to the owners for certain defined purposes, 
and partly to the government, to be administered for the com- 
mon good. Today, considering the sore distress of the railroads 
and the fact that very few of them are earning enough to more 
than pay expenses and taxes, and many not even that much, the 
sound national policy would seem to be one of liberality to the 
roads in their rate structure, rather than parsimony, because, as 
already stated, any excess earnings are disposed of by law. 
In addition, the power at all times rests with the Commission 
to reduce rates if and when the rates are earning enough to 
tomply with the principles laid down by the transportation act. 

“The railroad managers are keen for business and have al- 
ways attempted to make rates as low as they could, so as to 
obtain the widest distribution of commodities in this country 
of great distances, but as they are responsible for the mainte- 
nance of their properties, they are and must be limited by this 
responsibility and not reduce rates simply to increase gross 
earnings, if the gross earnings at reduced rates mean no net 
earnings or a loss. To ask the railroads to do this is, in the 
long run, a dangerous policy for the general development of the 
country. This is a policy that leads to bankruptcy to a large 
number of roads and will do more harm because of the un- 
settling influence to the entire financlal situation, reacting again 
on every business man and farmer in the country, than a policy 
that maintains rates even if they are higher than the individual 
freight payer thinks they should be, so that the roads can at 
least pay fixed charges and a reasonable amount in addition. 
Or it means that the treasury of the country shall make up any 
shortage of net earnings with a consequent increase in taxes which, 
to my mind, is equally dangerous to the welfare of the country 
and its citizens. As a matter of fact, the transportation act is 
against both of these policies and declares that payments for 
transportation shall be sufficient to support and expand the 
railroads without calling upon the treasury. 

“Railroads are the basis of our national transportation sys- 
tem and first in importance to the country. Waterways and 
highways are important, and all three should be protected, de- 
veloped and co-ordinated. 

“Obviously, if there were no railroads the commerce of the 
country would be confined to the seacoast, the great lakes, a 
limited number of navigable streams, and to the area that could 
be served by motor trucks. I believe in the development of the 
waterways and highways, but to subsidize them from the state 
and national treasuries and at the same time tax and restrict 
the railroads in their development does not seem to be a sound 
national policy. 

“Our national railroads had an earning power in the year 
1917 of about $1,000,000,000—not enough for the best growth of 
the system—and after 26 months’ operation by the government 
were returned with earning power almost gone and physical 
condition impaired. 

“As the primary form of transportation, the roads must be 
strengthened and helped and the transportation act was passed 
for that purpose; to use the governmental power and tax money 
to reduce the earnings of the railroads by furnishing waterways 
and highways without charge to the users increases the diffi- 
culty of making the transportation act a success. 

“On the one hand, to say to the railroad that it must con- 
tinue to serve the country without adequate rates, and pay very 
heavy taxes, and on the other hand, to say to the motor truck 
that roads will be provided free over which the motor truck shall 
operate without regulation and without paying maintenance of 
the highways, and that waterways shall be provided free on 
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which ships may more without charge, seems illogical. 

“The entire transportation scheme should be treated alike 
by the government and the users of waterways and highways 
should contribute something for their use and maintenance.” 

Senator Pomerene inquired whether Mr. Elliott meant there 
should be no decrease in rates even though such action would 
increase traffic. The senator said he had information that rates 
were preventing the movement of road and building materials 
in Ohio and asked whether it would not be better business to 
have some traffic move at lower rates than no traffic at all at 
higher rates. 

Mr. Elliott said he did not mean that no rates should be 
readjusted—that he knew there were some rates that should 
be revised downward. He referred to the recent action of car- 
riers in New England reducing rates on coarse materials. He 
suggested the shippers and carriers in Ohio should get together 
on the question of reducing the rates on road and building ma- 
terials. At this point Alfred P. Thom, general counsel of the 
Association of Railway Executives, informed the committee that 
a general conference on that subject had been arranged be- 
tween the shippers and the carriers for June 2. He also said 
that the railroads would put Edward Chambers, vice-president 
of the Santa Fe, on the stand to show what had been done in 
the way of readjusting rates and that the committee would be 
surprised to learn that so much had already been done along 
that line. 


Senator Smith, of South Carolina, said he had a situation in 
his state similar to that existing in Ohio, and that after taking 
the matter up with the Commission and the carvyiers, certain 
rates were in the process of readjustment. He said the pro- 
posed reductions, however, would not be sufficient to remove 
the burden from the shippers. 

Senator Cummins remarked that the committee would not 
be able to do anything with respect to particular rates, and 
Senator Smith said something must be done. 

Senator Cummins then said that, whenever Congress was 
ready to make another appropriation for the railroads, a general 
reduction in rates might be considered, but that with operating 
expenses as they are, it was quite obvious that rate reductions 
generally could not be considered until operating expenses were 
brought down. 

Mr. Elliott referred to the long-and-short-haul situation as 
affecting the transcontinental lines, declaring that a too rigid 
application of the long-and-short-haul rule would deprive those 
lines of business. The revenue from that business on the 
Northern Pacific, he said, ranged from $10,000,000 to $15,000,000 
a year. Rigid application of the rule, he said, also would con- 
centrate business on the coasts and be detrimental to the great 
region between the Alleghenies and the Rocky Mountains. He 
also voiced opposition to the proposed repeal of Panama canal 
tolls for American vessels in competition with the transconti- 
nental lines. 

In connection with a statement regarding maintenance, dis- 
cussion of the Northern Pacific’s recent settlement with the 
Railroad Administration for $9,000,000 came up. Mr. Elliott 
said the company had settled on the basis of about 50 cents on 
the dollar of what it claimed was due it from the government. 
The sticking point in the question of settlement was with regard 
to undermaintenance and overmaintenance, Mr. Elliott said, and 
on advice of counsel that it would be difficult to prove under- 
maintenance in court, it was decided to accept the $9,000,000. 
He said he planned to use that money in bringing the property 
of the Northern Pacific up to standard. With the exception of 
cars, he said, the property was in better condition now than at 
the end of federal control but not in as good condition gen- 
erally as before federal control. He said Director-General Davis 
made the point that the money was not in sight to pay the rail- 
roads on the basis of their claims, but that he told the Director- 
General that was a matter for the consideration of Congress. 

Senator Cummins questioned Mr. Elliott about unification 
of railroad facilities in the movement of traffic and of pro- 
posals that the cars should be owned by a separate corpora- 
tion. Mr. Elliott said there was a committee of railroad offi- 
cials studying the question of unification with a view of effect- 
ing possible savings thereby. He believed it to be better for 
each road to own its cars rather than have a separate agency 
owning all cars because of the incentive of each road to pro- 
vide the necessary equipment to move its traffic. He said there 
would be savings in some phases of unification but not in others, 
expressing the belief that consolidation of freight terminals, for 
instance, would be more expensive and less satisfactory to the 
public than service by individual roads. He said the public had 
complained of the consolidated ticket offices established during 
federal control and that many roads, in response to public de 
mand, had established their own offices. As to common use 
of freight cars, he believed better results would be obtained 
under the present arrangement, whereby the American Railway 
Association and the Interstate Commerce Commission may C0- 
operate in time of emergency and require the use of cars without 
regard to ownership, than by having all cars owned by a sepa- 
rate company. 

Discussing the development of regulation since 1887, Mr. 
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Elliott said the tendency had been to protect the buyer of trans- 
portation, but that the time has come for the protection of the 
producer of transportation. He said the transportation act was 
“a protecting and encouraging measure and reflects a growing 
public opinion that legislation has gone too far in reducing the 
earning power of the carriers.” He said the recent repeal of 
the full crew law in Pennsylvania was another indication of the 
trend of public opinion toward giving the railroads an oppor- 
tunity to operate their properties successfully. 

“I believe the transportation act should be given a fair trial 
under more normal conditions than exist today,” said he, “and 
that before making changes it should have a fair test. 

“I believe that the tendency of the laws and the adminis- 
tration of the transportation act and, if it should be found neces- 
sary, any new legislation should be along the line of permitting 
the owner and manager to utilize to the highest extent, com- 
patible with the public interest, his vision, enterprise, judgment 
and skill.” 

In concluding his testimony before the committee, Mr. 
Elliott in reply to a request from Senator Cummins for specific 
recommendations in the way of legislation that would give rail- 
road managements greater freedom of action, said that, whiie 
the transportation act should be given a fair trial, he offered 
for the consideration of the committee suggestions relating to 
the power of the Interstate Commerce Commission and the 
Labor Board. He said he believed the railroads should be per- 
mitted to make rates and wages effective subject to the review 
of the regulatory bodies. 

“So you really want the anti-trust laws repealed so far as 
they relate to the railroads and the power of suspension taken 
away from the Commission?” asked Senator Cummins. 

Mr. Elliott replied in the affirmative. The reference to the 
anti-trust laws was made because Senator Cummins had brought 
out that Mr. Elliott believed the railroads should act in concert 
in the matter of putting rates into effect. Mr. Eliiott outlined 
his views to the committee as follows: 

“It is a very grave question whether regulation has not been 
overdone, encroached on the field of management, and by di- 
viding responsibility and checking initiative done more to in- 
crease costs and therefore rates than would have been the case 
with more freedom of action permitted. 

“It should be borne in mind that ever since the passage 
of the Hepburn Act in 1906, railroad managers have felt that the 
railroads were facing very great difficulties in sustaining them- 
selves; again and again the managers asked that rates be in- 
creased, but increases allowed were not sufficient to meet the 
situation and the matured views of the owners and managers as 
to the needs of the roads did not prevail. 

“Inasmuch as the Interstate Commerce Commission, under 
the new transportation law, controls the aggregate earnings of 
the railroads, and there is a limitation upon the rates to produce 
that aggregate, and a provision for sub-dividing the earnings if 
there is any excess, it would seem as if there was no longer 
any need of the Hepburn Act. 

“Better and more prompt results for the public should be 
obtained if railroad managements, familiar with all local condi- 
tions, studying constantly their business, and trying to expand 
it, should be allowed to make rates effective, subject to investi- 
gation and review by the Commission and to be set aside after 
such review, if found in any way contrary to public policy, and 
due reparation then made. 


“The Labor Board has been empowered to take up and set- 
tle disputes about wages, and about rules if a dispute about 
rules threatens strikes. Here is a tribunal set up by the Con- 
gress for the purpose of handling any labor disputes, and prompt 
action is very necessary; also the hands of the Labor Board 
should not be tied by a mandatory statute such as ihe Adamson 
Law, and I believe, in the interest of the public, that law should 
be repealed. The public is allowed to appeal to the Commerce 
Commission if they think rates are too high. I believe the pub- 
lic should be allowed to appeal to the Labor Board if they think 
wages (ultimately paid by the public) are too high. 

“Let the railroad managements and the men get together 
and try to settle their differences, and authorize the railroads 
to name the rates of pay, and working conditions, subject to 
review by the Labor Board, and subject to reparation if the 
railroads should do anything that was unfair. The railroad has 
to work 24 hours a day, 365 days in the year, and there are en- 
tirely different conditions in different parts of the country. It 
would seem as if it was a mistake to attempt to enforce so-called 
standardization of all wages and rules, which standard, so far as 
pay is concerned, is a misnomer, because by giving a man the 
Same rate in a little town in northern Vermont that he gets on 
the outskirts of New York is really paying the New York man 
less than the Vermont man, because the latter can live more 
cheaply. 

_ “Let labor organizations be incorporated and state clearly 
in the charters what is intended. They should be bodies that 
could sue and be sued, and there should be the same publicity 
of all their transactions as there is about the transactions of 
the railroads, reporting the number of members, amount of 
money received, distribution in detail; in a general way have 
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just as much information filed with governmental authorities as 
there is by the carriers. If disputes threaten a strike, let the 
federal government, possibly the secertary of labor, frame the 
form of question about which the strike vote is to be taken, 
and not let the question be framed by either the labor organi- 
zation or the railroads. Have the ballot handled by the secre- 
tary of labor and the vote should be secret—neither the rail- 
roads nor the labor organizations to know how any man votes— 
the secretary of labor to count the ballots and announce the re- 
sult. Unless at least 75 per cent of all employes in the craft 
about which there is a dispute voted to strike (not 75 per cent 
of the ballots cast), then the strike vote is not carried... If 75 
per cent of all employes vote to strike, then a strike not to begin 
until 30 days’ notice has been given. 

“Under such plans, the public would be protected, because 
the owner and manager would always, in naming his prices or 
rates, have in mind the fact that if he went too far, his price 
or rate could be set aside by the Commission and reparation 
made. He would also have the Labor Board’s power to reckon 
with if he attempted to be unfair in his wage adjustments and 
rules and here again make reparation if he did wrong. 

“In other words, restore to the owner and manager some 
of the functions surrounding other business and which, when 
exercised in the upbuilding of the railroads in years gone, pro- 
duced a most remarkable transportation machine with the low- 
est rates in any country, the highest wages in any country and 
the best service in any country. The war and the interference 
by the government in this delicately adjusted transportation 
machine have produced conditions resulting in greatiy increased 
charges and poorer service to the public, and a checking of de- 
velopment so necessary for the next uplift in business. 

“The effect of the enlarged railway wages and reduced hours 
in agricultural communities and of the employment of unneces- 
sary men has been bad on the ability of the farmer to get men 
to work for the production of crops. The Adamson law, the so- 
called, misnamed ‘full crew’ laws, and other regulations limiting 
output, take men out of the fields when they are needed for 
farm work and increase the price paid by the farmer for produc: 
ing the food of the country, and it would be better to eliminate 
such laws and let the practice develop by negotiation that can 
take account of different kinds of work, different climatic 
and geographical conditions, but subject at all times to the 
power of the Labor Board.to correct any abuses. 

“Large responsibilities and powers have been given to the 
Interstate Commerce Commission and the Labor Board, and, as 
I said earlier in my testimony, they should have the co-opera- 
tion of all and be provided with sufficient appropriations and 
help so that the responsible heads are not so over-burdened 
that they cannot take up and dispose of large and important 
questions promptly. 

“T believe the administration of the law could be made more 
prompt and effective if the two boards could report to some 
common executive authority. I believe the whole question of 
transportation by rail, water, motor truck, etc., is so important. 
so interwoven with the fabric of American life that better re- 
sults would be obtained if there was a secretary of transporta- 
tion who would be on an equality with the postmaster general, 
the secretary of labor, the secretary of commerce and the sec- 
retary of agriculture in discussing national questions in which 
transportation is so important. He would be a defender of the 
principles of adequate transportation and in time help to make 
the best use of the primary form of transportation—the railroad 
—and co-ordinate with it the motor truck and the waterway. 


“The problem is to do justice to shippers, employes and own- 
ers without unduly restricting the power of management to act 
promptly on important matters. This is the problem of Con- 
gress and if the future indicates that charges are necessary in 
the law or in methods of administering it, I believe it will be 
well to consider these suggestions. But first give the trans- 
portation act a fair trial and back up the Commission and Labor 
Board. 

“Action and courage are needed now and imperatively needed. 
We talk about frozen credit and we have a frozen transporta- 
tion system that helps to keep credit frozen and retards the 
growth of the country. Let the railroad owner and manager 
have a little liberty of action and in the long run, in my judg- 
ment, better results will be obtained for the country.” 


H. E. Byram, president of the Chicago, Milwaukee & St. 
Paul, submitted to the committee, May 26, statistics and other 
data designed to reflect the effect of the unusual conditions 
affecting railroad operation that have prevailed during the five 
calendar years 1916 to 1920. He said 1916 was the last full year 
which was not actually affected by war conditions and that 1920 
reflected the cumulative effect of wage increases and changes 
in working conditions during federal control. 

Mr. Byram expressed regret that the attitude of some of 
those who speak for the railroad employes does not tend to 
promote good service. He said it was greatly to the credit of 
the rank and file of the railroad employes that they have not 
been misled by “false doctrines.” 

“I shall endeavor to show that the charges frequently and 
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recently made by those critics, that the railroad managers are 
not alert in endeavoring to prevent wasteful practices and in- 
stall economical methods, are not correct, at least so far as 
this railroad is concerned and I have reason to believe that 
similar efforts are made by the managers of other railroads,” 
said Byram. 

The witness submitted statistics showing that on the C. M. 
& St. P. there was an increase in total operating revenue of 
$57,549,045.29 in 1920 over 1916, and an increase of $90,932,069.93 
in operating expenses in 1920 over 1916. The net operating 
revenue decreased from $36,844,637.81 in 1916 to $3,461,613.17 in 
1920. There was an increase in the total payroll of $61,305,- 
417.43 in 1920 over 1916. The per cent of payroll to total oper- 
ating revenue was 44.49 in 1916 and 65.72 in 1920. 

The total freight ton miles in 1920 increased only 5.96 per 
cent over 1916, the witness said; the total in 1920 being 12,966,- 
285,687 and in 1916, 12,237,311,524. He said, although approx- 
imately the same freight ton miles were moved in both years, 
11,000 more men were required in 1920 to perform the service 
and it cost approximately $60,000,000 more to pay them. ‘The 
items of labor and fuel constituted 80.044 per cent of the cost 
of operating the road, he said. The cost of fuel increased from 
$11,797,880.72 in 1916 to $23,796,922.14 in 1920, although approx- 
imately 250,000 tons less were used in 1920 than in 1916. 

Mr. Byram submitted other figures to show that the usual 
measures of efficiency, viz., increased train load, increased car- 
load, decreased locomotive miles, revenue ton miles per ton of 
fuel used, ete., were present in 1920 but he said the increased 
cost of labor and material and the failure to increase passenger 
and freight rates as operating costs increased, defeated the ef- 
forts of the operating department, and instead of producing in- 
creased net revenue, which efficient operation ought to produce, 
the opposite result developed. 

Reference was made by Mr. Byram to a statement made 
before the Labor Board by W. Jett Lauck, in behalf of the 
railway employes, in which co-operation between railroad man- 
agements and employes was urged. He said he agreed with 
that principle and gave numerous illustrations of how the man- 
agement on the C. M. & St. P. had co-operated and is co-oper- 
ating with the employes with effective results. He said com- 
mittees of officers and employes had been formed on every 
division to study methods of eliminating wasteful practices and 
of increasing efficiency. 

The witness pointed out particular instances in which econ- 
omies had been put into effect. The question of waste of fuel 
was taken up, he said, with the result that reductions had been 
made in the average number of pounds of coal required to 
move a locomotive one mile in freight service. In 1919 the 
number of pounds was 250; in 1920, 243; in January, 1921, 235, 
and for February, 1921, 231 pounds. Enzine failures had been 
reduced, he said, from 466 per month (average) in 1919 to 364 
per month in 1920. In January, 1921, the number was 160; 92 
in February and 87 in March. 

After reviewing other economies effected by the C. M. & 
St. P., Mr. Byram said the efficiency of management had not 
been reflected in satisfactory financial results and that the rea- 
son was that the expense account was largely determined by 
the government. 

At the present time, he said, it is costing the railroads 
more to produce transportation than they can sell it for. He 
said the selling price must be increased or the expenses cut, 
and that as it was obvious the selling price could not be in- 
creased, the cost must be reduced. He said it would seem that 
fuel and labor should bear the larger portion of the reduction. 

Touching particularly on freight rates, Mr. Byram said: 


“Much has been said about reducing freight raies recently 
and the prevailing impression seems to be that they are gen- 
erally too high, but when it is considered that the average 
gross earnings of the railroads of the United States as a whole 
for hauling a ton of freight one mile since September, 1929, 
when the last raise in freight rates took effect, has been only 
1.217 cents per ton per mile, it will be seen that freight trans- 
portation probably is the cheapest commodity in the country, 
notwithstanding the large shrinkage which has taken place in 
other commodities. 

“In no other business activity can so much service be had 
for such a small outlay. Consider the impossibility of hauling 
a ton of coal or brick or lumber one mile in a wagon or auto 
truck over highways maintained by the state for a little more 
than one cent. 

“This is what the railroads are doing and maintaining 
their own highway besides. But the vast volume of traffic, the 
large units in which it is carried and the immense distances 
it is transported in this great country have caused many of our 
citizens to lose sight of the astonishingly low price which the 
railroads receive for their freight service when reduced to the 
unit of moving a ton of freight one mile instead of the usual 
figures of billions of ton miles and millions of dollars. 

“Since the earnings of the railroads of the country on the 
present rate basis are inadequate to meet their requirements it 
is obvious that no general reduction in rates can be considered 
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until the cost of operation can be reduced sufficiently to assure 
the railroads at least the net return authorized by the trans. 
portation act.” 

Senator Wolcott said he had seen in the newspapers that 
the Labor Board might cut railroad wages from 10 to 15 per 
cent. He asked Mr. Byram whether such reductions would 
enable the company to meet interest on bonds and pay its taxes, 
Mr. Byram said the wage award of the Labor Board last July 
had added $20,000,000 a year to the C. M. & St. P. payroll, while 
its interest on its bonds amounted to about $17,000,000 annually, 
He said a 10 per cent reduction in wages would be less than 
half enough to put the road in a position to pay its interest 
charges. In reply to questions by Senator Kellogg, Mr. Byram 
said his road had lost traffic due to a falling off in the move. 
ment of lumber, copper and that some traffic had been lost on 
account of Panama canal competition. He said he had no in- 
formation that the transcontinental lines propose to cut rates 
20 per cent on certain commodities in order to meet Panama 
canal competition. Several members of the committee said 
they had seen such a report in the newspapers. 

A full discussion of the rate situation as it relates to the 
railroad problem was begun by Edward Chambers, vice-pres- 
ident of the Atchison, Topeka & Santa Fe, before the commit- 
tee, May 26. He said his testimony would relate entirely to 
traffic matters and deal with points 3 and 5 of the Cummins 
resolution asking the reasons which induced the diminished 
volume of traffic in the latter part of 1920 and the first two 
months of 1921 and the influence of the increased rates, and 
the best means of bringing about a condition warranting a 
reduction in rates. 

“In this discussion I shall deal with facts in the distribu- 
tion of commodities as I myself have observed them in my 
contact with the general traffic conditions and from what I have 
learned in direct dealings with shippers,” said he. “The figures 
which I use are from the records of the Interstate Commerce 
Commission and other governmental and public sources. 

“An examination of these facts shows, to my mind, two 
things: 


“1. That ‘the diminished volume of traffic’ mentioned in. 


point 3 of the Senate Resolution has not resulted from the In- 
terstate Commerce Commission’s order in Ex Parte 74, which 
is the name of the case in which the Interstate Commerce Com- 
mission undertook to provide the adequate revenue for carriers 
of the country required by the transportation act. 

“2. That, therefore, ‘the best means .. . of reducing 
freight and passenger rates’ mentioned in point 5 should not be 
considered at this time as the subject of general action by 
either Congress or the Interstate Commerce Commission. The 
present rates as a whole are not excessive under existing con- 
ditions. Until operating costs are reduced or business revives 
sufficiently to produce the net revenue which the carriers should 
have under the transportation act no general reduction in rates 
can be made. From my knowledge of the causes of the busi- 
ness stagnation which became marked at the beginning of the 
present calendar year no reduction of rates that could be made 
now would stimulate traffic sufficiently to produce the revenue 
which is needed. : 

“Transportation is the most important factor in the indus- 
trial and commercial life of the country, and in the public in- 
terest care should be exercised to see that it is sufficient for 
our commercial and industrial needs. 

“Reductions in rates to bring about necessary readjustments 
are going on daily throughout the country by dealings directly 
between the shipper and the railroad traffic man. While many 
complains and statements of a general character have been is- 
sued regarding the effect of the higher freight rates, those, 
however, are very insignificant in number compared with the 
number of adjustments made effective as a result of direct ne 
gotiation between carriers and shippers. The records of the 
Interstate Commerce Commission show that approximately 
10,000 freight tariffs are filed each month, many covering a 
number of rate changes. Contained in those tariffs are many 
voluntary changes made by carriers filing direct with the Com- 
mission and by bureaus established by the carriers to publish 
competitive rates. Late reports from those bureaus show re- 
sults of co-operation between carriers and shippers in restoring 
relationships and removing discriminations or inequalities and 
providing rates for new industries. The reports show: 

“Western Trunk Line Committee (Chicago): Twelve hut- 
dred subjects considered since June, 1920, and 1,000 acted upon; 
over 90 per cent were reductions and nearly all affect rates 
under Ex Parte 74. Two hundred applications are still pend 
ing, 209 public hearings held; most of the reductions are on 
raw materials, such as crushed rock, gravel and other building 
materials, and grain, coal and lumber. 

“Southwestern Freight Bureau (St. Louis): September 1. 
1920, to May 1, 1921, number of subjects considered, 812; num- 
ber of conferences held, 34; number of subjects considered at 
public conferences, 112. Subjects on the docket pending col- 
sideration which propose reductions, 491; subjects which pro 
pose advances, 48; total number of subjects for consideration, 
539. Number of subjects pending presented by shippers, 363; 
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number of subjects presented by carriers, 176. The changes 
are principally reductions and apply upon stone, lumber, sand 
and gravel, brick, cement, fresh fruits and vegetables, and vari- 
ous other commodities. 

“Pacific Freight Tariff Bureau (San Francisco): Approxi- 
mately 16,000 rate changes, of which 11,000 are reductions, bal- 
ance increases, made by this bureau since Ex Parte 74 decision. 
Most of these are reductions caused by extending all rates in 
certain tariffs to apply from new points of origin. The majority 
of increases are in state rates awaiting approval of state com- 
missions. 

“Trans-Continental Freight Bureau (Chicago): Number of 
changes made through this bureau since Ex Parte 74 opinion 
was handed down, approximately 236, which includes 65 changes 
awaiting publication. During that time 150 conferences with 
shippers on rate matters were held. Where there is a change 
in rate involving more than one tariff we have called it one 
change; likewise changes in lumber rates have been considered 
one change. If we should count each rate changed it would 
run up to many thousands. In other words, we have consid- 
ered each adjustment of rates one change regardless of the 
number of rates involved or the number of tariffs affected. * 

“Trunk Lihe Association (New York): Have received since 
September 1st last, 2,472 rate proposals and have issued 2,266 
recommendation advices, each representing approval of from 
one to several hundred changes in specific rates, all proposals 
being published in public docket and conferences with shippers 
arranged if requested. Only 20 public hearings have been called 
for. 

“Central Freight Association (Chicago): Since August 25, 
1920, have had approximately 60 conferences with shippers on 
rate matters; commodity rate changes comprise approximately 
3500 origin point changes and 7,500 destination point changes. 

“New England Freight Association (Boston): Have consid- 
ered 619 freight rate proposals and have issued recommenda- 
tion advices on approximately 500. All proposals initiated by 
New England members have been published in public docket 
and trade journals, and on request of shippers 15 public hear- 
ings have been held in addition to innumerable informal con- 
ferences with individual shippers. It is impossible to make 
any estimate of number of rate changes involved. 

“Southern Freight Rate Association (Atlanta): Since Ex 
Parte 74 our committee has published 1,835 rate advices author- 
izing changes in rates. Some of these rate advices involve 
change in only one rate, though frequently each rate advice 
involves a considerable number of changes. We hold confer- 
ences with shippers one day out of every week. 

“The railroads should be allowed to work out traffic prob- 
lems by dealing directly with shippers or their organizations, 
aided where necessary by the Interstate Commerce Commission. 
In every case of disagreement the Commission has ample author- 
ity under the transportation act to dispose of the question 
promptly. 

“The railroad traffic man is always ready to hear from and 
confer with the shipper. He is just as anxious to have com- 
modities moving as the shipper is, and can be relied upon lo 
give proper consideration to the commercial conditions sur- 
rounding the situation. 

“On the point that existing rates are not accountable for the 
falling off in tonnage and travel, I may say first that when the 
Interstate Commerce Commission authorized in Ex Parte 74 
the present rate adjustment it requested the carriers to give 
consideration to any disturbances of recognized relationships 
which might follow and to take immediate steps to correct them 
for the shippers. That injunction of the Commission has been 
promptly followed wherever variations of former recognized 
relationships resulted from the application of the percentages 
prescribed in Ex Parte 74, or where it appeared that the rate 
was prohibitory, as has just been shown by reports from freight 
tariff publishing bureaus; the Commission, at the request of 
carriers, retaining jurisdiction over Ex Parte 74 for the purpose 
of co-operating in and approving of the adjustments agreed to 
between the carriers and the shippers. Many adjustments have 
been satisfactorily worked out between shippers and carriers, 
and conferences are going along in different sections of the 
country and good results are being obtained. Wherever it is 
desirable to have the informal help of the Interstate Commerce 
Commission in adjusting these matters, it is promtply extended. 

“It is necessary and most important to a clear understand- 
ing of the existing rate situation that I explain that the sub- 
Ject of freight rates naturally divides itself into two heads: 

“(a) Class rates, which are generally based on distance 
hauled and which apply on less-than-carload traffic, and on cer- 
tain carload traffic of the higher grade. Class rate, in connec- 
tion with the standard classification, are basic. 

“(b) Commodity rates, which are exceptions to the class 
tates made to fit the commercial conditions affecting or attend- 
ing the marketing of a particular commodity. These commodity 
tates apply generally to raw materials, to the heavier low- 
grade traffic, and to what are commonly known as the great 
Staples, all of which move in large volume. 

“The class rates, as stated, are based on distance. The 
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less-than-carload tonnage moving under class rates is about 4 
per cent of the total freight tonnage of the country, and yields 
about 13 per cent of the total freight revenue. The average 
length of the haul is about 200 miles. 

“The longer haul of less-than-carload freight is on articles 
of the higher class, such as drygoods, boots and shoes, and 
clothing. The shorter less-than-carload haul is of the heavier 
freight of lower grades, which moves an average distance of 
about 100 miles, such as canned goods, sugar, and salt. 

“The increase of less-than-carload rates has not disturbed 
the sources of distribution. The amount of the increase applied 
to the unit purchased by the individual cannot fairly be claimed 
to be an undue burden, and certainly not prohibitory. As il- 
lustrative of the small factor which rates are in the cost of 
staple goods to the consumer, it may be mentioned that the 
American Stores Company, dealing in gruceries and family sup- 
plies, on gross sales of $103,059,000, paid in 1920 in freight and 
express charges, $637,000, or 6 cents on each $10 of sales. 

“The less-than-carload traffic is the most expensive handled 
by carriers. Its car loading is light, the average throughout 
the country being only about 7 tons. It is apparent that a 
large number of box cars are necessary in the distribution of 
this traffic. The movement usually calls for transfers en route 
as well as handling at points of origin and destination, all at 
the expense of the carrier, and the commedities are exposed to 
theft and damage to a greater extent than any other traffic on 
the railroad. Because of the various kinds of containers that 
have come into use in recent years, it is difficult for even an 
experienced car-loader to stow a load of less-than-carload traf- 
fic so that it will move in safety, which results in heavy pay- 
ments of claims. 

“Coming now to the movement of carload traffic under car- 
load class rates—this constitutes only a small part of the total 
carload movement, being of the high-grade manufactured arti- 
cles where the rate is not an important factor in the selling 
price. There has been little or no complaint from the shippers 
using the class rates, either carload or less-than-carload. The 
class rate adjustment, both carload and _less-than-carload, 
throughout the country is in no way uniform. With but few 
exceptions the rates in no two states, even where transportation 
conditions are similar, are alike. No single railroad has a uni- 
form scale and the scales of no two railroads are alike. For 
example, in Trunk Line territory there are 59 different class 
rate scales; the scale on no one railroad is uniform, and no 
two railroad scales are alike. It may appear in certain sections 
that the long-haul rates are rather high, but many of the lower 
rates as they stand today are unreasonably low, particularly 
for short hauls, and do not bear a fair share of the transpor- 
tation burdens. The Interstate Commerce Commission, since 
the passage of the transportation act. which gives it power to 
fix the minimum as well as the maximum rate, is correcting 
many of those situations and bringing about reasonable, uni- 
form rates and in time will, I assume, correct them all. 

“Approximately 85 per cent of the commercial tonnage of 
the railroads of the United States moves under commodity rates. 
These commodity rates are made, as stated before, to fit com- 
mercial conditions on the basis of what the commodity can rea- 
sonably and fairly bear in distribution, that is to say, on the 
value of the service to shippers. The great staples, such as 
grain, lumber, fruits and vegetables, live stock, and coal, move 
to markets almost entirely under commodity rates. These rates 
are the most important to the communities, to the states, and 
to the commercial activity of the nation. While distance hauled 
is an important factor in the making of these rates, it cannot 
always be controlling if we are to continue the development of 
the country as a whole. Adjustment of commodity rates to ex- 
tend sources of supply and develop markets often requires the 
same rate from the more distant producing point to market as 
is charged from a nearer source of supply. In fixing a rate on 
a commodity so that it may reach certain markets often con- 
sideration must be given to what that source of supply can 
afford to pay in the way of freight rate in excess of the rate 
paid by a nearer source of supply shipping to the same market. 
For example, the fruit and vegetable growers in California, ship- 
ping 3,000 miles to the New York market, must compete with 
Florida and Texas in the same market, the distance from Flor- 
ida being 1,100 miles and from Texas 2,000 miles to New York. 
If these rates were not thus made eastern and central markets, 
now depending upon Florida, Texas and California would still 
be obliged to draw many food products from foreign countries, 
as they did before the railroad rate adjustments, constructed 
on theory of what the traffic could bear (rather than what would 
be required fairly to compensate the carriers for the service), 
drove out of American markets foreign food products by directly 
contributing to the development at home of oranges, lemons, 
grapes, raisins, olives, nuts, dried fruits, figs and canned goods. 
Without this method of commodity rate adjustment the far west- 
ern section of the United States, in particular, would not have 
been changed from an isolated grazing region into one of the 
most richly productive and highly populated agricultural areas 
on the continent. 

“Having discussed and explained generally the class rates 
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and the commodity rates, and shown the importance of the lat- 
ter above the former, I come now to speak of the particular 
commodity rates of which there has been some complaint in the 
press and elsewhere, and shall speak of coal, lumber, grain, 
fruits and vegetables, live stock, road material, iron ore and 
some others. Passenger fares also will be discussed. 

“I have already mentioned that 85 per cent of the commer- 
cial tonnage on the railroads in the United States is moved under 
commodity rates, and of this more than three-fourths consists 
of comparatively few commodity groups. This is mentioned to 
impress upon the committee the fact that any general reduction 
in the rates on the important commodities moving would mean 
a considerable volume of revenue taken from the carriers.” 


HAY SHIPPERS BLAME HIGH RATES 


The Trafic World Washington Bureau 


Los Angeles shippers of hay and grain products who disagree 
with testimony given before the Senate interstate commerce com- 
mittee by railroad executives that the existing freight rates did 
not cause business stagnation, and are not standing in the way 
of a resumption of business, have submitted their views by 
letter to Senator Cummins, chairman of the committee. 

F. F. Miller, chairman of the traffic committee of the 
Los Angeles Wholesale Hay Dealers’ Association, said in a letter 
to Senator Cummins that the association had noted the state- 
ments of various railroad officials before the committee that 
“the high freight rates are not the cause of the present business 
stagnation.” 

“We disagree with these statements and believe the rates 
are responsible for the present business stagnation,” said Mr. 
Miller. “To substantiate our claim, there are tens of thousands 
of tons of hay in Nevada and the northwestern states which 
heretofore moved into this market. Owing to the exorbitant 
freight rates there were only a few carloads able to move. This 
hay can be bought for nine to eleven dollars per ton shipping 
point, and the freight charges to Los Angeles from Nevada 
amounts to twelve dollars per ton, and is still higher from 
the other states, which is more than the farmers are asking 
for their hay. Repeated requests have been made to the car- 
riers for a rate which will enable this traffic to move. So far 
our plea has fallen on deaf ears and as a consequence the hay 
is still in the fields rotting. This one example proves conclu- 
sively that the high freight rates are in a large way responsible 
for the present business depression. 

“Railroad rates bear an intricate relation to our national 
prosperity and unless they are lowered quickly there will be 
a decided shifting of agricultural industry. In this territory the 
shifting has already begun to take place. Large dairies are 
moving to localities where the hay is produced in order to avoid 
paying excessive freight charges for their feed. This means the 
earriers will then transport one carload of milk where they now 
haul about twenty carloads of hay. From all indications this 
one carload of milk will be moved via truck instead of via rail. 

“This is another very serious situation which confronts the 
carriers in this territory in the matter of the inroads the truck 
lines are making into the revenues of the rail lines. During the 
year 1916 there were 9,343 carloads of hay received via rail at 
Los Angeles, while in 1920 there were only 4,711 carloads, or 
a decrease of 50 per cent. The consumption of hay here is at 
least 20 per cent greater now than it was in 1916, and still the 
shipments via rail show a decrease. The only answer is that 
the trucks have invaded the transportation business and are 
now moving vast quantities of freight at a less cost than same 
can be moved via rail. The members of this association alone 
transported equivalent to over 5,000 carloads of hay by truck 
during 1920. If immediate reductions in freight rates are not 
made this tonnage will show a decided increase over 1920. The 
carriers have been presented with the facts as above stated, 
but have not decided as yet to meet this competition. Hay is 
being transported from distances as far as one hundred miles 
from Los Angeles. If the carriers wish to maintain their share 
of this business immediate action is necessary on their part. 
The hay season has just begun and arrangements are being 
made by the members of this association to haul all hay within 
a radius of one hundred miles of Los Angeles by truck unless 
immediate relief is afforded in the way of reduced rates. 

“The lowering of freight rates upon many bulky farm prod- 
ucts for which there is a demand would so increase traffic as to 
increase rather than decrease the net revenues of the roads. 

“As every effective reduction in freight rates on important 
farm products will result in the saving to thousands of farmers 
from bankruptcy, we call upon your committee to co-operate 
with us, promptly and energetically, in bringing about all re- 
ductions that are possible.” 

A. E. Nicholls, president of the Nicholls-Loomis Company, of 
Los Angeles, dealing in hay, grain and flour, wired and wrote 
Senator Cummins that he differed with Mr. Kruttschnitt, chair- 
man of the Southern Pacific, as to freight rates not having any 
appreciable effect on business conditions generally. 

“We believe the present freight rates are in a large way re- 
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sponsible for the present business stagnation,” wrote Mr. 
Nicholls. 
“The following examples will show that the freight rate igs a 


vital factor in the cost of these commodieies: 


Thirty ton car of bran purchased at Weiser, Idaho, and shippeq 
to Los Angeles: 





BI I odie arcana a ues bar 5 vhs tain ig ait alo ww eam $990.00 

Less freight charges, 60,000 Ib. at 70C......ccccccccccecs $420.00 

TE RE: wins bas os hehe cies dos ewa nes bids 6 hakeenueaear 12.60 432.60 
$557.60 


Thirty-three ton car of milo maize purchased at Booker, Texas 
and shipped to Los Angeles: j 


pT 8 Se re rat rere «© $939.07 
Less freight charges, 65,900 Ib. at 8516c...........000. $563.44 
PN TO, ad eS Oi ae 40a e eee eee COs Kade Se haawer ee Obamas 16.90 680.34 
' : F $358.73 
We shipped car of hay from Los Angeles to Lexington, Ky.: 
INI ET III» 5. Sarda cs «decent accel ap tls oo ania se nv lee le Raina cak $789.03 
Less freight charges, 24,930 Ib., at $1.6634.......ccccees $415.08 
ME GE 0695 0.66505 4s Fetenecsassbassdeaovesascteneueas 12.45 427.53 
$361.50 
' 


“The above are only a few of the instances where the freight 
charges amount to 50 per cent or more of the cost of the com- 
modity. Prices cannot be expected to come down until freight 
rates are reduced. 

“Persons appearing before your committee have made the 
statement that in many cases the middleman was responsible 
for lower rate agitation. It is well that we ask for lower rates 
in the face of the above facts. 

“The middleman is not responsible for the high prices being 
maintained. The average profit on the grain and bran in the 
above illustrations is about fifty cents to one dollar per ton, 
which means fifteen to thirty dollars per car profit. The profit 
on the carload of hay noted above amounted to ten cents per 
ton, or approximately one dollar and twenty cents for the entire 
car. This profit, you will readily agree, is far below the amount 
exacted by the carriers for the cost of transportation. There- 
fore Mr. Kruttschnitt’s statement “That ever since the rates 
have been advanced the cost of transportation for commodities 
is far less than the toll taken by commission merchants and 
the retailer” is not true to facts. We are not surprised to hear 
such remarks coming from politicians from time to time, but are 
surprised to hear them come from a gentleman of Mr. Kruitt- 
schnitt’s standing. 

“Railroad rates are now prohibitive, as the illustrations 
herein set forth plainly show. The situation is so acute that 
immediate relief is imperative. A substantial reduction in freight 
rates is the only solution. 

“We trust your committee will see the true situation which 
exists due to exorbitant freight rates and make recommendation 
that all rates be adjusted at once to a basis that will permit 
traffic to move.” 


NEW ENGLAND REFERENDUM 


The New England Traffic League, in accordance with action 
taken at its meeting, May 20, has submitted the following reso- 
lution for referendum vote of its members: 


Whereas, The New England Traffic League notes a tendency in 
various sections of the country to call for a general reduction in 
freight rates on the ground that business is being stifled by high 
rates; and 

Whereas, Bills have been introduced in Congress calling for a 
plan of legislation whereby rates would be fixed by Congress; 

Therefore, Be It Resolved, That freight rates are only a small 
factor in the present depression, and it is the opinion of the members 
of the New England Traffic League that at this time no general re- 
duction in freight rates can be made effective without serious harm 
to the carriers; that while there are undoubtedly individual rates that 
need adjustment, these adjustments should be handled in an orderly 
way by application to the carriers or by complaint before the Inter- 
state Commerce Commission as provided by law. 

Be It Further Resolved, That it is not for the best interests of 
the country to have rates made by Congress or to depart from the 
method of rate-making as provided in the transportation act of 1920. 

Be It Further Resolved, That the League is opposed to efforts 
that are being made to obtain a general reduction in freight rates 
prior to railroad operating costs being reduced. 

Be It Further Resolved, That copies of this resolution be sent to 
the President of the United States and to the chairman of the Inter: 
state Commerce Commission. 


RATE REDUCTION RESOLUTIONS 


The Trafic World Washington Bureau 


Senator Ladd, of North Dakota, submitted to the Senate this 
week a petition of apple growers of the Hood River Valley, 
Oregon, asking for the repeal of the rate-making section of the 
transportation act and that the Interstate Commerce Commis 
sion be empowered “to make rates on what the products will 
stand.” 

Senator Capper, of Kansas, presented a resolution adopted 
by the National Milk Marketing Conference at Chicago May 3 
protesting against existing rates on agricultural products 4s 
“unreasonable and unbearable,” and requesting that the Senate 
interstate commerce committee in its investigation of the rail 
road situation “thoroughly sift such questions as income, e¢© 
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penses, rates, wages and credit so as to find some solution of the 
railroad problem.” 

A resolution of the Texas and Southwestern Cattle Raisers’ 
Association favoring repeal of that part of the transportation 
act under which the Interstate Commerce Commission has pre- 
scribed intrastate rates also was submitted by Senator Capper. 

Representative Siegel, of New York, announced, May 24, he 
was taking up with members of Congress from the Atlantic 
and Pacific coast states the question of going to the Interstate 
Commerce Commission to ask a readjustment of transconti- 
nental rates. Mr. Siegel believes that high freight rates are 
preventing the movement of fruits from the west to the east. 


NEW LEGISLATION 


The Trafic World Washington Bureau 


Senator Watson of Indiana has introduced a bill (S. 1863) 
to define what constitutes “substantial interest” under section 
10 of the Clayton anti-trust act relating to dealings between rail- 
roads and supply companies. The bill provides that ‘substantial 
interest,’ as used in section 10, shall mean a financial interest 
of 1 per cent or more. Under section 10 competitive bidding is 
required where officials of a railroad company have a substantial 
interest in the company from which supplies are bought. 

Representative O’Brien introduced a bill (H. R. 6426) provid- 
ing for the exemption of vessels of the United States from the 
payment of tolls when passing through the Panama Canal. 

Senator Capper, of Kansas, has introduced another bill 
(S 1851) to repeal Section 15a of the transportation act. The 
senator introduced a bill (S. 1150) April 25 which provided, 
among other things, for the repeal of the rate-making section. 

Senator Cummins has reintroduced the bill (S. 1876) ap- 
proved by the Senate interstate commerce committee at the last 
session of Congress providing for modification of Section 10 of 
the Clayton anti-trust act. 

Representative Sanders, of Indiana, has introduced a bill 
(H. R. 6314) amending subdivision (a) of section 209 of the 
transportation act so that ‘a carrier by water not controlled by 
any railroad company,” whose system of transportation was 
under federal control at the time such control was terminated, 
may enjoy the benefits of the guaranty for the six months fol- 
lowing federal control. The bill is identical with the one intro- 
duced at the last session of Congress by Representative Coady, 
of Maryland, with the view of making it possible for the Mer- 
chants & Miners Transportation Company to receive guaranty 
payments from the government. 


SHIPPERS’ TRANSPORTATION VIEWS 


(Address delivered by W. J. L. Banham, General Traffic Manager, 
Otis Elevator Co., May 20, before the New York Conference of Busi- 
ness Paper Editors.) 

Transportation is the most important problem in the coun- 
try today and it is only right and proper that buyers of trans- 
portation should, at this time, ask the reasons for the present 
unsettled and unsatisfactory conditions now existing in our vari- 
ous transportation agencies. 

The public is entitled to prompt movement of freight and 
the carriers, when performing this service, are entitled to just 
and reasonable rates. There are three forms of transportation, 
Namely, rail, waterways and highways. The public is entitled 
to that form of transportation which is most economical and 
should not be compelled to use any form of transportation which 
does not perform the service, both from a time and rate stand- 
point, to which it is entitled. 

We are facing a peculiar condition in the country today. 
On one hand, the carriers state it is necessary for them to se- 
cure additional revenue, amounting to $1,000,000,000 a year, in 
order that their lines may be operated financially successfully. 
On the other hand, a large number of shippers state the present 
— rates must be materially reduced in order to move the 
raffic. 

The public, who in the end must pay the bill, feels that the 
Present high transportation charges tend materially to increase 
the cost of all forms of production. As the result of the high 
existing rail freight rates, the shippers of the country are divert- 
ilg an enormous tonnage from the rail carriers to the water- 
Ways and highways, with the result that the rail carriers are 
showing a marked decreased tonnage moving over their lines, 
and, notwithstanding the increase granted them, they are still 
Wable to earn barely sufficient to meet their operating cost. 

_ The western lines are suffering from keen competition on 
shipments moving to and from the Pacific coast by reason of the 
fact that large freight shipments are now being transported via 
the Panama Canal at rates substantially lower than all-rail rates. 

he carriers are also required to meet highway competition, 
Which is handling a large amount of tonnage to short-haul points, 
slving more prompt service and in many instances at lower 
rates. I do not believe our present transportation difficulties 


‘an be solved by further increasing the rates now in effect, 
What is vitally needed at the present time is the coordination 
of all forms of transportation with view to eliminating unfair 
Competition. 
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If it is true that the present rail rates are too high to move 
the traffic and for that reason they cannot be increased, the 
rate tendency should be downward instead of upward, it would 
seem the only way the transportation problem can be solved, 
from a financial viewpoint, would have to be along the lines of 
reducing the present cost of transportation. 


One of the principal reductions that will have to be made 
is the present high cost of labor. This reduction alone, how- 
ever, will not solve the problem. I believe the greatest saving 
the rail carriers can make at this time is by the more intensive 
use of their equipment and by the more intensive use of their 
Recent figures show that the average car 
mileage per day is about 25 miles. Some of the principal rea- 
sons which explain the present car mileage today are that cars 
are delayed in transit for various reasons, and the carriers are 
unable to make prompt delivery of cars, due to congestion in 
their terminals. The shippers are, likewise, to blame, due to 
the fact that cars are not unloaded promptly on arrival at de- 
livery point. Delays to less-than-carload shipments add mate- 
rially to the carriers’ and shippers’ expense, due to the fact that 
there is no definite plan now in effect covering the pick-up and 
delivering of less-than-carload freight at our freight terminals. 


Store Door Delivery 


With the natural increase of business in the country, steps 
should be taken at this time that would tend to eliminate the 
congestion of freight and delay of cars caused principally by the 
lack of sufficient terminals to handle freight under present meth- 
ods. One of the greatest savings that can be made, in which 
both the carriers and shippers would secure benefits therefrom, 
can be brought about by the national adoption of a store door 
delivery service. Store door delivery, in principle, is sound, and 


.it seems to be the only method by which freight can be moved 


to and from our terminals in the shortest possible time. 


Canada has solved the terminal congestion problem by the 
adoption of store door delivery. Practically since the inception 
of railroading in eastern Canada, carriers have provided in prin- 
cipal distributing centers a cartage service to and from their 
freight terminals and the warehouses or store aoor of the ship- 
per and consignee. Both services appear to be economically 
sound, even when viewed from the standpoint of the carrier’s 
interest. 


It is interesting to note the reasonable teaming charges in 
Canada which is made possible by organized teaming under a 
store door delivery service. The average cartage rate, to and 
from the carriers’ terminals in Canada, covering a distance of 
approximately 2% miles, averages 6 cents per hundred pounds. 
While it is generally admitted that store door delivery has 
proven a success in Canada, the question arises as to whether 
or not the same system can be used for moving freight to and 
from terminals in this country. It is my opinion that the prin- 
ciple of store door delivery could be made effective in .the move- 
ment of freight to and from our terminals, with the excepticn 
that it would be necessary to make certain changes to cover 
varying conditions in different parts of the country. A good 
transportation slogan for us to adopt would be: ‘Keep the 
freight moving and eliminate the cost of the short haul, i, e., ter- 
minal expense.” The freight that, in my opinion, could be best 
handled through a store door delivery system, would be such 
freight that requires station or platform service. 


A general outline covering store door delivery in our large 
shipping and receiving centers would be as follows: The car- 
riers when unloading freight in their terminals would be re- 
quired to segregate freight on their piers for delivery to such 
zones as might be agreed upon among the shippers, teaming 
companies and carriers. The teaming companies, acting either 
as agents for the shippers or carriers, would then load all freight 
for delivery into the shipping zone, and delivery would be made 
direct to the consignee’s door or warehouse without delay. By 
elimination of delays to trucks and by full loading, the cartage 
charges would be materially reduced. Similar arrangements 
could be made to take care of outbound shipments, which could 
be delivered to the teaming companies under a similar arrange- 
ment, covering inbound shipments, delivery to be made as far 
as possible during the afternoon. 


The benefits that will accrue to the carrier by the adoption 
of store door delivery would be as follows: The present free 
time on freight would be eliminated, as it would not be neces- 
sary to hold freight in the terminals other than for segregation 
and loading on trucks; this arrangement will enable the carriers 
to handie a greater tonnage through their present terminal facili- 
ties and would release their car equipment more promptly; cars 
now being held for loading and unloading will then be in the 
service of the carrier and should produce a revenue instead of 
a loss which exists under the present arrangement. 

The present cost of handling freight through the terminals 
warrants the carriers taking all steps possible toward the prompt 
removal of freight from their terminals. No storage charge is 
sufficient to reimburse the carriers for freight held in their ter- 
minals on account of the space occupied, the extra labor through 
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consequent congestion, and the cost of shipments lost or dam- 
aged. 

Store door delivery has many advantages to the shippers. 
Under store door delivery freight shipments would be delivered 
practically on day of arrival. 

With the elimination of trucks from our freight terminals, 
carrying part loads and with the further elimination of the de- 
lay, due to the large number of trucks hauling to and from our 
terminals, the cartage charges should be accordingly reduced. 
It is estimated in New York that, due to delay of teams at ter- 
minals in picking up and delivering freight, the shippers are 
required to pay approximately $200,000,000 a year, from which 
they receive no benefit. If store door delivery makes this sav- 
ing possible, why is it not adopted? I have not been able to 
ascertain any good and sufficient reason, with the exception 
that the carriers have felt at times that if store door delivery 
were placed into effect as a carrier’s service, it might result, at 
a later date, in the carriers being required to absorb the team- 
ing charge as part of the through rate. In advocating store door 
delivery, I have made it clear that the shippers and receivers of 
freight will be required to pay an extra rate for teaming in 
addition to the usual freight charges. There seem to be no 
objections on the part of the shippers to this arrangement and 
for that reason the carriers should not use this as an objection 
to store door delivery. 

The second objection to store door delivery seems to be 
the question of liability for loss and damage to shipments when 
moving between the freight terminals and the shipper’s ware- 
houses. The carriers could protect themselves from claims of 
this character, if the teaming were part of the carriers’ service, 
by contracts and agreements with the teaming companies op- 
erating to and from their terminals. If the teaming was per- 
formed as a shippers’ service, they, likewise could protect them- 
selves against loss and damage by similar means. These, how- 
ever, in my opinion, are minor details and can easily be adjusted 
between the interested parties, once the principles of store door 
delivery are agreed upon. 

Recent press articles show that the shipping public is taking 
an active interest in the question of store door delivery and its 
adoption is being urged in some of our smaller cities in order 
that the shipping public may be better informed as to its ad- 
vantages and disadvantages. As a direct result of recommenda- 
tions made by the transportation committee of the Federal High- 
way Council, a joint meeting was held in Baltimore between 
the shippers and carriers with vixw to the establishing a store 
door delivery and pick-up service in that city. Both carriers’ 
and shippers’ representatives agreed upon the principles of store 
door delivery and have undertaken to ureg its speedy adoption. 

It is authoritatively stated that a saving to Baltimore ship- 
pers alone of between two and three millions of dollars annually 
will be brought about. In addition, a greater saving to the car- 
riers will be made possible with the adoption of the system in 
Baltimore and its extension throughout the country, in that the 
serious present problems of extended terminal facilities to meet 
the expected increased demands of traffic will be eliminated. 
Another big saving, it is suggested, will be made possible in 
that the rolling stock will not have to be increased to the extent 
that it otherwise would, due to the rapid unloading of freight cars 
once they reach the terminal and the possibility for putting 
them immediately into use again. Particularly will this prove 
true, it is believed, during the periods of the year when heaviest 
demands are made upon the rolling stock. 


Uses of the Highways 


Highway transportation should be given serious considera- 
tion, both by the carriers and shippers of the country with view 
to relieving the rail carriers of the short haul of less-than-car- 
load shipments to near-by points. It is generally agreed upon 
among the rail carriers that the hauling of less-than-carload 
freight to cities within forty miles of the shipping points is car- 
ried at a loss. 

This is caused by the high terminal and labor charges, which 
make short-haul business decidedly unprofitable and, from fig- 
ures furnished to the Interstate Commerce Commission by the 
rail carriers, it was clearly shown that short-haul freight moving 
to distances of approximately forty miles is at a loss to the car- 
riers, amounting to 12 cents per hundred pounds, not withstand- 
ing the fact that the line-haul charge was not considered. Short- 
haul freight is costing the rail carriers of the country enormous 
sums over and above the revenue derived therefrom, and it is 
this class of freight that should be moved via motor trucks, in 
order that the shipping public may be relieved of this extra cost. 
The motor truck offers many advantages to the shippers of the 
country in the way of service and reasonable rates. The move- 
ment of freight, which properly belongs to the highways, is a 
matter which should be most seriously considered by the shippers 
of the country. 

The proper understanding of the “field” of the various trans- 
portation agencies is vital, but in determining this field each 
form of transportation should bear its proper responsibilities 
and charges; that no one class of common carrier should be 
subsidized by the federal government or the states to the dis- 


advantage of other competing agencies; and that only by mv. 
tual understanding of the proper relationships can the good of 
the public as a whole be advanced, while the encouragement 
of active and forced competition would, on the other hand, ip 
the end be destructive. The further development of the ruraj 
motor express would tend to diminish the now high cost of food 
products. The farmer is entitled to up-to-date transportation jn 
order that the products of the fields can be distributed and 
transported to the consuming points at reasonable rates and 
with prompt service. 

We need more brains in all forms of transportation and 
fewer embargoes. Transportation is a science and has not 
reached the proper point of development to which the shipping 
public is entitled. 

I am satisfied that, with the right kind of co-operation be. 
tween shippers and carriers of the country, the present service 
can be greatly improved and both the carrier’s and shipper’s 
expense can be greatly reduced. 

I urge, most strongly, that the carriers’ and shippers’ in- 
terests of the country organize for the purpose of conferring 
with each other as to the best ways and means of improving 
transportation. Carriers and shippers must get together and 
stay together until the transportation problem is solved, which 
will bring with it many benefits to all interested parties, and 
will do much to reduce the present high cost of manufacturing 
and living, which is sorely needed in the country at this time. 


CHAMBER OF COMMERCE REPORT 


The Trafic World Washington Bureau 


Railroad operating expenses must be reduced before the 
financial stability and the credit of the railroads can be re-estab- 
lished, according to a report prepared by the railroad committee 
of the Chamber of Commerce of the United States. In studying 
the railroad situation of the last year the committee comes to 
the conclusion that even with increased traffic that will come 
with the gradual return of business prosperity, the business of 
railroad transportation cannot be restored to a profitable basis 
until the present high operating expenses are cut down. 

The committee urges the railroads to “adopt more economic 
methods of operation wherever changes in present practice 
promise to result in greater efficiency and economy,” and then 
points out where some economies can be effected. In this con- 
nection the committee takes the position that “readjustment of 
salaries and wages is in progress in all other industries, and it 
is to be assumed that railroad wages will in the future, as they 
have in the past, bear an equitable relationship to wages paid in 
other activities.” The committee also believes that the group- 
ing or consolidation of railroads must ultimately be accom: 
plished. 

According to the report, “the question that reaches to the 
heart of the matter is, ‘How can the railroads increase net oper: 
ating income?’ To find an answer to this question, the railroads 
must somehow reduce operating expenses. This they are striv- 
ing to do by efforts to increase operating efficiency and to re 
duce the costs of materials and labor required for the perform: 
ance of the services rendered. It is recognized by the railroads 
that rates and fares cannot be increased. Gross revenues Will 
undoubtedly rise with the gradual revival of business as eco 
nomic conditions return to normal. It is, however, believed that 
the increased net operating income that will come with the grat¢- 
ual expansion of business will not be sufficient to re-establish the 
financial stability and the credit of the railroads, unless the cost 
per unit of service can be greatly reduced. 

“Every railroad company must earnestly seek to adopt more 
economic methods of operation wherever changes in presell 
practice promise to result in greater efficiency and econoly. 
The first step towards the accomplishment of greater economies 
in the operation of railroads is the larger co-operation of the cal 
riers with each other in the performance of their services. 12 
terminal organization and management the co-operation of the 
carriers is especially urgent, and in this field undoubtedly many 
economies can be brought about. 

“Under the stress of competition that has prevailed in the 
past, each carrier has developed such facilities in each of its larg¢ 
terminals as its individual business required, or as its available 
capital permitted. There has been much duplication of facilities 
and of investment. 

“There are evidences of earnest desire of some railroad col 
panies to unite in the preparation of plans for the unification 42 
development of terminals in the large cities. The Interstate Col 
merce Commission should exercise all the influence possible 
under the transportation act of 1920 to further all such efforts 
If experience should develop the, need for legislation giving the 
Commission greater power than it now possesses to compel car" 
riers to co-operate in terminal organization and development, 
such legislation should be enacted. 


“The committee feels that an earnest effort on the part of the 
carriers to reduce operating expenses wherever possible, a2 
increase the efficiency with which they conduct their busines; 
will be appreciated by the public. Whatever economies may : 
effected by changes in operating methods, there must inevitabl} 
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be a reduction in the percentage which salaries and wages com- 
prise of the total operating revenue. The pay roll of the rail- 
roads in 1917 amounted to $1,700,000,000, or about 45 per cent of 
the operating revenue. In 1920 the pay roll had more than dou- 
pled, having risen to $3,750,000,000, which was about 60 per cent 
of operating revenue. Readjustment of salaries and wages is in 


progress in all industries, and it is to be assumed that railroad 


wages will in the future, as they have in the past, bear an equit- 
able relationship to wages paid in other activities. The Railroad 
Committee assumes that every effort will be made by the car- 
riers to maintain equitable scales of wages for different classes 
of employment. While wages must be reduced, no class of labor 
should bear an inequitable share of the burden of the rehabilita- 
tion period and all should render a full eight hours’ service for 
eight hours’ pay. 

“For several years comparatively little new capital has been 
invested in railroads. Had there been no European war, and had 
pusiness conditions been prosperous, from $3,000,000,000 to $5,000,- 
000,000 would have been invested in American railroads during 
the past six or seven years. Terminal development, additions to 
line and yard trackage, the purchase of locomotives and cars; in 
fact, railroad progress in every phase has been halted. In order 
that the business of the country may revive and go ahead at a 
desirable pace, a large amount of capital must be put into the 
facilities for railroad transportation. 


“This capital must be obtained by railroads owned and op- 
erated by private corporations, and the capital must be supplied 
by the investing public. It is obvious that the public will not 
invest in the railroads unless a return of at least five and one- 
half or six per cent per annum is reasonably certain. In plan- 
ning for the future of the railroads, provision must be made for 
a net operating income that will enable the railroad companies to 
pay a reasonable return upon capital investment. 

“The present situation is presumably a temporary one. If it 
were not, it would be extremely serious. The tentative valua- 
tion of the railroads as fixed by the Interstate Commerce Com- 
mission in 1920 is $18,900,000,000. ‘The transportation act of 
1920 declares that, for the two years following March 1, 1920, 
five and one-half per cent per annum shall be deemed a reason- 
able return upon the value of the railroad property. To pay five 
and one-half per cent on $18,900,000,000 requires a net income 
available for the compensation of capital of $1,039,500,000 per 
annum. During the year 1920 the total operating revenue of the 
railroads was $6,225,000,000, an amount $1,000,000,000 greater 
than the gross revenue for 1919. But during the year operating 
and other expenses rose so rapidly that the net operating income 
of the railways in 1920 was only $62,265,000, or less than one- 
sixteenth of the amount Congress has declared by statute to con- 
stitute a reasonable return upon capital invested in the railroads. 


“The plan of voluntary consolidation is to be tried out. At 
the present time it is uncertain how far railroad companies will 
be disposed to go or how far they will be able under probable 
financial conditions to proceed in accomplishing the grouping 
or consolidation of our many railroad lines into the contem- 
plated limited number of large permanent systems. The group- 
ing or consolidation of railroads must ultimately be accomplished. 
In order to maintain rate structures that are fair to the public 
as a whole and adequately profitable to the railroads, it is neces- 
sary to have railroad systems of approximately equal financial 
stability and strength. In order to enable those sections of the 
country now served by weak and struggling railroads to obtain 
the transportation facilities required in the public interest, 
it is necessary to do away with the ‘weak sisters’ as separate 
entities. What the country needs is a railroad transportation 
system strong and progressive in all its parts. The attainment 
of this must be the ultimate goal of public policy. 

“Along with the grouping of railroads, whether by voluntary 
or compulsory process, must go federal incorporation. The 
strong permanent railroad systems of the future should be sub- 
ject, as corporations, to the authority of the federal govern- 
ment. This will be of advantage to the railroad companies. It 
will simplify the problems of government regulation; it will be 
in the interest of the public as a whole. The Chamber of Com- 
merce of the United States by referendum has declared itself 
in favor of federal incorporation of railroads engaged in inter- 
state commerce. It is to be regretted that legislation has thus far 
failed to provide for carrying out this policy. 


“The committee does not recommend additional legislation 
on the railroad question at the present time. It will be desirable 
to have further experience under the transportation act of 1920 
before considering amendments or additions to that law. As 
has been pointed out in this report, the railroads are sharing 
with other enterprises the misfortunes of the hour. Before an- 
other year is over, it is possible that business conditions and 
railroad traffic and earnings will be more favorable. Another 
year will give Congress a better perspective of the railroad situa- 
tion. In the meantime, a committee of the Senate will have in- 
quired into the present difficulties of the railroads and into the 
workings of the act of 1920. That investigation will enable Con- 
age to act with a fuller knowledge than it possesses at the pres- 
ent time.” 
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SHORT LINE ASSN. MEETING 


The Trafic World Washington Bureau 


At the afternoon session of the American Short Line Rail- 
road Association’s annual meeting, May 19, L. S. Cass, vice- 
president of the association, reported the result of a conference 
held that day with Director General Davis relative to the status 
of short lines under section 204, of the transportation act, pro- 
viding for the reimbursement of deficits incurred by short lines 
which were not operated by the government during any part of 
the period of federal control. 

Mr. Cass explained that the Commission had ruled that the 
short lines were under federal control the first six months of 
federal control and that, on the other hand, the former Director 
General had ruled they were not under federal control during 
the first six months or at any time. Between the two rulings, 
he said, the short lines were cut off from relief for the first six 
months and it was that question which was put up to the Di- 
rector General. , 

Mr. Davis, according to the report made by Mr. Cass, be- 
lieves the short lines were not treated fairly by the Railroad 
Administration and is ready to do what he can to see that they 
get a square deal. He said he would accept a clear-cut state- 
ment from them as to the issue involved and submit it to the 
President for decision. He said he preferred, however, accord- 
ing to Mr. Cass, to have the short lines and the Railroad Ad- 
ministration join in a statement of facts to be submitted to the 
U. S. Court of Claims for a ruling as to whether or not the 
short lines were under federal control during the first six months 
of that period. With a ruling from the Court of Claims that 
the roads were under federal control for that period and that 
therefore the Railroad Administration is obligated to pay the 
short lines compensation and make good deficits for that period, 
the Director General said he could go to Congress and ask for 
the necessary funds to pay the short lines. 

Mr. Cass said Mr. Davis holds that the short lines were 
under federal control for the first six months and that he be- 
lieved the Court of Claims would so hold. 

The matter will be taken up with the Director General by 
the executive officers of the association. 

A resolution offered ‘by Ross Beason, of the Salt Lake & 
Utah, authorizing the president of the association to establish 
a central purchasing agency for the purchase of materials and 
supplies for short lines was adopted. Under the resolution only 
those short lines which desire to make purchases through the 
central agency will participate therein and the expenses will 
be borne by those companies which make use of the agency 
and not by the association as a whole. 

In connection with the adoption of the resolution President 
Robinson said the Interstate Commerce Commission was mov- 
ing forward in its efforts to promote more economical opera- 
tion of railroads and that there was a feeling at the Commis- 
sion that the short lines had been paying too much for supplies. 

A resolution was adopted authorizing the officers of the 
association to draw up a resolution to the effect that motor 
truck lines, freight or passenger, operating on the public high- 
ways, should be taxed for the maintenance of highways and be 
subject to some regulation and be required to adhere to a 
schedule of published rates for their services. The officers 
further were authorized to draw up a resolution for submission 
to Congress recommending that in the enactment of legislation 
providing for federal aid in the building of highways provision 
be made for some regulation of motor trucks on the highways. 
There was considerable discussion of the motor truck competi- 
tion and of the fact that motor trucks tear up the highways. 

A letter from Commissioner Eastman was read on the sub- 
ject of short lines not observing the accounting rules of the 
Commission. He said the Commission was having considerable 
difficulty in getting many short lines to observe the regulations. 
Mr. Cass said a Commission official had told him that the Com- 
mission was seriously considering prosecuting some short lines 
for ignoring the accounting rules of the Commission. He said 
he had been informed that many short lines did not keep records 
as required by the Commission. 

The following resolution with respect to rate reductions was 
adopted: 

Resolved, That it is the sense of this meeting that at the present 
time and under present conditions earnings of the railroads are not 
such as that a reduction in rates would be beneficial, but,’ to the con- 
trary, be harmful to the country as a whole. We believe that with 
the return toward normal conditions the operating costs will decline 
and the traffic of the country increase so that a reduction in rates 
could be made with justice to all and without harm to any. There- 
fore, we express as the sense of this meeting that as and when the 
facts will justify that rates may and should be reduced to whatever 
extent and in whatever manner the Interstate Commerce Commission, 
in the discharge of its duty under the rate section of the transporta- 
tion act of 1920, may find to be right and proper. 

Adoption of the resolution followed a motion by F. J. Lis- 
man of New York that Congress and the Commission be asked 
that rates be not reduced, except in a few cases where they 
are too high, until January 1, 1922, or until such time as the 
volume of business reaches the level of 1920. The view was 
expressed that such a motion would have no effect because of 
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the provisions of the transportation act laying down the rate- 
making rule for the Commission, and it was then decided to 
appoint a committee to draft a resolution on rates. 

The officers of the association were re-elected as follows: 
Bird M. Robinson, president; Ben B. Cain, general counsel; 
T. F. Whittelsey, secretary-treasurer; B. S. Barker of Gaines- 
ville, Ga., L. S. Cass of Waterloo, Ia., and F. J. Lisman of New 
York, vice-president. - 

The following were elected on the executive board: Eastern 
district, B. Dawson Coleman of Philadelphia, William E. Halm 
of New York, J. S. Jones of Columbus, O., and H. B. Stewart 
of Canton, O. Southern district: C. W. Pidcock, Moultrie, Ga.; 
J. T. Cochrane, Mobile, Ala.; S. G. Bates, Riverton, Ky.; John 
M. Dwight, Washington, D. C.; George W. Hardin, Johnson City, 
Tenn. Western district: William C. Dows, Cedar Rapids, Ia.; 
K. D. Klemm, Kansas City, Mo.; W. C. Orem, Salt Lake City; 
E. D. Luce, Minneapolis, Minn. Pacific district: C. M. Oddie, 
G. F. Detrick, W. F. Swobe and H. B. Tooker, all of San Fran- 
cisco. 


MANUFACTURERS ON RATES 


The National Association of Manufacturers, in convention 
in New York, May 18, adopted the following resolution: 

Whereas, The serious condition of our railroads is a matter of 
common knowledge, and 

Whereas, The situation calls not only for careful but for calm 
consideration, 

Resolved, That it is prudent for shippers to desist from agitation 
for a general reduction of rates, and instead for each shipper or asso- 
ciation of shippers who feels that he has a grievance to endeavor to 
compose the matter with the carrier involved, and failing that, to take 
the case in the orderly way to the Interstate Commerce Commission; 

Further Resolved, That it is our belief that the Railroad Labor 
Board should make every endeavor to reach definite conclusions with 
the utmost promptness; 

Further Resolved, That reason and experience demonstrate that 
every tribunal the purpose of which is to decide or adjust disputes 
threatening the paramount public interest in the uninterrupted and 
efficient operation of common carriers should be composed exclusively 
of representatives of the public. 


COMPLAINT AGAINST EXPRESS COS. 


The Trafic World Washington Bureau 


A complaint against the American Railway Express Com- 
pany and the Southeastern Express Company, alleging bad faith 
on the part of the former, has been sent to the Commission by 
Charles E. Cotterill on behalf of the Southern Fisheries Associa- 
tion. 

Commenting on the fact that during federal control the ex- 
press companies were consolidated, but that the consolidated 
company continued in business thereafter only by permis- 
sion of the Commission, the fishermen assert that, “in sanction- 
ing the continued operation of the American Railway Express 
Company, this Commission was greatly influenced by the con- 
viction that the policies of the American Railway Express 
Company, announced to the Commission and the public gen- 
erally, were such as to assure the absence of monopolistic 
practices or tendencies by that company, even though possessed 
of a monopoly, in fact, at the time such company was created 
and at the time this Commission authorized the continuance 
of its existence and oneration. 

“Complainant is further advised, and therefore avers, that 
in seeking authority for its continued existence and operation, 
the American Railway Express Company, through its highest 
executives and counsel, repeatedly declared it to be the purpose 
of that company not to undertake to prevent the formation of 
any new express companies that might come into existence or 
to interfere in any manner with the development of competition 
that might ensue by reason of the formation of any such new 
company or companies.” 

By implication, Cotterill asserts, in his petition for universal 
through routes and joint rates between the two companies, that 
the Southeastern Express Company relied on these promises to 
abstain frem monopolistic practices and undertook to install ar 
express service on the Southern Railway System and to that 
end filed a general concurrence in the tariffs of the American 
Railway Express Company, intending to do its share toward 
furnishing the facilities for the speediest possible dispatch of 
express matter over the rails on which it operates. 

The American Railway Express Company, however, did not 
carry into effect such general concurrence of the Southeastern, 
the complaint asserts, but did file a blanket supplement to all 
its tariffs, “in large measure defeating the purposes of such gen- 
eral concurrence and having the effect of virtually strangling the 
operations of the Southeastern Express Company in their in- 
ception, especially in the matter of through routes and service. 
Specifically, the American Railway Express Company, in its 
said blanket supplements, has avoided the formation of through 
routes and joint rates between it and the Southeastern Express 
Company in all cases where it is physically possible for the 
American Railway Express Company to perform the entire serv- 
ice between the points of origin and destination, regardless of 
the nature or inadequacy thereof. 

“The consequence is that at the present time the express 
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business in the southern states has becn thrown into a state 
of confusion, resulting in the practical absence of genuine ex- 
press service. Where the direct and logical route between two 
points would be formed by the American and Southeastern ex- 
press companies such a through route does not exist if the 
American Railway Express Company has agencies at both the 
point of origin and destination, although the route of the Ameri- 
can Railway Express Company may be very circuitous and in 
other respects inadequate. 

“Furthermore, complainant is informed and believes, and 
therefore avers, that in many instances where the point of des- 
tination is served exclusively by the Southeastern Express Com- 
pany it is the policy and practice of the American Railway Ex- 
press Company, on through business, to turn the traffic over 
to the Southeastern at the junction point nearest the point of 
destination instead of at the junction point via which the most 
direct and expeditious service might be rendered. 

“All of the foregoing constitute serious detriments to the 
business of the members of the complaining association and, 
likewise, in practical effect, throttle the normal and legitimate 
operations of the Southeastern Express Company, thereby tend- 
ing to diminish, if not altogether eliminate, that kind and de- 
gree of competition in the rendition of express service which 
is in the public interest and which the executives of the Ameri- 
can Railway Express Company led the public and this Commis- 
sion to believe would be welcomed by it. Such practices of 
the American Railway Express Company are monopolistic in 
character and were not in contemplation of Congress, the Com- 
mission or the public in extending to the American Railway 
Express Company the opportunity to continue in existence and 
to operate as a consolidation of the former individual express 
companies. 

“Complainant is advised, and therefore avers, that notwith- 
standing this Commission, under the powers conferred upon it 
by the transportation act, 1920, authorized the continued ex- 
istence and operation of the American Railway Express Com- 
pany, although constituting at that time a monopoly in fact, 
such authorization by this Commission did not give to the 
American Railway Express Company immunity to adopt monopo- 
listic practices in violation of the Sherman anti-trust law as 
construed by the Supreme Court of the United States in the 
“steel trust” cases. Complainant avers that the test of an un- 
lawful monopoly is the manner in which the power of monopoly 
is exercised; and that the deliberate adoption of monopolistic 
practices by the American Railway Express Company, in the 
manner above described, furnishes to this Commission justifi- 
cation for the rendition of a report to the United States Depart- 
ment of Justice, with the recommendation that proceedings be 
instituted to enjoin and restrain the continuation of such mo- 
nopolistic practices by the American Railway Express Company. 

“Without regard to that, however, complainant appeals to 
the Commission for the exercise by the Commission of its own 
power in the premises under the transportation act, 1920, and 
the interstate commerce act. Complainant avers that in the 
operation of express service in this country it does not suffice 
that there may be merely an exiating route between two points, 
regardless of its nature. Whether the service be performed by 
one or two companies, it is of especial importance to the fresh 
fish industry and to other industries handling perishable prod- 
ucts that there shall be available at all times an unrestricted 
choice of routes and facilities for the shipment of such products 
by express.” 


CAR LOADING STATISTICS 


The Trafic World Washington Bureau 


Preliminary statistics prepared by the Bureau of Railway 
Economics for the month of March show that Class 1 roads 
averaged 27.1 tons per car in that month, as compared with 
28.4 tons in February and 28.3 tons in March, 1920. The per- 
centage of unserviceable cars in March was 10.8, as compared 
with 9.7 in February and 7 in March, 1920. The per cent of 
loaded car-miles to total car-miles was 63.3 in March, as com- 
pared with 61.1 in February and 72.3 in March, 1920. The car- 
miles per day averaged 20.9 in March, as compared with 21.3 in 
February and 23.8 in March, 1920. 


REGULATIONS FOR TOY TORPEDOES 
The Commission, in an order dated May 23, amended para- 
graph 1501 (i) of the regulations covering the shipment of ex- 
plosives by freight and express so as to clarify it in its applica- 
tion to toy torpedoes of specified sizes and specified amounts 
of various explosives. The amended regulation becomes effec- 
tive May 30. 


ELECTRIC SHORT LINE BONDS 
The Electric Short Line Railway Company of Minnesota 
has been authorized by the Commission to sell $40,000 of first 
mortgage 5 per cent 15-year gold bonds at par, the proceeds 
to be devoted to extension of the company’s line of railway 
beyond Hutchinson, Minn. 
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SHIPPING BOARD CRITICIZED 
The Trafic World Washington Bureau 


Representative Good, chairman of the House committee on 
appropriations, during debate on the deficiency appropriation 
pill, criticized the Shipping Board for not having sold its ships 
after the armistice and declared one trouble with the Shipping 
Board had been the changing of the head and personnel of the 
organization too frequently. 

“What I am complaining about is not the failure to carry 
out the policy that was granted 18 months after the armistice 
was signed,” said Representative Good. “I am complaining be- 
cause of the failure to carry out the provisions of the original 
act that authorized the sale. There was never any time, long 
before Congress passed the law referred to, when the committee 
on appropriations was trying to get the Shipping Board to sell 
these ships and we refused to give appropriations, but told them 
to sell the ships and use the money. But the board refused to 
sell. Less than six months ago the director of operations came 
before us and said that he would have for next year an operating 
surplus of more than $50,000,000. The hope of making these 
large profits prevented the board from adopting a policy for dis- 
posal of the ships. Now they did not send the director of op- 
erations before us at the recent hearings. Oh, no! He was an 
optimist, he saw larger profits in operations, but they sent the 
assistant before us, and he says that the losses in operations 
for the last three months of this year will amount to $18,000,000. 
He said that they would have that much loss next year before 
they get on a paying condition. Do you know that you have 
a fleet down here in the lower Potomac of 274 wooden boats 
chained up together, and every three months you are compelled 
to pay over $111,000 to keep those ships that you cannot give 
away? You cannot find a man who will take one of those ships 
if you will give it to him. We are paying now about $500,000 
a year, and at one time they told us they could sell them. Why 
did not they do it? : 

“I hope in the very near future we shall have some business- 
like administration of that office. We have done everything we 
can to compel this board to sell these ships, but now there is 
no sale at any price. They are operating ships at a consider- 
able loss. They have something like 600 steel vessels tied up 
at the piers, and in many cases it is costing us $1,500 per month 
for each vessel while it is tied up. They also made a contract 
of charter with other companies, which was a most foolish and 
unbusinesslike charter. Under that charter, for example, a con- 
cern with, say, 10 large steamships and having trade routes 
established, finds, because of the depression, that their trade 
fell off and their steamers went out of various ports with very 
small cargoes. Finally it commenced to tie up its boats. Then 
it went to the Shipping Board and said that they could use three 
of the Shipping Board’s cargo vessels, and entered into a charter 
arrangement with the Shipping Board for three vessels. Then 
it would tie up its 10 boats because they were running at a loss 
and it would send out the three boats which it had chartered 
from the Shipping Board under a contract that if the company 
made any money the profits were to be divided with the Ship- 
ping Board, and if they lost the government of the United 
States would pay every penny of the loss. That is the condition, 
and yet you wonder why it has been necessary to bring in de- 
ficiency bills.” ; 


Mr. Good said the Shipping Board was losing money at the 
rate of $5,000,000 a month and that, therefore, it was necessary 
to make a deficiency appropriation. He said he hoped the Pres- 
ident would be fortunate enough to find men for the board who 
= be able to bring order out of confusion in the Shipping 

oard. 

Representative Wingo of Arkansas inquired when the pres- 
ent administration was going to begin to function and appoint 
a duly constituted legal board. He said the shipping of the 
world was slipping away from the United States “and we are 
Siting still, doing nothing, waiting, waiting, waiting, and nobody 
can tell us what the policy is or whither we are drifting.” 

Representative Davis of Tennessee said he thought it well 
to call attention to the fact that although the present admin- 
istration went into office two months and 17 days ago, a Ship- 
Ding Board has not been appointed. He said the only reason 
given for the delay was that the President was endeavoring to 
persuade a certain man to accept the chairmanship. 

“Who is this man?” he asked. “It is J. A. Farrell, the head 
of the United States Steel Corporation, one of the greatest mo- 
nopolies and trusts in the world, if not the greatest, and the one 
concern that has been more interested in the sale of a com- 
modity entering into the construction of our present merchant 
marine and in the sale of steel which would enter into future 
ship construction than any other concern on earth. Why is it 
that this man’s qualifications are such that it is necessary to 
continue waiting for a longer period than two months and 17 
days in an effort to persuade him to become the chairman of 
that Shipping Board, to deal with and dispose of our government 
merchant marine, which cost the people $4,000,000.000? Is he 
the only man in the United States who is capable? Is he the 
only man in America who can be appointed to assume that posi- 
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tion?’ What peculiarity is there about Mr. Farrell, and especially 
in the light of the position he holds and his environments and 
his interests, that impels this administration to continue await- 
ing his pleasure, and at the same time for Republican members 
of this House to criticize the board, that has no authority at all, 
for not acting?” 

Replying to the criticism of President Harding for delaying 
in the appointment of a board, Mr. Good said: 

“TIT want to say to you when you look at this act which re- 
quires the President to select a couple of commissioners from 
the Pacific coast, a couple from the Atlantic coast, a couple 
from the interior, and then when you realize the fact that the 
President is trying to get $100,000 men to fill $12,000 places 
you will only begin to visualize the President’s difficulties. I 
have great consideration for the President in this matter. I 
regret the delay in the appointment, but I believe we will soon 
have a board capable to do the task before it. Just as we are 
beginning to see, and the world is beginning to see, the effect 
of a great national foreign policy, and see how the world is 
pleased with it and how our own people are pleased with it, so 
I doubt not that we shall soon see a great American policy inau- 
gurated by a new Shipping Board, and that American policy 
will be to place these ships in private ownership under the 
American flag and such conditions that they can compete with’ 
every competitor. 

“That, I think, will be the American policy, and must be 
based upon some such consideration. I believe you will see men 
on this board who will be able, in a very businesslike way, to 
effect that result. Criticism is made of Mr. Farrell, who has 
been picked by the press to head this organization. I do not 
know whom the President has in mind for this high and im- 
portant place, but the gentleman who makes the criticism ap- 
pears to be so ignorant of the actual facts that he does not 
know that Mr. Farrell will not be permitted under existing 
law to practically purchase a ton of steel. Yet such is the 
case. No new contracts are to be let for ships. We have all 
of the steel and the equipment already purchased. The great 
problem of the Shipping Board will be to sell and dispose of 
these ships and to operate them until disposed of. During the 
war one of the men whose genius brought real order to the 
Emergency Fleet Corporation, a man who was able to turn out 
ships, was Charles M. Schwab. Another was Charles Piez. Mr. 
Schwab was the outstanding figure, and it was his wonderful 
genius that produced real ships for us. Those two men, above 
all others, were the men who accomplished real things in the 
production of ships. Their appointment by President Wilson 
was to his great credit. They were great officials. You will 
not find that Mr. Schwab in the discharge of his duties ever 
did a thing that was unfair or took an unjust advantage in favor 
of his company, and if the President is fortunate enough to 
secure the services of Mr. Farrell to head this board, he will be 
the country will be fortunate indeed, and it is indeed unfor- 
tunate that any criticism should be made here at this time that 
might embarrass the President, if he is attempting to bring to 
the service such a distinguished and able man as Mr. Farrell.” 

Representative Hardy of Texas, in a defense of the Shipping 
Board, said no well-informed men could truthfully say that the 
board had not endeavored to sell its ships. 


FREIGHTS AND CHARTERS 


(Issued by the U. S. Shipping Board) 
May 19 


There seems to be more prospect for business in the ship- 
ping line than for some time, and were it not for the present 
strike of marine workers, the ship owners would now be retriev- 
ing some of the lost time. 

Each day indications point to the closing of steamer 
charters for European and South American destinations, but 
charterers are adverse to having these fixtures made public. 

During the past few days there has been an increasing de- 
mand for grain carriers from Canadian, Gulf and North Pacific 
ports, and many charters have been closed for European des- 
tinations. It is reported that approximately a million dollars’ 
worth of grain and flour were loaded at Portland, Ore., one day 
last week for Europe. 

A considerable quantity of wheat is yet to be moved from 
Portland before the close of the crop year, and the uncertainty 
attending the movement of American vessels during the marine 
workers’ strike is forcing business into the hands of the foreign 
carriers, whose coming and going is unhampered. 


Charters 


Str. Antonios Stathatos, 3,365 tons, n. r., 
Said, 36s 3d, coal, prompt. : 

Str. Lafcomo, 3,434 tons, River Plate to Cont., grain, $11 if up 
river loading, and $9 if lower ports, June 15. 

Str. France Maru (Jap.). 4,259 tons, Atlantic Range te Rotter- 


Northern Range to Port 


dam, coal, $5.50 option Hamburg, $5.75: prompt. es as 
Str. West Apaum, 4,430 tons, Atlantic Range to U. K., coal, $5.25; 
prompt. 
May 20 


Forwarding houses find shipping unimproved, although they 
are receiving many inquiries. General cargo, although small 
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in volume, is carried overseas mostly in foreign bottoms, the 
regular steamship lines getting the bulk of trade. 

Now and then an American steamer manages to leave port 
in spite of the strike, and clearances by the customs service are 
running about as high as before the trouble began. Accumula- 
tions of freight are reported in many places. 

yrain has ceased to arrive at north Atlantic American ports, 
but from Canada considerable quantities continue to move over- 
sea at rates recently quoted. : 

Some coal is moving up the coast from Hampton to Port- 
land and other north Atlantic ports, sailing vessels being mostly 
employed, at about $1.50 a ton. Exports of American coal are 
reported quite satisfactory, but American bottoms are not figur- 
ing as prominently as their owners would like to see them. 


Grain from the northwest Pacific continues to move in large ° 


quantities. One of the latest charters is that of a 12,000-ton 
tank steamer to take a cargo of 10,000 long tons of wheat from 
Portland, Ore., to Europe, the terms being private. This is said 
to be the largest cargo of cereal ever moved out of Portland. 

Notwithstanding the general dullness of the market and the 
drop in both imports and exports, several new steamship lines 
have established regular service to Buenos Aires since the first 
of the year. A German firm is reported to be planning to estab- 
lish a freight service to Argentina, eventually operating 10 or 
12 ships of from approximately 5,500 to 12,000 tons and two tank 
steamers. This line will bring German manufactured goods to 
Argentina and return with raw materials. 


Charters 


Tank steamer Swiftscout (Am.), 12,000 tons, Portland, Ore., to 
Europe, with 10,0@0 long tons of wheat; prompt; terms private. 
Str. Grangeborg (Swed.), Philadelphia to Landskrona, 7,000 -tons 


coal; prompt; private terms. a aoe 
Str. Ceylon (Swed.), 3,267 tons, a north Pacific port to United 


Kingdom or Continent, grain, 57s 6d; June 15. ‘ ay 
Str. Lord Dufferin (Br.), 3,007 tons, Atlantic range to United 
Kingdom, coal, $6. free discharge; prompt. 
Str. Turrey (Nor.), 2,859 tons, Atlantic range to Gibraltar, coal, 
$5.75; prompt. - 
Str. Eastport, 2,705 tons, Norfolk to Bizerta, coal, $6.25; May. 
May 23 


Forwarding houses report a growing interest among ship- 
pers in ocean rates, some of these inquiries involving large con- 
signments of American machinery, steel and other commodities. 

The volume of export coal last week exceeded that of any 
previous similar period. It is estimated that tonnage for be- 
tween 200,000 and 300,000 tons was fixed, principally on the 
other side. 

Grain rates, which were ruling at 40s from the River Plate 
to the United Kingdom prior to the foreign coal strike, have 
advanced to 55s, indicating that the call for prompt bottoms is 
much better than for some time. Unfortunately, however, the 
strike of the marine workers has restricted not only the supply 
of tonnage available for American coal experts to the United 
Kingdom, but also lessened the amount of tonnage available to 
load American coals to Brazil and Plate, which would also nor- 
mally be available for Argentine grain. 

‘One or two time charter fixtures were reported for trans- 
Atlantic trading at or about 6s 6d, and West Indies time char- 
ter rates continued at about $2.25. Time chartering for Ameri- 
can account offers 6s 6d for 7,000 and 8,000 ton ships, delivery 
United Kingdom or Continent five to seven months, and as long 
as America is contracting heavily for coal to the United King- 
dom and other European destinations, more inquiry for time 
charters for American account may be looked for. 


Charters 


Strs. Sedgepool (Br.), Alkamaar (Du.), Formosia (Sw.), Kina 
(Dan.), Takaufuku Maru (Jap.) and Bearport (Am.), grain, Columbia 
River to Europe and Orient. . 

Six Japanese steamers, Atlantic range to French Atlantic ports, 
coal, $4.50; May-June. . 

Str. Strentz (Fr.), 3,240 tons, Atlantic range to United Kingdom, 
coal, 31s and discharge. 

Str. West Cahokia, 3,521 tons, and Str. Jacob Christensen, 2,172 
tons, Atlantic range to United Kingdom, $6, and discharge, the latter, 
private terms. 

Str. Chilley, Sydney, C. B., to United Kingdom, coal, 25c; prompt. 

Str. Eirene (Br.), 2,425 tons, Atlantic range to Algiers, coal, 31s 3d. 

Str. Oakwin (Br.), 2,435 tons, and Str. Buitenzard (Du.), 4,529 
tons, Atlantic range to Atlantic Islands, coal, 31s 3d, the latter private 
terms. 

Str. La Myre-de-Villere (Fr.), 3,128 tons, Virginia to Rio Grande, 
coal, private terms. : 

Str. Traumebar (Du.), 2,227 tons, Atlantic range to River Plate, 
coal, $4.75; prompt. 

Str. Rosenberg (Dan.), 1,210 tons, Atlantic range to Plate, coal, 
private terms. 

Str. Heathside (Br.). a gulf port to Plate, lumber $10; prompt. 

Sch. Levi W.Ostrander (Am.), 1,502 n. r. t., Puget Sound to Hawaii, 
2,000,000 feet of lumber. 


Issuance of “Freights and Charters” was interfered with this 
week due to the removal of the Division of Operations of the 
Shipping Board from 1319 F Street to the Navy Building, at 17th 
and B streets, Washington. 


Always reliable and dependable, THE DAILY TRAF- 
FIC WORLD is a time and money saver for the busy 
traffic man. 
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SHIPS FOR SALE 


The Trafic World Washington Bureay 


The Shipping Board has begun to offer some of its ships for 
sale again. It will receive bids on or before 10:30 a. m., May 31, 
on three steel cargo steamers each in excess of 11,000 dead- 
weight tons. They are the South Bend, 12,130 tons; the Marica, 
11,876 tons, and the Edellyn, 12,500 tons. The vessels are tied 
up at Hog Island, Pa. 

The board also will receive bids on or before 10:30 a. m,, 
June 15, on 51 wood steamship hulls and 24 converted barge 
hulls located at Alameda, Calif., Seattle, Wash., and Portland, 
Ore. The type of hulls to be sold, the board announced, are 
suitable for conversion into five-masted barkentines, schooners 
and tow barges, and that hulls so converted heretofore have 
given excellent service in the transportation of bulk cargoes 
such as lumber, petroleum, minerals and general cargo in the 
coastwise and transoceanic trade. 

The Shipping Board has offered for sale 20 steel tank 
steamers and 8 concrete tank steamers. Bids will be received 
at or before 10:30 a. m. June 10. The tankers represent about 
one-third of the Shipping Board tanker fleet, and the majority 
are located at Mobile, Ala., and New Orleans, La. The board 
also will consider offers for the chartering of the vessels on a 
bare-boat or time-form basis for not exceeding three years. 


STRIKE OF MARINE WORKERS 


The Trafic World Washington Bureau 


While Secretary Davis, of the Department of Labor, be- 
lieved he had practically settled the marine workers’ strike, 
May 21, when it appeared that an agreement had been reached 
between Admiral Benson, chairman of the Shipping Board, and 
representatives of the marine unions, developments this week 
brought several hitches in the form of objections by some of 
the marine workers and also by the private steamship owners. 

The executive committee of the American Steamship Own- 
ers’ Association went so far as to adopt a resolution to the ef- 
fect that the encouragement the labor leaders felt they were 
getting from the Secretary of Labor tended to proicng a con- 
troversy “which shows every promise of being quickly and 
completely ended.” The committee said it recognized the sin- 
cere purpose of the Department of Labor in endeavoring to 
end “a strike which the Department knows is rapidly failing,” 
and that the efforts of the Department “at this late stage serve 
no good result, since our own ships are steadily sailing and en- 
gineers and unlicensed men in increasing numbers are seeking 
employment.” 

Representatives of the steamship owners were to confer 
again with Secretary Davis May 27. The steamship owners are 
opposed to any agreement involving the payment of overtime 
and also look with disfavor on the signing of any agreement. 
Admiral Benson said the board would pay necessary overtime. 
He also looks with disfavor on signing a wage agreement with 
the unions but indicated he might do so. 

It was announced by the Labor Department May 21 that 
the strike had been practically settled on a basis of a wage cut 
of 15 per cent with certain changes in working conditions, so 
far as the marine engineers and the Shipping Board were co2- 
cerned. It developed later, however, that some of the marine 
engineers objected to the proposed settlement when their lead- 
ers submitted the program to them. The efforts of Secretary 
Davis, as indicated by the resolution, also were not received 
enthusiastically by the private steamship owners. 

Shipping Board officials assert conditions are practically 
normal as far as the sailing of vessels is concerned. The De 
partment of Commerce issued the following statement showing 
the number of vessels detained by the strike and the number 
which had sailed: 


American American 
steamers steamers 
detained by departed 


strike, May 22. May 1-22. ine. 


PO 3. cccietanchesnsadonckeco onde aedwehees 3 : 
I , rciag casing caiaine Ghiaewnaelnes ewan cies 13 134 
NIN MMR oct ne io els awade acon hate eins 3 165 
SS SE LAA TG 6 63 
I TOI ooh ance ain aanScaigtaln cdasacsim arnt aeeeea 3 53 
PRI aro o8 rng. ta ciency os hscrecpacebiapiouieseeine 10 48 
NT Me ene en a. onic Mate peORebaean a. 8 
| GS SRNR eG I pe aR cai: 0 23 
IN nen giana tel een nla ys Shmain 4 103 
ooo hie eovaverens marries bate sl oe 1 14 
DE I TS is inc weenie Mecreanestedacodeasate 23 42 
NE NII oc. saisnioncie ea bcdones'e.atho baeeeea dak 18 41 
em ENS inna sad ochig.cidasin cade, Came ds 7 30 
OE OE Ee CE a 12 74 
Sams meee, COME. oioc 6s 6:6000:06:6 oo:00e-rsinwdcieare 71 81 
SMES £1. o's a atiois oy asthe areata ee alba aiwane atlas 2 2 
EE ES SaccipadicantoaneariaenasAamesusanciens. 12 28 
RS IR PET nro mane Pia Ee ere 190 936 


Admiral Benson, chairman of the Shipping Board, in a state 
ment late May 20, reiterated that the men would have to accept 
the 15 per cent cut. He said: 

“The Shipping Board calls to the attention of the men agail 
that its extremely just and reasonable position as stated at the 
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May 28, 1921 


conference on April 27 was a purely compromise measure. It 
was taken only after the most careful study and with a genuine 
desire to deal justly and to give the men the benefit of any 
doubt, the original proposition having involved much greater 
wage cuts and working conditions less favorable to the men. 
It points out that the compromise wage scale now in effect is 
the maximum scale at which it can operate ships and that any 
talk of a further compromise is idle. 

“The results which have been obtained in keeping in opera- 
tion practically a normal number of ships demonstrates that a 
great percentage of the men realize the fairness of the position 
of the Shipping Board in agreeing to only such wage reductions 
and other changes as were absolutely imperative under the new 
economic conditions. 

“To the men who have accepted the compromise and come 
to the assistance of the government the Shipping Board reiter- 
ates that full protection will be given to all its crews regardless 
of affiliation or non-affiliation with any organization.” 

It was announced in New York, May 22, however, that pro- 
posals looking to a settlement of the nation-wide marine strike 
were rejected at a meeting of locals 33 and 80 of the Marine 
Engineers’ Beneficial Association. The meeting had heard 
a report of a committee which conferred with Secretary of Labor 
Davis at Washington. The proposals were:reported to involve 
acceptance of a reduction of wages, with concessions as to over- 
time work. 


COMPENSATION FOR CAPE COD CANAL 


The Trafic World Washington Bureau 


A board of reference composed of Commissioner Eastman 
and John J. Hickey, appointed by the Commission to pass on the 
question of just compensation for the use by the Director-Gen- 
eral of the property of the Boston, Cape Cod and New York 
Canal Company, has reported to the President that there was no 
evidence before the board by which it could measure, in terms of 
money or otherwise, the value to the company of that use of 
which it was deprived. 

The referees found that the period of federal control of the 
property extended from July 25, 1918, to March 1, 1920; and 
that the canal was opened for full operation on April 10, 1916. 

The government asked that the referees find that the prop- 
erty had no market rental value or value in use to the canal 
company either at the time of the taking or at any time there- 
after during federal control; that it was the duty of the United 
States to return the property at the end of federal control in 
as good condition as when taken; but that the canal company 
is not entitled to demand or receive any sum of money as just 
compensation; that the government expended $359,168 on the 
property in making good maintenance deferred prior to the 
taking; that the War Department expended $134,995 for similar 
deferred dredging of the approach channel in Buzzards Bay; 
that the Director-General expended $58,666.80 upon improve- 
ments to the property, which, if made by the canal company, 
would probably have been chargeable to capital account; and 
that the Director-General is liable for personal property of the 
canal company of the value of $19,658.81, which was taken under 
federal control. 

Counsel for the company contended the property was taken 
without its consent and that it should have just compensation 
equal to a fair return on the cost of the property, admitted by 
the government to be $8,250,000. The company claimed the 
property cost an amount largely in excess of that sum. Upon 
brief, counsel claimed anual just compensation, however, at the 
rate of not less than 8 per cent on not less than $16,801,201.11, 
the alleged fair value of the property. 

The board said the record “leads to the conclusion that the 
company suffered no loss or damage by reason of the depriva- 
tion.” It held that it was the duty of the government to return 
the property in substantially as good repair and in substantially 
as complete equipment as it was at the beginning of such con- 
trol. The board found that the government had made the ex- 
Penditures on the property as claimed. 


INLAND WATERWAY DEVELOPMENT 
The Trafic World Washington Bureau 


B. F. Welty, former representative in Congress from the 
fourth district of Ohio, in a letter to President Harding under 
date of May 18, requested the President’s co-operation in the 
development and utilization of the inland waterways. He re- 
ferred to the assistance given to him by the President when 
the latter was in the Senate in procuring a survey of Ohio 
canals. His letter in part follows: 


May I not ask your further interest in this matter so as to procure 
the same advantages to states in the Mississippi Valley and west of 
~ Rockies as are enjoyed by those states along the Atlantic and Gulf 
oasts? 

Fruit in California, Oregon and Washington is going to waste 
because of the high freight rates to the Mississippi Valley and for the 
Same reason the states west of the Rockies are not using the products 
of the mills and factories in the valley. Why should it cost the 
Manufacturer in Ohio $3.031% per 100 pounds to ship his product to 
States west of the Rockies, while his competitor in Boston pays only 
$2.00; when he can make the same shipment via New Orleans for less 
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than $2.00? Why should the consumers in the states of Kansas and 
Ohio pay $1.66% per 100 pounds for fruits from the Pacific coast, while 
those in Massachusetts only pay 75 cents? This injustice to the west 
and middle west can only be remedied by the proper development and 
use of our inland waterways. 

Again, because of freight congestion, Cincinnati, for instance, was 
able to purchase smokeless coal for $1.91 per ton, while consumers 
north of the river had to pay as much as $10 to $14 per ton for the 
cheapest coal, known last winter as “black taleum powder.”’ Should 
the consumer of coal north of the Ohio river be forever fleeced because 
of lack of transportation? 

From the enclosed data furnished by the Interstate Commerce 
Commission and the Shipping Board you will note that the farmer and 
business man in Kansas suffer equally with the farmer and business 
man in Ohio. This injustice, I find, prevails in the entire valley and 
the western states. 

I am writing this letter because the people interested need your 
assistance in the solution of this economic question by the further 
development and use of our inland waterways. 

With the letter Mr. Welty sent a memorandum of freight 
rates compiled by the Interstate Commerce Commission and the 
Shipping Board to support his references to rates in his letter. 

Mr. Welty also sent letters to each senator and representa- 
tive of Congress from the Mississippi Valley and western states. 
In these letters he asked: 

Why must the manufacturer in the Mississippi Valley take over 
$2,000 less tor 100 tons of machinery and tools in San Francisco than 
his competitor living in Boston; and pay 100 per cent more for his fruit 
from California? 

With proper terminals, he said, barges can carry the prod- 
ucts of the Mississippi Valley to seaboard for 50 per cent less 
than railroads do. 

“Must the railroads and business go into bankruptcy before 
we realize that we are facing a condition and not a theory?” 
he asked. 

Mr. Welty said that the Miami and Erie Canal, connecting 
the Ohio River and Lake Erie at Cincinnati and Toledo, O., 
under a report of a survey authorized by the Sixty-fifth Con- 
gress, no doubt would again be in use in the near future. 


CUSTOMS REGULATIONS AMENDMENT 


The Trafic World Washington Bureau 


Assistant Secretary James H. Moyle, of the Treasury De- 
partment, under date of May 6, has issued a decision, T. D. No. 
38702, for the guidance of collectors of customs and others con- 
cerned, as follows: 

“Article 805 of the Customs Regulations of 1915, as amended 


by T. D. 37654 of May 29, 1918, is hereby further amended to 
read as follows: 


Art. 805. Exportation Without Appraisement.—When it shall ap- 
pear by the invoice, bill of lading, manifest, or other document that 
merchandise arriving in the United States and remaining in general 
order less than one year was when shipped destined for immediate 
exportation from the United States, it may be so exported. If it shall 
not so appear the merchandise may be entered for exportation on 
Fcrm 7515 without examination and appraisement.” 


CURRENT AMERICAN SHIPBUILDING 


On May 1, 1921, private American shipyards were building 
or under contract to build for private shipowners 179 steel ves- 
sels of 645,224 gross tons, compared with 201 steel vessels of 
734,904 gross tons on April 1, 1921. The shipyards have re- 
ported no new contracts during April. 

These figures do not include government ships or ships 
building or contracted for by the United States Shipping Board. 


* STRAWBERRIES FROM FLORIDA 
The Trafic World Washington Bureau 


A memorial from the Florida legislature to the Interstate 
Commerce Commission asking that the American Railway Ex- 
press Company be required to furnish the strawberry growers 
of Florida express refrigerator cars to transport their straw- 
berries to northern markets similar to the service now given 
Louisiana was submitted in the Senate, May 20, by Senator 
Fletcher. 

The memorial set forth that “the only present method of 
transporting said strawberries by carload lots by freight re- 
frigerator cars is very unsatisfactory and disastrous to the 
strawberry growers of Florida because of the long schedule by 
freight refrigerator service, and if the American Railway Ex- 
press Company is not required and ordered to furnish the straw- 
berry growers of Florida express refrigerator cars to transport 
their strawberry crops annually to the northern markets the 
strawberry growers of Florida will be forced to abandon the 
growing of strawberries and the state of Florida will lose one 
of her largest and most valuable sources of revenue.” 


TRANSPORTATION OF FRUIT BY WATER 
The Trafic World Washington Bureau 

Representatives of Pacific Coast shippers of perishable farm 
products announced in Washington this week that a conference 
would be held at Seattle, June 1, of the “all western commiitee 
on water transportation” to put the transportation of apples 
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and citrus fruits by water from the Pacific Coast ports to east- 
ern markets on a permanent basis. 

Organization of the committee was perfected recently among 
the apple growers of the Northwest by C. S. Whitcomb, vice- 
president of the California Fruit Growers’ Exchange. The ap- 
ple growers have pledged themselves to co-operate with the 
citrus fruit growers, it was said, in assuring permanent tonnage 
for steamship lines operating in the intercoastal service. 

Spokesmen for the fruit and apple growers in Washington 
say the high freight rates have driven the growers to look to 
water transportation for relief. They say 8,000 carloads of 
apples, oranges and lemons have been promised by the growers 
and the plan is to guarantee that amount of tonnage to the 
steamship: companies which will handle the cargo. 


FRUIT SHIPMENTS VIA CANAL 


The Trafic World Washington Bureau 


As a result of plans worked out in co-operation with the 
Bureau of Markets, U. S. Department of Agriculture, the Atlan- 
tic, Gulf & Pacific Steamship Company is now contemplating 
arrangements to equip the steamship Charles H. Cramp and 
adapt it for use as a practical laboratory in which the shipping 
of citrus fruits and apples from the Pacific coast to eastern 
markets by way of the Panama Canal can be studied. 

Every possible effort will be made, it is said, to equip the 
ship with up-to-date apparatus for the thorough study of the 
problems arising from this method of transportation. The cargo 
space will be divided into different compartments, in which 
various sets of conditions can be produced and controlled. It 
will also be possible to make records under variable transit 
conditions. Some factors that enter into the transportation of 
fruits and vegetables through the canal are temperature, venti- 
lation, humidity, and other air conditions. Various degrees of 
ventilation and refrigeration will be studied, 

Oranges, lemons and apples will be the principal fruits to 
be transported in the Charles H. Cramp, which will operate be- 





tween the Pacific and Atlantic coasts while the tests are being | 


made. Several of the American steamship lines are interested 
in the economical fitting out of ships to engage in the trans- 
portation of perishable fruits and vegetables by way of the 
canal to Atlantic coast pre 6 and to aS Ge Eenepe. 


CLASSIFICATION OF GRAPE JUICE 


The complaint in docket No. 12400, Armour & Co. vs. A. G 
S., Director-General, et al., in which the Welch Grape Juice Co. 
has intervened, and on which hearing was held before Examiner 
Money, in Chicago, May 20, alleges that unfermented grape juice 
should be classed as a non-alcoholic beverage in Southeastern 
a and that commodity rates should be applied accord- 
ngly. 

The complainants allege that the full fifth class rate, as ap- 
plied on fruit juices, was applied on shipments into the South- 
east from Westfield, N. Y., and that a similar rate was applied 
on shipments from Mattewan, Mich., into the same territory for 
that part of the haul south of the Ohio River. The complaint 
tyr a total of 423 cars and asks for reparation amounting to 

0,000. 

In order to prove the chemical composition of this com- 
modity, A. M. Nyquist, general superintendent of all of Armour’s 
grape juice plants, was placed on the stand by Armour’s attor- 
ney, Paul E. Blanchard. He detailed the manufacture of the 
product and asserted that only an hour or two elapsed between 
the time the grapes were unloaded from the car and the time the 
bottled juice was packed. He said that in his experience there 
had been only one time when anything had been added to the 
juice and that had been on an occasion when the grapes did not 
have the proper sugar content, necessitating the addition of a 
quantity of granulated sugar. 

Dr. Paul Rudnick, chemist, said that an analysis of the juice 
showed that it contained about the same amount of alcohol as 
ginger ale and other commodities usually classed as “non-alco- 
holic beverages.” He said his investigations had disclosed that 
there was no opportunity for the grape juice to ferment in the 
process of manufacture. The hearing will continue on June 6. 


A DELUGE OF ORANGES 
(New York Sun, May 17) 


It would appear that the East has an insatiable appetite for 
oranges, according to dispatches from Los Angeles, which state 
that the orange market has broken all previous records since 
March 31. A perfect deluge of oranges has been pouring into 
the East from California without cessation, and orange handlers 
are themselves amazed at the quantity. 

Prohibitive freight rates apparently have no effect upon the 
shipments. For nearly thirty days an average of two hundred 
carloads of oranges a day have been shipped East. The exact 
figures show that during a period of twenty-seven days 5,210 
cars have been sent out. This situation is unprecedented, ac- 
cording to operators, who point out that a shipment of two 
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hundred cars a day for even ten days has usually been followed 
by a decline in the market. But up to date, despite these record- 
breaking shipments, there is no evidence of a decline in the 
orange market. They still continue to arrive, and the public, 
like a hungry Oliver, clamors for more. 


TRANSCONTINENTAL RATE REDUC- 
TIONS 


A serious bid for some of the tonnage that is now moving via 
the Panama Canal water route is seen in the concerted move, an- 
nounced May 25, on the part of the western transcontinental 
lines to make material reductions in the rates on a number of 
commodities from the East to the Pacific coast. The proposed 
schedules are blanket rates and fourth section permission is to 
be sought so that they may be put in without revising the rates 
to such intra-mountain points as Salt Lake City, Great Falls, 
Denver and Tacoma. 

Over fifty changes are proposed in the westbound tariffs, 
among the most conspicuous of which are the rates on pig iron, 
on which the present Chicago and Birmingham rate of $1 will 
be reduced to 90 cents and on which a through rate from Pitts- 
burgh of $1.05 is planned. 

The rates to be made effective as soon as concurrence of all 
lines can be secured, according to a statement issued May 25, 
by G. W. Lane, freight traffic manager of the Southern Pacific. 

“Westbound rates have been checked to apply from points 
in Fastern defined trenseccn’‘izental territories groups “A” to “J” 
inclusive to Pacific Coast terminals only,” says the statement. 

“In addition to concurrence of eastern lines, it will be neces- 
sary to file applications with the Interstate Commerce Commis- 
sion for authority to apply the rate to the terminal points only, 
which’ involves waivure of the long and short haul clause of 
Interstate Commerce Act. 

“The rates both east and westbound are forced down by low 
rates made by the water lines operating through the Panama 
Canal between Pacific Coast and the Gulf of Mexico and Atlantic 
ports. These depressed rates are to be held to the terminal 
points only and will not be applied at points intermediate to 
Pacific Coast terminals. 

“Applications to the Commission will be prepared and sub- 
mitted as quickly as it is possible to complete the detail con- 
nected with applications of such character. 

“Where present rates are lower than those checked in, the 
lower rates will continue to apply; no changes will be made. 

“The eastbound rates checked in are as follows and will 
apply from Pacific Coast terminals and intermediate points to 
eastern defined territories, Groups A to J inclusive, and will be 
made effective as soon as concurrences are secured. These rates 
will not be made to terminal and, therefore, it is not necessary 
to make any applications to the Interstate Commerce Commis- 
sion for waivure of the long and short haul clause as is neces- 
sary under the westbound rates, which will be held to apply at 
Pacific Coast terminals only.” 


Eastbound Rates 


Present rates. New rates. 

Beans, peas, C. L., mini. 60,000 MWie...cs. cc cceccsces $1.25% $1.05 
Canned salmon, C. L., min. 76,000 Ibs......'..cssec0 1.16% 95 
Cenned goods, C. L.; condensed milk, C. L., min. es 
TM ca vataeng aay aware aA ea Giro qam bin Rha e we peels 1.20% 1.05 
Dried fruit, C. L., min. 60,000 Ibs.— 7 
nner errr rey ere er 1.66% 1.25 
ES EI EE SIENE E ES Pea Seen oem A 2.00 1,40 
Rice, C. L., min. 60,000 Ibs.— ; 
To Group TE. die alvdig a saioty ela bias acuniW aaa eee anim 1.25% 1.00 
Os eS ere ee ere ere 1.16% 1.00 

5 a geet Re ae nek cee ene Sean ok ome nen 1.08% 1.00 


Bags and bagging. burlap, gunny or jute: Import rate 65 cents, 
carload minimum weight 50,000 pounds, has been checked in from 
Pacific coast ports to Chicago and territory west. This when originat- 
ing from Calcutta, ete. 

Rate of 75 cents checked in on crude rubber, packages, carload, 
mirimum 80,000 pounds, from Pacific coast to all eastern territory_as 
an import rate applying on rubber originating in the South Sea 
Islands. 

Westbound Rates Applying to Pacific Coast Terminals Only 
Present rates range 


Group Group New 
Commodity. a | he rate. 
I OE Be. osc cimeseicsuenweanber $1.831%4 to $1.42 $1.36 
3 ee Oe rer 1.83% to 1.42 1.60 
Drags and medicines. C. Lo... .c..cccccceccess 3.08% to 2.50 2.50) 
Cotton pices waned, Co Ban... cccsseseceecs 2.08% to 1.66% 1.80 
Belting and hose, rubber, C. L........ccseee 2.66% to 2.08% 2.10 
ee Se ee ee er ere 2.25% to 1.66% 1.80 
Iron and steel, viz., bar, band and hoop; 
shingle hands; bolts and nuts; horse shoes: 
plate, sheet 11 and heavier; nails and m 
MNS A Me cla recat techn oa gt aii e aren bia aars 1.88% to 1.25% 1.05 
Pipe rods and bands, ©. Bin. ...6sscccccereces 1.83% to 1.42 1.29 
Flooring, expanded metal, C. L............-- 2.08% to 1.66% 1.29 
eee Oe ee ae ee err ere 1.83% to 1.42 1.29 
gg and forgings, rough, C. L>......... 1.83% to 1.42 1.29 
eat MO MN © Bike cic ccs cn wcencenecaes 1.83% to 1.42 1.20 
Tubing (not bent), open seam, C. L......... 1.83% to 1.25% Le 
OE OS ll ES a eee 1.83% to 1.2hle . 
ji i a a aS SEEPS eR Group “D” 1.00 to .9 pa 
Hutte andi hinses,. ©. Bac <ccs<scccecsecccdauve 1.83% to 1.42 1.39 
I:on sheets, 12 and lighter, corrugated, etc., = 
1 AIRS ei ig se RIES ete PORN 1.83% to 1.25% 1.19 
Wrought iron pipe and boiler flues, C. L.... 1.83% to 1.25% a 
Pipe, cast iron, and cast iron connections for agg 
DE Gk 500 cea pedandcekasasedsrereetts 1.83% to 1.25% (9 
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Ce a a ee ee 1.92 to 1.50 (7) 
ee Gn I, Bibi 5 e.6 ons cco ccickeoevweens 1.83% to 1.42 1.50 
Winmen Ge GUE, Cl. Lei os.csv0cscssuessesees 4.42 to 3.58% 3.00 
ee A eee ee ee wee 2.08% to 1.66% 1.75 
aoe Se ee er ere 1.83% to 1.42 1.50 
eS a ee er err 1.83% to 1.42 1.65 
Pipe fittings and connections ............... 1.83% to 1.33% 1.35 
Rlank books, envelopes, etc., C. L........... 2.08% to 1.66% 1.75 
ae OE a err re err 2.08% to 1.66% 1.75 
Paper, corrugated, lining, etc., C. L......... 1.92 to 1.50 1.65 
Paper, blotting, ete., C. Li.....+.ccccccceses 1.92 to 1.50 1.65 
Paper, ledger, bond, etc., C. L......-.ceecees 2.08% to i1.66% 1.75 
Paper, wrapping, tissue, fruit, book, etc., 

* hh) ELS EES IIE ES Nn Py ee ee 1.83% to 1.42 1.65 
Paper, toilet, nie a — Ngee 2.08% to 1.66% 1.75 
-aper, Wrapping, azed, not printed, etc., 

Pe L. pete atepsendtinn i rg ain pci te Rs ance 1.92 to 1.50 1.65 
Prepared roofing, wall board, building paper, : 

PS ee er erat to tine ee 1.92 to 1.50 1.65 
Rubber boote and shoes, C. Li. ..ccccscccsces 2.66% to 2.05% 2.30 
Ne ae ee errr rir 3.08% to 2.50 2.50 
Soca, cavstic, soda ash, etc., C. Li.......se. 1.83% to 1.25% 71.00 
Soap and washing compounds, C. L......... 1.92 to 1.50 1.40 
Saleratus, ‘bicarbonate of soda, C. L........ 1.83% to 1.42 1.25 
Tacks, shoe nails, etc., Se 1.83% to 1.42 1.50 
Twine and cordage, C. L.......ccccccccccece 1.83% to 1.42 1.30 
NS Bisco ccsin swe ances ce veicemaas 1.83% to 1.42 1.20 
isn Ge, OT Bg ice ccctonricswernowees 1.83% to 1.42 1.30 
Cn Ge Bi acne nani ncewak ceaman ame scone 1.83% to 1.25% 1.05 
Paper, toilet, paper toweling, paper table ; 

cloths and paper napkins, C. L.........-.. 2.42 to 1.83% 2.00 
Glucose syrup, molasses, etc., C. L.......... 1.83% to 1.25% 1.30 
Cyanide, crude, C. L.....scccccecccccccccces 2.00 to 1.58% 1.00 


Lard, in tank cars, westbound—From Chicago, $2.42; from Miss- 
issippi River, $2.34; from Missouri River, $2.17; from Colorado, $2.04 

Sulphate of ammonia, export rate of 70 cents, minimum weight 
69,000 pounds, from Chicago and territory west to Pacific coast ter- 
minals, when destined Asia and Oriental points, also Hawaiian 
Isiands. Present rate is 90 cents. ‘ 

Furniture rates are to be revised and rates that were in effect 
prior to March 15, subject to limited valuation requirements, will be 
restored and applied to furniture when shipped under released values, 
and some additional items will be added to the furniture groupings. 
This action complies with the request of furniture manufacturers 
that has been before the trans-continental lines for some time. 


(*)—90 cents, Group “D’” and west and $1.05 from Group ‘“B’’ 


a “ 


(**)—$1.05, not over 12 in. in diameter, min. wt. 80,000 Ibs., and 
$1.25 over 12 in., min. wt. 40,000 Ibs. 

(***)— $1.05, C. L. min. wt. 60,000 Ibs., and $1.25, min. wt. 40,000 Ibs. 

7From Group ‘“B” and west. 

The Commission had not been advised, May 26, by the trans- 
ccntinental railroads of their reported desire for fourth section 
relief enabling them to make reductions to meet competition 
through the Panama Canal. The Commission, however, received 
requests from the Arizona commission and from shippers in 
New Mexico advising that they want to be heard presumably 
in opposition. The list of commodities carried in the statement 
issued by G. W..Luce, at Chicago, is practically the same as 
the schedule C commodities over which the last great fight 
against fourth section relief was made by the intermountain 
country in 1914. 


TRANSCONTINENTAL RATES ON SUGAR 


The Trafic World Washington Bureau 


The Pacific Coast and inter-mountain country, having more 
sugar than it can use, transcontinental railroads are trying to 
restore the relationships of rates on sugar that came into effect 
as a result of the Commission’s decision of July 21, 1914, on 
the application of transcontinental carriers for permission to 
disregard the fourth section in making rates on that commodity 
from the sugar producing areas of the far west to Missouri 
River points and Chicago. In that case the Commission, using 
the New Orleans-Chicago rate as the base, authorized the apply- 
ing carriers to establish a rate from the coast to Chicago 25 
cents higher than the New Orleans-Chicago rate. At Missouri 
River points they were authorized to establish rates 23 cents 
higher than the rate from New Orleans. 

In Supplement No. 5 to his eastbound Tariff No. 3-0, I. C. C. 
1087, effective June 27, R. H. Countiss has proposed reductions 
in rates from transcontinental groups of origin to destination 
as far east as Chicago rate points, which, in his opinion, will 
nearly restore the relationships. If allowed to become opera- 
tive, the reductions, it is believed, will inject factors into the 
sugar rate adjustment that will stir up the industry as much 
as it was stirred in 1914, when the Pacific Coast beet sugar pro- 
ducers and cane refiners induced the railroads serving them to 
give them a helping hand to pry open the door to the market 
which Atlantic and gulf port refiners had theretofore divided 
with the beet sugar producers of the middle West. 

Another factor tending to put the situation on edge, it is 
believed, is the proposal of the eastern trunk lines to make rates 
on raw sugar from Atlantic ports to the beet sugar factory 
at Marine City, Mich., which, if allowed to become effective, will 
Tesult in putting the beet factories of the central territory into 
Competition with the cane sugar refiners at the ports, in buying 
Taw sugar in the markets of the world, and in the distribution 
of the refined product in the richest consuming market outside 
of the fringe of big cities on the Atlantic seaboard. 

Inasmuch as a tenth of a cent per pound is a determining 
factor in the sugar market when it is not a seller’s market, 
changes of a few cents per 100 pounds in the rates are of more 
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significance than might be suspected by shippers of other com- 
modities in which the margin is wider. 

The proposed supplement carries rates on 60,000 and 80,000 
minima. On the 60,000 minimum the supplement proposes to 
reduce the rate from San Francisco to Chicago from $1.095 to 
97 cents, a reduction of 12.5 cents per 100 pounds. On the higher 
minimum the proposal is to cut the rate of 93.5 cents to 85 cents, 
a reduction of 9.5 cents. 

On the 60,000 minimum the proposal is to cut the rate from 
San Francisco to Missouri River points, Kansas City and Omaha 
from $1.025 to 96 cents. That makes a difference of 1 cent, 
Missouri River under Chicago. The Missouri River was for- 
merly 7 cents over Chicago from the Pacific Coast. 

At the time this was written the rate from New Orleans to 
Chicago was 61 cents, thus making a spread between the present 
New Orleans-Chicago rate and the San Francisco-Chicago rate 
36 cents on the lower minimum. That, of course, is greater than 
the 1914 spread, authorized in 31, I. C. C. 511, but the volume 
of the rate is not much, if any greater than in that year, when 
the rate from New Orleans to Chicago was only 23 cents. The 
transcontinental carriers in that year were authorized to make a 
rate of 48 cents from San Francisco to Chicago and 55 cents to 
Missouri River points. 

The rates mentioned are merely typical. The supplement 
carries rates to all the groups as far east as the west bank of 
Lake Michigan and that part of Official Classification territory 
to which Chicago rates apply. 

A triangular fight is likely to grow out of the proposals 
by the eastern trunk lines and the transcontinental roads with 
regard to the proposed rates. All refiners of cane sugar are 
expected to oppose the proposal to make new rates on “raw” 
sugar. Beet sugar producers in the central part of the country 
are expected to set their faces against efforts of the Pacific coast 
sugar people to restore, as near as possible, the relationship 
of rates prescribed by the Commission in 1914, when the Commis- 
sion, in answer to fourth section applications, allowed the trans- 
continental carriers to establish rates to Chicago 25 cents over 
the rate from New Orleans, and at Missouri River cities 23 cents 
over New Orleans. The other side of the triangle is expected 
to be occupied by beet sugar men clamoring for rates on raw 
sugar to their factories. 

Reductions in rates on sugar in the early part of the sum- 
mer are unusual. The adjustment of 1914 was made in July of 
that year but that year was unusual, the customs tariff revision 
of the preceding year having given the industry a considerable 
amount of agitation, especially the beet sugar producers and 
the cane-growers in Louisiana and Texas. The demand for sugar 
in the summer is usually so strong that applications for reduc- 
tions in rates are not pressed. 

The various percentage increases in the last seven years 
have put all rates greatly out of line with what they were in 
1914. Disappearance of the seller’s market has made it desir- 
able for the traffic managers to help the sales managers by pro- 
curing, if possible, changes in rates so as to enable the last men- 
tioned to do business, in competition, at points where, while it 
was a seller’s market, they could sell their product regardless 
of the difference in rates. 





PAYMENTS TO CARRIERS 


The Commission has issued the following additional partial 
payment certificates: Chicago & Northwestern, $800,000; York 
Harbor & Beach, $15,000; Denison & Pacific Suburban, $15,900. 
The Commission issued a certificate under section 204 to the 
Apalachicola Northern for $18,000 as reimbursement in part of 
that carrier’s deficit during federal control. 

The Commission has issued a certificate under Section 204 
of the transportation act to the Dayton, Toledo & Chicago for 
$27,313.36. It found that the carrier had incurred a deficit of 
$127,313.36 during federal control, but that the company owed 
the government $100,000, leaving the amount certified payable. 

The Commission has issued partial payment certificates to 
the Michigan Central for $260,000; Nezperce & Idaho, for $6,000; 
Mount Hope Mineral, $4,000; Peoria & Pekin Union, $55,000; 
Peoria Railway Terminal, $87,000; Louisville Bridge & Terminal, 
$150,000. 

The Commission has issued a certificate in favor of the Nez- 
perce & Idaho Railroad Company for $21,109.43 as the amount 
due that company for reimbursement of the deficit it incurred 
during federal control. 

Acditional partial payment certificates have been issued by 
the Commission as follows: Detroit & Mackinac, $50,000; Mary- 
land & Pennsylvania, $15,000; Frankfort & Cincinnati, $12,500; 
Leavenworth Terminal & Bridge Company, $18,000. Certificates 
were issued to the Deering Southwestern for $40,221.64 and to 
the Cairo, Truman & Southern for $32,672 in reimbursement of 
their deficits during federal control. 





LOAN TO T. ST. L. & W. 
The Commission has approved a loan of $692,000 to Walter 
L. Ross, receiver of the Toledo, St. Louis & Western, to aid 
him in providing the road with equipment and other additions 
and betterments, 
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LOSS AND DAMAGE CLAIMS 


(Eleventh of a series of articles for The Traffic World, by C. H. 
Dietrich.) 

Since the last article of this series was written there was 
held, in Chicago, the annual meeting of the Freight Claim Di- 
vision of the American Railway Association. One entire day 
was given up to the discussion of ways and means of further 
reducing loss and damage claims. 

This claim prevention day session proved most interesting, 
and while the figures covering the loss and damage payments 
for the year ended December 31, 1920, which were released at 
this meeting through the American Railway Association, showed 
an estimated amount of $109,000,000.00, which on its face indi- 
cated an increase in claim payments over the previous year of 
between four and five million dollars, it was demonstrated that 
the payments made during the year 1920 included a great bulk 
of ‘claims that accrued during the years 1918 and 1919, in addi- 
tion to which there was an abnormal number of loss and dam- 
age claims brought about by the long drawn out strike of switch- 
men throughout the country, beginning April 1, 1920. The dis- 
cussions at this session developed the fact that greater efforts 
are probably being put forth today, through substantial claim 
prevention organizations on the individual lines, and through 
concerted action on the part of the American Railway Associa- 
tion, working through the organization set up for that purpose 
within the Freight Claim Division, together with the co-opera- 
tion of shipping organizations and individual firms, than ever 
before, and the reports received from individual lines indicate 
a tremendous falling off in claims presented, both in numbers 
and in the amount involved in dollars and cents. 

The falling off in traffic would naturally be responsible for 
a great reduction in claims, even though no efforts were being 
put forth to relieve carriers of this burden, but the decrease 
in claims filed represents many times the decrease in traffic, 
and it is confidently expected that when all of the plans that are 
now under way reach fruition, the railroads of this country will 
never again allow the wastage through this course to reach any 
such figures as those representing the loss and damage pay- 
ments during the past two years. As we have so ofien stated in 
these columns, any improvement in this situation, by which the 
carriers benefit, will coincidentally benefit the shipping public 
in no less a degree. 

One of the most valuable points developed at the first gen- 
eral claim prevention meeting, which was held in Chicago last 
November, and which was further elaborated upon at the meet- 
ing just held, was the organization on the individual lines of 
separate claim prevention bureaus, with a special claim pre- 
vention officer in charge; and the reports received last week 
indicate that something over 50 per cent of the lines today 
have an organization of this sort started. It will be only a short 
time, in my judgment, until these claim prevention organiza- 
tions, and the officers in charge of them, will be as well known 
to the shipping public as the freight claim agent has been here- 
tofore. Undoubtedly great good will flow from shippers, who 
develop a chronic trouble resulting in claims. They may take 
up the matter with the prevention officer in charge on the line 
at fault, which will afford prompt action toward a correction of 
the condition that is responsible for the trouble. When this 
course of action becomes general, it is certain that there will be 
great opportunities for clearing up situations that at present are 
burdensome to carrier and shipper alike, and my prophesy is 
that any shipper discovering a bad condition on a line patronized 
by him, who takes the matter up with the proper prevention 
officer and secures immediate results, will not hesitate there- 
after to take up direct any such instances that may come to his 
knowledge. This plan will expedite the handling of such mat- 
ters wonderfully. 

Under the old plan of operation, a condition responsible for 
claims would not be noticed nor taken into account until the 
claim burden itself became heavy enough to call attention to 
the situation through the freight claim office. Usuaily several 
months would have elapsed, during which time the claims were 
accruing continually. 

In order that everyone concerned with the prevention of 
freight claims might have a chart indicating the principal com- 
modities on which claim payments were made during the year 
1920, and the principal causes responsible for the claims, a table 
was prepared and distributed by the Freight Claim Division, 
which is shown below. The figures contained in this chart are 
partially estimated, but are accurate for all ordinary purposes 
so far as analyzing the claim situation is concerned. They give 
one a splendid idea of the commodities that are costing the 
most from a loss and damage viewpoint and likewise show the 
causes thai are largely responsible for this condition. The value 
of this chart to claim prevention organizations is immediately 
apparent in that it indicates along what general lines their cam- 
paign of prevention should be directed. It will prevent organiz- 
ing a great movement for preventing a cause that is responsible 
for one or two per cent of all claim payments, while other 
causes, that might be followed up with profit, are causing from 
10 to 15 per cent of all claim payments. The chart is valuable 
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to the shipper as well in that he can seek out the particular 
traffic he originates or receives and get a fair idea of what pro- 
portion the loss and damage to it bears to the whole. 

The spirit of co-operation and assistance that has been 
shown by the shippers’ organizations and individual firms, 
through their traffic representatives, is most encouraging and 
the claim prevention people connected with carriers are not over- 
looking this important feature in planning their future activi- 
ties, realizing full well that while the great burden of claim 
prevention rests upon their own shoulders, their efforts will be 
greatly facilitated by the assistance rendered them through 
these various sources. 

ESTIMATED NET PAYMENTS ACCOUNT PRINCIPAL CAUSES 

AND COMMODITIES BASED ON PARTIALLY ESTIMATED 


FREIGHT LOSS AND DAMAGE EXPENDITURES OF $109,000,000 
BY CLASS I CARRIERS FOR YEAR 1920. 





Commodities. Per cent. Amount. 
I I 6 cr dicaecccncacxkelctoenenees 3.5 $ 3,815,000 
2. Clothing, dry goods, etc......... pie ate aaa we 10.0 10,900,000 
S. BUtter QM GRITTY PYOGUCES . ...p.cccccvecccesas 1.0 1,090,000 
i Reyes ae ee ner ree 1.1 1,199,000 
&. Preau fruits and vegetables. .....csceccesscee 10.5 11,445,000 
Se eer eT ae 3.7 4,033,000 
7. Meats, packing house products, etc.......... 3.3 3,597,000 
BR, Bee, SORUMOT GO WEEE once vc cicccccswsensses 0.6 654,000 
eee ie ola ae Sewn hao © a.0. «618 ape Seer awe 5.8 6,322,000 
Be Dee GE MAE DEOEMCLS 6 vc.ciceccccccesseseae 3.7 4,033,000 
RPO ne rrr eee 3.2 3,488,000 
ee No orci ain aac aig a ciaiioy wr arese alae a Bal ane 2.9 3,161,000 
pe re 1.1 1,199,000 
14. Tobacco, cigarettes and cigars .............. 2.8 3,052,000 

is ED Acdle ns G Nie ek a ain ous ARSE BE Waa Se bd wieidar ahaa 1.4 1,526,000 
OT re rere 3.5 3,815,000 
Bes SE, MED cinccesscssiocecesas castee ner 1.4 1,526,000 
18. Glass, glassware and crockery .............. 2.6 2,834,000 
a ee ee re 1,199,000 
/ eS Se FO ere 1.5 1,635,000 
21. Automobiles and accessories................- B.1 3,379,000 
22. Agricultural implements, etc. .........ccees- 0.7 763,000 
Be. GOUOG.,. TUE, BWOMBEEP, GEE. ccc iccccaesccccees 1.6 1,744,000 
Se fe ee ee are a eee 3.4 3.706, 000 
25. Lumber and forest products ........ccscvses 1.2 1,308,000 
i I OI, 6-8 ba cicicnrs cca ews -ccsencnenmns 4.7 1,853,000 
PO ea ee Pe ee 0.8 872,000 
38. Machimery amd HArGware .....cecccrcceseecs 2.6 2,834,000 
ee I i oa in ca cc Oa ee ccuk bee ode e me 1.1 1,199,000 
BO. CE GUE COMTOCEIOMS 6 occ ccc ccccccsccccces 2.4 1,199,000 
31. Silk (raw and manufactured) ............... 1.0 ° 1,090,000 
re rr ere 0.3 327,000 
BS. Bh GEMOP COUAMIOTIEIOD occ oc cccesccvictccccscese 16.4 17,876,000 
St, BEORIOOU «CHOFBES  ocioicckc cceccsescncsens 0.3 327,000 

ia ie TS Se al ia a hl 51.9 $56,571,000 

I SN a cis Oe Karerkee nbake meee 48.1 52,429,000 

NE TN do cie aia aie dine iaigla Simic’ oes pte $109,000,000 

Causes. Per cent. Amount. 
A—Unlocated loss entire package............... 15.6 $17,004,000 
B—Unlocated loss other than entire package.... 9.1 9,919,000 
ee eer re 15.2 16,568,000 
eT ON eee eee ee 13.2 14,388,000 
De a era 2.8 3,052,000 
F'—Defective or unfit equipment ................ 9.6 10,464,000 
G—Improper refrigeration or ventilation ....... 1.8 1,962,000 
H—Freezing or heater failure................... 4.7 1,653,000 

aaa a ai at algo AN ngs Sah Slaat acai aiele 7.2 7,848,000 
J—Robbery entire package .......cccccccccccses 3.5 3,815,000 
K—Robbery other than entire package ......... 6.8 7,412,000 
pe ee eer rrr 1.4 1,526,000 
DEON GOUNIRS ooo ccc ticecesesescesses 1.8 1,962,000 
NN 5 alacant ca ai giles panies OSS beak Cie acksa os Wiac Bhar eie Ge 7.0 7,630,000 
O—Fire or marine loss or damage............... 1.5 1,635,000 
oe ee ere 1.8 1,962,000 


PI I ie amie ie aS is Se ae $109,000,000 


In addition to the claim prevention program, which occupied 
one entire day, the Freight Claim Division spent two additional 
days in the transaction of their routine business, election of 
officers for the ensuing year, etc. 

An article of this kind, treating of the loss and damage 
situation in its entirety, would hardly be complete without some 
reference being made to the organization which was known for 
thirty years as the Freight Claim Association, and which but 
recently decided to voluntarily amalgamate with the American 
Railroad Association as a separate division, which action was 
finally ratified at the meeting just held. 

Previous to the organization of this association, the adjust- 
ment of freight claims was a matter handled independently by 
each line, with no uniform practices in effect and no machinery 
whereby uniformity could be adopted. In March, 1892, the first 
annual meeting of the Freight Claim Association was held at 
Chicago and a national organization was formed. The principal 
purpose of this body originally was to provide uniform prac- 
tices in connection with the distribution of interline claim pay- 
ments between the interested carriers. The founders of this 
organization had foresight enough to make the rules and rulings 
laid down by the association mandatory upon its membership, 
and for many years this Freight Claim Association was the 
only body of its kind in the railroad world the rules of which 
were mandatory. 

As time passed, the scope of the association’s activities 
broadened out. The coming together each year of practically 
every freight claim representative in this country enabled the 
exchange of valuable ideas and the increased amount paid for 
loss and damage freight very naturally led these freight claim 
officers toward the problem of claim prevention, until] at the 
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present time the association is devoting a comparatively small 
portion of its energies toward the distribution of claims between 
carriers, aS compared to its efforts along the lines of claim pre- 
yention and the prompt and proper adjustment of claims as be- 
tween carrier and shipper. 

To the layman, unfamiliar with the intricate problems that 
arise in connection with the fair and equitable distribution of 
interline claims between interested carriers, there would seem 
to be very little necessity of a national organization such as 
the old Freight Claim Association to handle a proposition of 
this kind, but it would not require any great amount of investi- 
gation in any freight claim office to open one’s eyes to the num- 
perless difficulties any ordinary line encounters in adjusting 
their paid claim account with their connections. It will un- 
doubtedly surprise readers, not familiar with this feature of 
claim work, to know that there are in excess of 100 mandatory 
rules that have been adopted by the Freight Claim Association, 
all bearing directly on the distribution of paid claims between 
carriers. In other words, there is a rule in effect to take care 
of every possible situation, all based originally on the broad 
grounds of fairness and the likelihood of loss or damage to 
have occurred with the various carriers handling the freight. 
These various rules and rulings are constantly being amended 
at the annual sessions of the association. In order to provide 
for any disputes that may arise between member carriers, arbi- 
tration committees are elected from year to year and for a 
nominal fee a line carrying a claim in its unadjusted account, 
which it is unable to distribute on account of differences of 
opinion with respect to either the facts involved or the inter- 
pretation of the proper rules, may have the claim submitted to 
the arbitration committee for its decision. 

These rules for the distribution of claims between carriers 
are very interesting and in a future article I will undertake to 
explain at least the more important ones as they are applied 
today by the various member lines. 

Perhaps no rule ever adopted by the Freight Claim Asso- 
ciation had a greater influence toward the expediting of settle- 
ments between carrier and claimant than the one involving the 
principle of direct investigation, which, in plain English, pro- 
vides for any freight claim office in the country taking up direct 
with the agents or officers of any other carrier in securing the 
facts concerning a claim presented. Under the old plan of in- 
vestigating claims, it was the practice for the line against which 
claim was filed to investigate the handling over its rails and 
then transmit the entire file of correspondence to iis next con- 
nection. They in turn investigated the handling over their rails 
and passed the file along to their next connection. After this 
long drawn out procedure was completed, the file would be 
passed back through each interested claim office to the origi- 
nating office and only then was an adjustment made with the 
claimant. This process of investigation resulted in intermin- 
able delays in the adjustment of the claim. 

Under the plan adopted, whereby direct investigation is 
provided for, the claim office receiving the claim is at liberty 
to take up direct with any agent or officer interested, and by 
writing to all of them immediately upon claim being filed, it is 
not unusual to receive a report of the facts concerning the 
handling of a shipment moving from coast to coast wtihin a 
comparatively short period of time. With these facts before 
him, the claim officer is in a position to adjust the claim so far 
as the claimant is concerned, and the distribution of the amount 
between the carriers handling it is likewise expedited. 

Many other features of claim work, similar to this, have 
been promulgated through the Freight Claim Association. While 
there is no question but that in many individual instances claim 
settlements at the present time are delayed to what seems an 
unreasonable degree, so far as claimant is concerned, these 
delayed payments are the exception to the rule and the records 
of almost any freight claim office will show that the great bulk 
of our freight claims today are adjusted within a comparatively 
short space of time. This is particularly true where the claim- 
ant uses a little extra effort in presenting the claim as it should 
be presented, supported by the necessary documents. 


LOAN TO PENNSYLVANIA RAILROAD 


The Commission has approved a loan of $5,700,000 to the 
Pennsylvania Railroad Company to enable the carrier to meet 
its maturing indebtedness. The money will be used in meeting 
the maturity of $764,900 of Cornwall & Lebanon Railroad Com- 
Dany first mortgage 4 per cent bonds, due April 1, 1921, and 
$5,093,000 of Philadelphia, Wilmington & Baltimore Railroad 4 
ber cent stock trust certificates, due July 1, 1921. The company 
Will finance $157,900 of the maturities. 


COMMISSION’S ANNUAL REPORT READY 

_ The Commission has announced that the printing of the 
thirty-second annual report on the statistics of railways in the 
United States for the year ended December 31, 1918, has just 
een completed, but that it is not practicable for the Commis- 
sion to make a general free distribution of this report. Copies 
May be purchased from the Superintendent of Documents, Gov- 
frament Printing Office, Washington, D. C. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


Liability of Carrier for Injury to Sample Scales in Trunk: 

(Court of Appeals of Georgia, Div. No. 1.) In action in 
justice court for damage to sample scales bolted in steel banded 
trunk, evidence held sufficient to authorize recovery on theory 
of rough handling.—Hines, Director-General, vs. Edwards, 106 
S. E. Rept. 747. 


DELAY IN TRANSPORTATION OR DELIVERY 


Federal Rule of Damages Governs in Action for Delay in Trans- 
mission of Telegram Between Two Points in State by Route 
Through Another State: 

(Supreme Court of Alabama.) In an action for delay in de- 
livery of death message involving issue as to whether the mes- 
sage was an intrastate or an interstate message, the court will 
take judicial notice of the physical location of the sending point 
as situated in relation to the receiving point—Western Union 
Telegraph Co. vs. Beasley, 87 Sou. Rept. 858. 

If the federal law in its chosen field of operation will be 
frustrated, and its provisions refused their natural effect by the 
state law, the state law must yield to the superior authority of 
the federal law within the sphere of its delegated and assumed 
authority, and, if the state law has such direct and incidental 
effect on the enforcement or the abeyance of the federal law, 
the state law can have no validity.—Ibid. 

The transmission of a telegram from one point in the state 
to another point in the state by a route taking it outside of the 
state held interstate commerce within the Carmack amendment 
(U. S. Comp. St., pp. 8604a, 8604aa), and act June 18, 1910, p. 7, 
and not intrastate commerce, where the message could not have 
been transmitted wholly within the state without a physical 
change in the arangement of the system of wires and the addi- 
tional services of another operator, so that the rule of damage 
in action for negligent delay in delivery was the federal, and 
not the state, rule—Ibid. _ 

Liability of Carrier for Damages Resulting from Delay: 
(Supreme Court of Appeals of Virginia.) Instructions are no 

part of the record in action at law unless made so by bill of 

exceptions or certificate in accordance with the statutory re- 

quirements on that subject (Acts 1916, c. 416, now Code 1919, p. 

6252; Acts 1916, c. 406, now Code 1919, p. 6253), and instructions 

could not be certified after sixty days under Code 1919, p. 6341, 

which merely authorizes selections from the record as already 

completed.—New York, P. & N. R. Co. vs. Chandler, 106 S. E. 

Rept. 684. 

Loss for consequential damage which shipper suffered of 
the whole of the value of potatoes by reason of his loss of the 
sale of them which he had made at a stipulated price, caused 
by negligent delay in the transportation, followed by the subse- 
quent conversion of the goods by the. wrongful sale of them by 
the terminal carrier, was within the operation of the Carmack 
amendment (U. S. Comp. St., pp. 8604a, 8604aa), which makes 
the initial carrier liable for any loss, damage, or injury to such 
property, etc.—Ibid. 

If damage results from failure, without good cause, to de- 
liver goods at their destination within a reasonable time, the 
carrier is liable for such damage, since the law implies a con- 
tract that goods shall be delivered within a reasonable time in 
absence of special agreement.—Ibid. 

Where a delay in the transportation has caused the loss of 
a sale at a stipulated price, such delay is the proximate cause 
of the loss to the shipper of the full value of the goods, where 
the subsequent action of the carrier in the wrongful sale 
of the goods has prevented the plaintiff from himself selling 
the goods on the market or taking any other steps to minimize 
the damage which he has suffered.—Ibid. 


The Carmack amendment (U. S. Comp St., pp. 8604a, 8604aa) 
does not make the initial carrier liable for a loss of or injury 
to goods proximately caused by the conduct of a succeeding car- 
rier while occupying the relationship of warehouseman.—Ibid. 

Where shipper consigned goods to himself to be delivered 
to third person on the shipper’s order, refusal of such third 
person to receive the goods when he had no written order from 
the shipper authorizing delivery to him did not terminae car- 
rier’s liability as a carrier, or render it only liable as a ware- 
houseman thereafter, since on such refusal the shipper became 
the unconditional consignee, and as such was entitled to notice 
of arrival of the goods and a reasonable time thereafter within 
which to make other disposition thereof so as to have them 
taken from the carrier’s hands.—Ibid. 

In an action to recover the value of potatoes shipped by 
plaintiff and wrongfully sold by terminal carrier, which defend- 
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ant claimed was holding them as a warehouseman, evidence 
held sufficicnt to sustain finding that four days given plaintiiff 
within which to make disposition of the goods at point of des- 
tination was not a reasonable time, and defendant was not ab- 
solved from liability as carrier.—Ibid. 

Evidence held sufficient to support a finding that there was 
unreasonable delay in the transportation of potatoes, and that 
such delay caused the loss of a sale thereof by the shipper.— 
Ibid. 

When evidence of unusual delay is adduced, a prima facie 
case of negligence is made out, and the burden then devolves 
on the carrier to explain the delay, and to show it arose from 
some other cause than the defendant’s negligence, or that of 
its agents or servants.—lIbid. 

Where shipper lost sale of goods under contract through 
carrier’s negligent delay as to a shipment wrongfully sold by 
the carrier, the jury properly estimated the damages on the 
basis of the price the shipper was to receive under the contract 
of sale, instead of following the general rule that the measure 
of damages for loss of entire value of goods occasioned by delay 
in transportation is the market value of the goods at destination 
when delivery should have been made, plus other proximate 
damage, where the contract price was less than the market 
price, though bill of lading provided that loss should be com- 
puted on basis of value of property at place and time of ship- 
ment.—Ibid. 

A provision in a bill of lading, “Property not removed by 
the party entitled to receive it within 48 hours (exclusive of 
legal holidays) after notice of its arrival has been duly sent 
or given may be kept in car, depot, or place of delivery of the 
carrier, or “‘warehouseman, subject to a reasonable charge for 
storage and to carrier’s responsibility as warehouseman only,” 
held not to change the established rule that, where the goods 
are not accepted, the liability of the carrier as carrier under 
the Carmack amendment cocs not ccase until the expiration 
of a reasonable time for the removal of the goods after the 
giving of the notice to the party entitled to reccive them, espe- 
cially where the Carmack amendment, as amended by the first 
Cummins amcndment (U. S. Comp. St., pp. 8592, 8604a) was in 
effect.—Ibid. 

BILLS OF LADING 


Bank Guilty of Conversion of Grain, Evidenced by Bill of Lading 
Containing Indorsement Dependent on Knowledge of Mean- 
ing Thereof: 

(Supreme Court of Nebraska.) Under rules of the Omaha 
Grain Exchange, when a car of grain is sold and the bill of 
lading is assigned, the buyer issues a receipt stipulating that 
title shall remain in the seller until the grain is paid for, and 
a notation of the issuance of the receipt is stamped upon the 
till of lading, thereby giving notice to exchange members that 
negotiation of the bill of lading is prohibited until the seller is 
paid. Held, that a bank to which a bill of lading bearing such 
notat’cn is indorsed, with accompanying draft, for deposit and 
erecit, ard through which the said paper is negotiated and the 
grain wrengfu'ly sold, is liakle to the owner for conversion, if 
knowl-cge on the kank’s part of the meaning of said notation 
end cf the cxehange 1ulcs is Cirectly shown or can reasonably 
be inferrcd from its previous experience and dealings.—Stand- 
erd Gra‘n Co. vs. State Bank of Omaha, 182 N. W. Rept. 507. 

Evidenee examincd, and held that the appellant bank was 
shown to have had knowledge of the meaning of the respective 
notaticn upon the bills of lading and was therefore put upon 
inquiry and chargeable with notice of the appellee’s title to the 
grain.—Ibid. 

The fact that a bank acts as agent for the collection of a 
draft with bill of lading for grain attached, and not as pul- 
chaser thereof, will not relieve it from liability to the owner 
of the grain if, from a notation appearing on the face of the 
bill of lading, the bank, under the circumstances of the case, is 
chargeable with knowledge that its principal is without author- 
ity to negotiate it.—Ibid. 

Subsequent Transfers of Bill of Lading—New Contracts Gov- 
erned by Law Where Made: 

Subsequent transfers of a bill of lading constitute new and 
independent contracts which are governed by the law of the 
state where made.—Ibid. 


CARRIAGE OF LIVE STOCK 


Liability for Shortage Due to Confusion in Loading: 

(Supreme Court of Iowa.) In an action to recover from a 
carrier the value of two steers lost in transit, evidence that 
plaintiff's steers were loaded from the same stockyard as an- 
other shipment on the same day, that the numbers in each car 
as stated in the waybill were given by the shippers, and that 
on arrival at destination there was a shortage of two steers in 
cars containing plaintiff’s stock, but two more steer than were 
shown by the waybill for the other shipment, held to show that 
the shortage was caused by confusion in loading the cars, for 
which the carrier was not liable.—Bolton vs. Chicago & N. W. 
Ry. Co., 182 N. W. Rept. 374. 





Personal Notes 





R. A. Trovillion has been appointed assistant genera] 
freight agent for the Illinois Central at Chicago, vice H. & 
Powell, who has resigned. 5 

William H. Luden has resigned his position as assistaat 
traffic manager for William H. Luden, Reading, Pa., in order to 
become traffic manager for the Cumberland Chamber of Com. 
merce, Cumberland, Md. 


DOINGS OF THE TRAFFIC CLUBS 


The members of the Transportation Club of Louisville made 
a tour of the Louisville & Nashville Railroad Company’s ter. 
minals in Louisville, May 26. These tours are made period- 
ically so that the members of the club may acquaint themselves 
with the industries along the terminal lines. 





According to the usual custom two tickets have been nom- 
inated as officers of the Traffic Club of Pittsburgh, one by the 
nominating committee and the other by members of the club. 
That of the nominating committee is as follows: President, 
George A. Buse; vice-presidents, H. H. Gray, C. P. Parker, and 
S. Y. Baldwin; secretary, E. A. Hynes; treasurer, J. F. Con- 
stans; governors, Don M. Crawford, D. H. Amsbary, Robert Al- 
len, E. M. Wagner, and W. T. Lowe. Those nominated by the 
members are: President, George A. Buse; vice-presidents, W.J 


_ Gemeiner, C. P. Parker, and Wm. M. Councill; secretary, W. J. 


Herman; treasurer, J. F. Constans; governors, Don M. Craw- 
ford, W. H. Spilker, Fred M. Garland, W. F. Morris, Jr., and 
H. A. Cochran. Election will take place at the annual meet- 
ing, June 13. 





The annual barquct of the Traffic Club of Erie was held at 
the Lawrence Hotel, May 19. The speaker for the evening was 
Hammond Talbot, vice-president of the Williams Steamship 
Company, Inc., New York. His subject was “Water Transpor- 
tation,” and in the course of his talk he strongly urged the re. 
peal of the LaFollette seamen’s act and the abolition of Pana- 
ma canal tolls for American vessels. 





A unit of the Traffic Group of the National Retail Dry 
Goods Association has been formed at Baltimore. Mr. Bern- 
heimer, of Bernheimer Brothcrs, was elected chairman; T. A. 
Fleischman, of Hutzler Brothers, vice-chairman, and J. W. 
Mehling, secretary. The committee on express is as follows: 
Clinton Kinnemon, of Bernheimer Brothers; H. E. Lazarus, of 
F. Lazarus Brothers, and T. A. Fleischman. The members of 
the freight committee are: M. McGuire, of A. A. Brager; ©. 
Barrett, of A. Eisenberg Co.. and Norman L. Hanson. of Cahn, 
Coblens Co. Meetings will be held on the first Thursday of 
each month. 





The Traffic Council of the Rochester Chamber cf Commerce 
entertained £3 members of the Syracuse Traffic Club May 18. 
Robert B. Woodward, sccretary of the Rochcster Chamber of 
Commerce, welcomed the visitors and the response on behaff 
of the Syracuse Traffic Club was given by Prof. C. L. Rapier. 
Arrangemcnts are being made for a return visit to Syracuse by 
the members of the Rochester organization. H. C. Stanton, 
general freight and passenger agent for the Rochester & Syra- 
cuse Railroad, has invited the Rochester traffic men to be his 
guests on such a trip. 

A. C. Holmes, traffic manager for the Empire Refineries, 
Inc., Tulsa, was appointed president for the Transpertation Club 
of Tulsa, at a called meeting of the board: of governors, May 
23, succeeding J. A. Bernier. A. G. Briggs, traffic manager, 
Transcontinental Oil Co., Tulsa, succeeds Mr. Holmes as dire: 
tor. 





Several Blackfeet Indian chiefs were guests of the Chicago 
Traffic Club of Chicago at their luncheon at the Hotel La 
Salle, May 21. 





J. H. Beek, executive secretary of the National Industrial 
Traffic League, will be the speaker at the meeting of the Mi 
almi Valley Traffic Club, at Middletown, Ohio, June 6. 





At the organization meeting of the Marion, O., Traffic Club, 
held May 12, the following officers were elected: President, 
H. E. Stiffier, traffic manager, the Marion Steam Shovel Com 
pany; vice-president, D. R. Biggert traffic manager, the Osgo0 
Company; secretary, W. R. Aukland, assistant traffic manageée!, 
the Marion Steam Shovel Company; treasurer, S. D. Ross, traf- 
fic manager, the Huber Manufacturing Company. The June 
meeting will be open to all Marion’s traffic friends, and the e* 
ecutive board promise some good talks from invited guests. 
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TRANSIT PRIVILEGES ON STEEL 


A charge of discrimination against Greenville, Pa., in favor 
of other adjacent locations, on rates on fabricated steel articles 
was the basis for the complaint in docket No. 12396, Chicago 
Bridge & Iron Works, Greenville, Pa. vs. Erie, Director-General, 
et al. hearing on which was held before Examiner John T. Money 
in Chicago, May 14. According to Stephen A. Poyer, the alleged 
discrimination arose out of the joint use of paragraphs C and E 
in Rule 11 of Erie tariff I. C. C. 5983. 

The first of these paragraphs, he said, provided, in substance, 
that the Pittsburgh rate would be applied on material originat- 
ing at Pittsburgh, fabricated at Greenville and shipped to trunk 
line territory and the East, and, standing alone, would have been 
an equitable rule to apply. It was qualified, however, by para- 
graph E, which said that “in no case shall final adjustment be 
made on any rate less than the local rate from point of origin 
to the fabricating station, plus the charge for fabrication, nor 
on any rate less than the lawful rate from the fabricating station 
to ultimate destination, plus the charge for fabrication.” Para- 
graphs C and E used in connection with each other make either 
the Pittsburgh or the Greenville rate apply, according to which 
of the two is higher, said Mr. Poyer. 

The Chicago Bridge & Iron Works, the witness said, ships 
steel from its Pittsburgh branch to itself at Greenville for par- 
tial assembly into building units. It then ships them to itself 
at the location of the construction job in which these units are 
to be used. A great deal of this material has been shipped to 
New York, where, under the rules, the Greenville rate of 42 
cents was applied, instead of the Pittsburgh rate of 38 cents. The 
complainant thinks that rule should be changed so that the Pitts- 
burgh rate will apply on all transited shipments, and pointed out 
that such a change would result in a number of increases as well 
as decreases in the through rate. 

In support of his allegation of discrimination, Walter E. Mc- 
Cornack, attorney for the complainant, pointed out that the Pitts- 
burgh rate applies to steel material fabricated at Meadville, a 
point intermediate to New York from Greenville, and that the 
steel from Pittsburgh to New York passes over exactly the same 
rails regardless of whether it is fabricated at Greenville or at 
Meadville. 

Marion B. Pierce, attorney for the Erie, through his witness, 
G. A. Lantz, general freight agent of that road, put in evidence 
a complete history of the transit rules in question, which he in- 
sisted had been originally an emergency measure. He said that, 
even at present, these rules were a concession on the part of the 
railroads and pointed out that a combination of the locals from 
Pittsburgh to Greenville and from Greenville to New York would 
result in a rate of 52% cents, whereas the 42-cent transit rate 
plus the charge for fabrication of 3% cents gave the shipper a 
rate which was 7 cents lower. Points to the west, such as 
Youngstown and Sharon, Mr. Lantz said, shipped under the same 
rules. He also asked the Commission to give some attention to 
the fact that the rules were in effect seven years before any com- 
plaint was made. 


NEW YORK RATES ON COAL 
The Trafic World Washington Bureau 


An informal conference was held by the Commission’s sus- 
Pension board on May 24, on tariffs filed by the anthracite coal 
carrying roads, effective June 1, in which they seek to make 
operative a readjustment of rates on anthracite coal, from prac- 
tically all points of origin to all destinations in New York state 
between Albany on the east and Buffalo on the west, which 
are served by the New York Central as the delivering line. The 
tariffs to all the important destinations, except two, are served 
by the New York Central. That road stood out as the advocate 
of the revision, although all it will get out of the tariffs, if they 
are not suspended, will be reductions. 


_ Objection to the revision was made by D. J. Sims, represent- 
Ing the Auburn Chamber of Commerce and others. Mr. Sims 
objected to the revision, claiming that a proper one would give 
his clients greater reductions than those proposed. H. L. Jones, 
a retail coal dealer at Hornell, spoke in favor of the revision 
because it will narrow the spread of rates paid by him and his 
competitor to 14 cents a ton. It is now so great that he must ask 
0 cents a ton more for hard coal than his competitor, because 
he is on the Pittsburgh, Shawmut & Northern, while his com- 
betitor is on the Erie. 

The railroad side of the case was presented and defended by 
R. W. Barrett and F. H. Moser of the Lehigh Valley; G. N. Snider 
of the New York Central; E. S. Giles of the D. L. & WwW. FF: W. 
Nyland, of the Delaware & Hudson and J. W. Hewett of the 
Philadelphia & Reading. 

As figured by Mr. Snider, the readjustment will give the rail- 
Toads an increase in rates amounting to % cent per ton, not a 
cent of which goes to the New York Central. The increase in 
Money will be about $6,500 to be divided between the dozen or 
More railroads concerned. The figures, as to rates and tonnage, 
are all based on the coal year 1915-16, because no figures were 
kept by the railroads during the federal control period. 

Prior to 1916, the railroad men explained, the rates to desti- 
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nations in the affected territory were all on the basis of $2 a 
ton. In the big anthracite coal investigation, docket No. 4914, 
the Commission cut the rate at Albany to $1.90 but approved 
$2 at Buffalo. That decision disarranged the adjustment. Gen- 
eral Order 28 made a bad condition worse, and the effort now 
is to bring it back to something more nearly satisfactory, with- 
out decreasing the revenues of the carriers. They think they 
have accomplished that. Naturally, the railroad men said, in 
any readjustment those whose rates were to go up would object 
even if, as they claimed was the fact in this ease, those whose 
rates were being put up were not being deprived of anything 
other than that to which they were not entitled in the first place. 
Auburn and other objecting points, they claimed, obtained lower 
rates under General Order 28 than they were really entitled to 
receive. They said the only fly in the ointment in th proposed 
readjustment was that created by the refusal of the Delaware 
& Hudson to extend the adjustment to the Troy-Albany district, 
on the ground that the Commission’s decision in No. 4914 had 
given it an advantage there which it did not propose to give up, 
in the interest of an adjustment which the New York Central 
felt constrained to offer, at loss to itself and small gains to some 
of its connections. 

The inequalities that would be removed, according to the 
claims of the railroads are those created by the literal applica- 
tion of General Order 28, which, they said, commanded each 
coal rate to be increased specific sums per ton, regardless of the 
effect it might have on communities obtaining their coal by two 
or three line hauls. The restoration of more nearly normal con- 
ditions, the railroad men said, made it necessary and desirable 
to put communities, railroads and dealers more nearly on the 
equality that they claimed existed prior to the Commission’s de- 
cision in No. 4914 and the grotesqueness resulting from the 
literal application of General Order 28. They said complaints 
by dealers had been prevented only by the promise of the rail- 
roads to adjust the rates to make them as nearly satisfactory 
in their relationship as could be attained. Otherwise, they told 
the suspension board, there would have been dozens of formal 
complaints against the double increases. 

General Order 28 brought about adjustments so indefensible 
that some of the reductions proposed are as high as 84 cents a 
ton, many as high as 42 cents, more as high as 28 cents, and a 
large number of 14 cents. Some of the increases run as high 
as 28 cents a ton, but most of them are 14 cents. Fourteen or 
multiples thereof results from the fact that most of the in- 
creases under General Order 28 were 10 cents a ton. That in- 
crease, inflated in accordance with the permission in Ex Parte 
74, became 14 cents, hence the frequent occurrence of that figure 
in the tariffs. 

At the close of the conference, the railroads asked to have 
their tariffs treated as a single issue and not as many separate 
publications and that the Commission suspend all or none. 
The shippers agreed to that proposal. They professed to be 
anxious to have the whole matter brought to the attention of 
the Commission. Therefore, they suggested suspension. Chair- 
man Crosland, however, suggested that suspension was not neces- 
sary to bring about such a complete review because even if the 
tariffs were allowed to become operative, formal complaints could 
be laid against them. 


COAL PRODUCTION REPORT 
The Traffic World Washington Bureau 


“The increase in production of soft coal, which has marked 
the past month, was accelerated during the week ended May 14,” 
the Geological Survey, Department of the Interior, said in its 
weekly coal report. “The total output, including lignite and 
coal coked, is estimated at 7,937,000 net tons, an increase when 
compared with the preceding week of 554,000 tons, or 7.5 per 
cent. The largest elements in the change are believed to be the 
increasing shipments to the lakes and to tidewater for export. 

“The following statement furnished by the American Rail- 
way Association shows the number of cars loaded daily: May 
9, 26,595; May 10, 25,708; May 11, 25,885; May 12, 25,732; May 
13, 25,917; May 14, 18,547. 

“Preliminary reports indicate that loadings on Monday and 
Tuesday of the present week (May 16-21) were 24,677 and 26,215 
cars, respectively. 


“The movement of bituminous coal through the Hudson 
gateways for New England destinations increased slightly dur- 
ing the week ended May 14. The number of cars forwarded is 
placed at 2,700, as against 2,457 during the week preceding. 

“Exports from Hampton Roads increased sharply during the 
week ended May 14. Reports from the three coal exchanges at 
that port show that the total dumped for export was 283,620 
net tons, an increase over the preceding week of 57,461 tons, or 
over 25 per cent, and larger by 12,000 tons than the weekly 
average attained in September, 1920, when the foreign demand 
was very heavy. Coal for bunkering decreased, however, and 
the total dumped for foreign account—362,405 tons—was prac- 
tically the same as during the week before. 

“In spite of difficulties experienced in securing boats for the 
lake coal trade, total dumpings of bituminous coal for the season 
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up to April 30 were greater than for any of the four years pre- 
ceding. The cumulative total to the end of April was 1,289,160 
tons. This was 156,000 tons greater than in 1919, and nearly 
four times as large as in 1920. © 

“During the week ended May 8, according to the Ore & Coal 
Exchange, a total of 607,724 net tons of bituminous coal was 
loaded into vessels, made up of 587,725 tons of cargo and 19,999 
tons of vessel fuel. Compared with the corresponding week in 
1920, this was an increase of 342,603 tons, or nearly 130 per cent. 

“Complete statistics of the carry-over at the head of the 
lakes, furnished by courtesy of the Northwestern Dock Opera- 
tors’ Association, show a total on April 1, 1921, of 2,053,022 net 
tons of bituminous coal. This represents the tonnage of the 24 
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distributing dock companies; it does not include coal on private 
docks owned by industrial companies. Compared with the con. 
dition of April 1, 1920, the present season started with an ip. 
crease of 1,192,000 tons. 

“The same companies had a total of 112,709 net tons of 
anthracite on April 1, 1921. While comparable figures for pre. 
ceding years are not available, it appears that stocks of anthra. 
cite at the beginning of the present year were larger than in 
1917 and 1918, but smaller than in 1919 and 1920. 

“The receipts at Duluth-Superior Harbor up to the end of 
April are reported by the United States Engineer Office at 83. 
000 tons of anthracite and 120,000 tons of bituminous coal. This 
was a marked increase over 1920.” 


f 
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ROUTING OCEAN SHIPMENTS 


Editor The Traffic World: 

If we sell a bill of goods on terms cost insurance and freight, 
C. I. F., is it within the province of the consignee to say by 
which line or how it shall be shipped? This question presents 
itself to the mind on reading that Lancashire spinners order 
occa cotton purchases shipped in vessels flying the British 

ag. 

It would seem that the terms of sale would govern. If the 
sale is F. O. B. shipping point, then the kind of vessel might 
be designated. But this offers features which contemplate an 
agent of the buyer at shipping point to effect freight and in- 
surance details. The expense of this would offset its apparent 
advantages. 

The letter of credit, if one is issued, might contain the 
requirement to ship by a certain line. Usually the banks do 
not undertake to supervise such details. Indeed, they have 
consistently defined the limits beyond which they will not go 
and a recent court decision indicated that it was not the 
province nor the duty of the bank to consider details. 

This brings us, then, back to the C. I. F. terms of sale. 
Under these terms the shipper supplies the goods, pays freight, 
and insures the goods in the orderly and usual manner cus- 
tomary in that particular trade. 

The same situation would arise in the movement of Egyp- 
tian cotton. Large quantities come to this country through 
this port. Can the American purchaser nominate how the cotton 
is to be shipped? If the Lancashire spinner has the right to 
route his purchases by British ships, then it must follow that 
the American purchaser has equal rights with regard to his 
purchases. Does this not open the door wide to an unwelcome 
situation? 

Boston, May 17, 1921. 


MAKING THE RAILROADS THE GOAT 


Editor The Traffic World: 

Appearances seem to indicate that we are about to pull 
that oft-repeated and ever ridiculous grand stand play of mak- 
ing a certain group or industrial interest the goat to appease 
the clamor for relief from a condition which our powers that be 
are unable to remedy and do not seem to be big enough to under- 
stand or explain. 

Certainly there are enough real and admitted profiteers that 
should have been brought to task long ago, without picking on 
the railroads. The administration’s fiat that freight rates must 
come down can only be justified on the showing that the rail- 
road industrial group is profiteering, if, indeed, that would justify 
the outburst when we know that “everybody is doing it.” 

The stockholders of the railroads are certainly not profiteer- 
ing, as the reports and records of the Commission show. that the 
roads have not earned any dividends for some time. It can 
easily be demonstrated that the employes as a class are not 
profiteering. Except for the corporate officers there are not over 
1 per cent of the rank and file of the employes that receive 
wages in excess of the standards that have been accepted as 
just and reasonable in other industries, and railroad work re- 
quires more skill, especially in the use of brain power, than 
any other industry known. 

If the railroads are to be butchered to make a Roman holi- 
day (or a farmers’ holiday), the American people should under- 
stand what that means to the country. The railroads of this 
country, scattered as it is, are to the country what the arteries 
are to the human body. You cannot break them down without 
suffering. 

Secretary of Agriculture Wallace has said that freight rates 


J. D. Hashagen. 





must come down because Argentine can put corn into New Eng. 
land cheaper than Missouri can. As to that, is it not a fact 
that the freight rate per bushel of corn from Argentine has 
been increased as much as the rate from Missouri to New Eng- 
land since 1914? Is it not a fact that Argentine could always 
put corn into New England cheaper than Missouri could? Is 
it not a fact that Mr. Wallace’s party has always maintained 
that it was for that reason that they must put a tariff wall around 
this country to keep out competition not only on corn but on 
everything else? And is it not a fact that Mr. Wallace has 
admitted that the same party recently passed a tariff law which 
will not afford any relief from foreign competition? And is 
that why the railroads must be knifed? 

The same conditions exist with regard to Argentine beef, 
Australian mutton, Canadian wheat, Sicilian lemons, ete. 

Does anybody imagine that, if freight rates were reduced, 
prices might (mind I say might, because we all know that they 
wouldn’t even if we.cut the freight rate in half), be reduced 
sufficiently to stimulate consumption in America to a point 
where our surplus would be eliminated and production could 
be resumed? Would Mr. Wallace eat more steak if the price 
were reduced 4% cent per pound; any more flour if the 
price were reduced 20 cents per hundred pounds; any more 
lemons if the price were reduced 1 cent per dozen; or wear any 
more shoes if the price were reduced 2 cents per pair? Is it not 
a fact that we must have a foreign market to absorb our surplus 
or we have overproduction, and that that is what is troubling 
us now? That, and waiting on the part of buyers on account 
of the constant agitation about expected reductions? 

Then why drain the blood out of your arteries in an abor- 
tive attempt to cure a cancer? 

H. J. Tietze, General Freight Agent, 
Manufacturers’ Ry. 
St. Louis, Mo., May 18, 1921. 


HOW TO CUT FREIGHT RATES IN HALF 


Editor The Traffic World: 

Someone has proposed that the U. S. government purchase 
the freight cars now owned by the railroads to help them finan- 
cially—a good idea. But let us go further. Statistics show that 
last year each car averaged hauling 1,000 tons of freight. The 
average capacity of the cars is forty-two tons; that means they 
actually worked twenty-four days, or slightly less than 6 per 
cent of their full capacity—an efficiency that surely can be bet- 
tered. Anyone can readily see this. Just put these cars in the 
hands of trained experts and put it up to them to: 


1. Keep them loaded when moving. There are many simple ways 
of doing this that have never been tried, but any business man knows 
that to offer rates for heavy loading will bring the results. 

2. Prohibt storage of products in cars. : 

3. Prohibit delay in loading and unlading by several times heavier 
penalties than now. 

Standardize the equipment for repairing of cars. 

5. Standardize new car equipment by adopting certain standards 
so cars can be used for more products. 

6. Scrap some of the present unfit equipment. 

7. Require certain scientifically designed lading to prevent dam- 
age to cars. : 

8. A readjustment of freight rates along well defined economi¢ 
principles to bring up this phase of taxation to present day require- 
ments. ‘ 

9. Waterway developments should be encouraged, particularly 
for the transportation of building materials, coal, ete. ; - 

Truck transportation should be encouraged for terminal dis- 


tribution. 

. Eliminate any guarantees. Let the fittest win out. 

By halving the number of cars to be hauled around, you 
half the amount of coal; you further decrease your overhea 
and maintenance almost half. With these facts, any thinkiné 
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man can clearly see the great problem of high cost, shortage 
of homes, and the present financial stringency will be solved. 
The unrest about the world will be abated, above all, railroads 
will thus prevent government ownership and they can put them- 
selves On a sound basis, for under this economical method of 
handling, transportation cost will be so reduced that they can 
dispense with certain terminal and financing cost. 
Carbo Steel Products Co., 
C. L. Michod, Mgr. 
Chicago, May 13, 1921. 


PACKING HOUSE PRODUCTS TO TEX. 
AND OKLA. 


The further extension of the so-called 1716 scale to apply 
on fresh meats and packing house products from Sioux City, 
South Omaha, St. Joseph and Kansas City into Texas and Okla- 
homa was asked by the complainants in docket No. 12398, Armour 
& Co. vs. A. T. & S. F. et al., hearing on which was held before 
Examiner John T. Money, in Chicago, May 20. W. W. Manker, 
assistant traffic manager for Armour & Co., introduced as an 
exhibit a map which purported to show to what extent this scale 
already applied on these commodities in the Southwest, and said 
that it showed that the plants of his company at points in Texas 
and Oklahoma were discriminated against because of the fact 
that the scale applied fairly generally between packing house 
locations in Kansas and Missouri and those in Oklahoma and 
Arkansas. 

It was pointed out that at present the rates assessed on the 
shipments between the points involved were based on third and 
fifth classes, except in instances where a combination over Tex- 
arkana was applied, the reason for this being the fact that the 
1716 scale already applied from Texarkana to other Texas pack- 
ing points. Mr. Manker said, however, that this resulted in the 
joining of the local rate to Texarkana with the “heavy end” of 
the 1716 scale, which progresses in blocks, the blocks increasing 
in size as the distance increases. 

A special plea was made by Paul E. Blanchard, attorney for 
the complainants, to have the Commission retain the rates from 
Kansas City and St. Joseph on a parity, even if it did not see 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN a 
and THE TRAFFIC WORLD is the logical medium for getting th 
men and the positions in touch with each other. The rates 
classified advertisements ars as follows: First insertion, $1.00 pe 
line; minimum charge, $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
$ point type; payable in advance. Answers to keyed advertisements 
wreces free and all correspondence held in strict confidence. The 

C WORLD, 418 South Market Street, Chicago, Ill 


WANTED—AN ACTIVE TRAFFIC MANAGER in every city in 
United States having broad acquaintance in local transportation cir- 
cles to co-operate with us in installing LOOSE-LEAF TRAFFIC LAW 
SERVICE. Inquiries furnished. Write in confidence for particulars, 
stating qualifications. TRAFFIC LAW SERVICE CORPORATION, 
S. W. corner Adams and LaSalle streets, Chicago, III. 


POSITION WANTED—Traffic executive holding important rail- 
way position qualified as examiner Interstate Commerce Commission 
seeks Fad field. Address R. E. E. 301, care Traffic World, Chi- 
cago, 


POSITION WANTED—Traffic Manager, 40, successful, now em- 
ployed, with ten years’ railroad and industrial traffic experience, 
} ne position in Chicago district. Address ‘‘J. M. G.,’’ Traffic World, 

icago. 

















FOR SALE—Several thousand first-class 6x8 8-ft. oak railroad 
ties for —— shipment. Can also furnish oak switch ties to 
order. L. E. Pearson, Edwardsburg, Michigan. 


Pencil No.174 


Made in Five Grades 


Regular Lehgth, 7 Inches 
Cenceded to be the Finest Pencil made for general use. For Sale at your Dealer 


EAGLE PENCIL COMPANY, NEW YORK 





Old South Bldg., Boston Drexel Bldg., Philadelphia 
Ellicott Square, Buffalo 














Do Decreased Freight Shipping Costs Interest You? 


Then watch for our half page announcement next week, or—if you can’t wait—apply to 


TRANS-CONTINENTAL FREIGHT COMPANY 


Export and Domestic Freight Forwarders 


General Offices: 203 Dearborn St., Chicago Eastern Offices: Woolworth Bldg., New York 


Hippodrome Bldg., Cleveland 
Union Trust B Idg., Cincinnati Monadnock Bldg.,San Francisco Alaska Bldg., Seattle 


THE TRAFFIC WORLD 1161 


$f.000 A YEAR, 


~~ amg og A oe MEN. Many concerns now pay their traffic 
managers $ $10,000 a year. Yet the traffic man a whe gota this 
big pay Kany pat .. know traffic work. You can quickly become a 
real traffic expert—stop losses—earn big money for yourself. Countless 
good openings for trained men. 

LEARN AT HOME—BOOK FREE. New home study Actual Prac- 
tice Method will quickly make you a Certified Traffic Manager. You can very soon 
qualify for a splendid traffic position. Write quick for big, new, illustrated book 
describing this wonderful training in detail. Write today. Address AMERICAN 
COMMERCE ASSOCIATION, Dept. 25-D, 4043 Drexel Blvd., Chicago, Il. 


HOUSTON, TEXAS 


Binyon-O’Keefe Fireproof Stg. Co. 
The House of Real Service 











POOL CAR DISTRIBUTORS FOR SOUTHWEST 
TEXAS AND MEXICO 


IDEAL FACILITIES FOR PERMANENT 
STOCK DISTRIBUTION 


500,000 SQUARE FEET FLOOR SPACE 


WAREHOUSES AT HOUSTON, 
FT. WORTH AND GALVESTON 


BALTIMORE 


PORT of LOS ANGELES and SAN FRANCISCO 
and HAWAIIAN ISLANDS 


Express Freight and Passenger Service 


S.S. BUCKEYE STATE—June 11th 
S.S. HAWKEYE STATE—July 16th 


Rates and Space on Application 


MATSON NAVIGATION COMPANY 


Managing Agents United States Shipping Board 
BALTIMORE SAN FRANCISCO HONOLULU 
26 So. Gay St. 120 Market Street Castle & Cook, Ltd. 


sTEAMERS NEW ORLEANS—EUROPE 


Corunna, Plymouth, Bologne S/M 
and Amsterdam via Vera Cruz and 
Havana 


Sailing from New Orleans 


S. S. Hollandia May 27th 
S. S. Frisia June 23rd 
July 8th 


) First, second and third class 


Sailings every three weeks there- 
after. Sailings subject to change 
without notice. 


For further particulars apply to 


THE STEELE STEAMSHIP 
LINE, INC., Agents, 
630 Common Street, New Orleans, La. 










Van Nuys Bldg., Los Angeles 13th and Kearney Sts., Portland Ore. 
Write the Nearest Office 
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fit to put in the scale from the farther distant points. Com- 
binations of locals could be applied from Omaha and Sioux City, 
he said, which would be satisfactory to Armour & Co. An ex- 
hibit showing the amount of the proposed rate to various points 
was entered and attention was called to the fact that to the 
farther distant points, such as El Paso, Brownsville, and Corpus 
Chrisi, where shipments are regularly made, the rate would be 
increased. This, Mr. Manker said, would also be satisfactory, 
it being the position of the packers that they would have to “take 
the bitter with the sweet.” 

R. A. Nash, assistant general freight agent for the Frisco, 
repeated the plea made at previous hearings on similar cases, 
that the Commission institute a general investigation into these 
rates in the Southwest. He admitted that they were badly ad- 
justed but objected to the gradual extension of the 1716 scale, 
which he insisted was too low, over this entire territory. A. B. 
Enoch, attorney for the defendant roads, sought to get the ad- 
mission from the complainants that any adjustment would be 
proper so long as it placed all the packing house locations on 
a parity, but Mr. Manker said that, in his opinion, such an ad- 
justment might still be improper if it were made on a basis 
materially higher than the 1716 scale. Reparation on 1,685 cars, 
amounting to $30,000, was asked. 


CLASSIFICATION OF FRESH BONES 


Three cases, each of which protested the assessment of the 
fresh meat rate on fresh green bones to Camden, N. J., were 
heard jointly before Examiner John T. Money in Chicago, May 
21. They were: No. 12283, Wilson & Co. vs. Chicago & Alton, 
Director-General, et al.; No. 12302, Armour & Co. et al. vs. Chi- 
cago Junction Railway et al.; and No. 12176, Morris & Co. vs. 
Director-General, Chicago Junction Railway, et al. Leo. J. 
Kramer intervened in No. 12176 on behalf of Guggenheim Bros.; 
and E. W. Skipworth intervened in the same case on behalf of 
Oscar Mayer & Co., and in No. 12283 on behalf of Libby, McNeill 
and Libby. 

The dispute, as outlined by three packers’ witnesses, R. R. 
Hargis and W. W. Manker, assistant traffic managers for Wilson 
& Co., and Armour & Co., respectively, and E. J. Bachman, of 
the traffic department of Morris & Co., arose out of the fact 
that in June, 1918, the inspection bureau, after an investiga- 
tion, recommended that the bones in question, which had prior 
thereto been shipped as “bones, N. O. I. B. N.,” be classed as 
fresh meat and the rate applied accordingly. The packers allege 
that there is no analogy between the two products and in addi- 
tion to requesting the Commission to replace the classification 
on the old basis, are asking that reparation be awarded down 
to the basis of the sixth class rate, which applies on bones. 

Samples of the bones in question were exhibited at the hear- 
ing to show that they were clean of meat and that nothing ex- 
cept the bone proper was shipped. The defendants said that 
they were used in the manufacture of soup at Camden, and one 
of the alleged inconsistencies which they pointed out was the 
fact that the soup was shipped under a fifth class rate, whereas 
the fresh meat, under which the bones moved, is based on third 
class. 

John S. Burchmore, attorney for Wilson & Co. and Morris 
& Co., said that the carriers had attempted to put in a supple- 
ment to Official Classification, effective May 25, which was to 
put these bones in fourth class, on a parity with packing house 
products. This supplement had, however, he _ said, been 
suspended by the Commission, and he thought it might be proper 
for the evidence in these cases to be taken into consideration 
so that a decision on the suspension could be made without 
further hearing. 

Mr. Manker said that bones such as were used for soup 
were also used for fertilizer and glue stock and that, when so 
shipped, they took the sixth class bone rate. For that portion 
of the haul west of Chicago and the Mississippi, he said, it was 
the request of the packers that the bones be placed in class D. 
Paul E. Blanchard conducted the case for Armour & Co. 

The defense, conducted by Guernsey Orcutt, F. W. Smith 
and Louis H. Strasser, took the position that the bones were 
really a food product. They alleged that, when shipped as 
fertilizer or glue stock, the marrow and juices were extracted, 
and that these parts constituted expensive commodities. The 
work of the Inspection Bureau was pointed out as proof of the 
truth of these statements. Mr. Strasser pointed out the trans- 
portation conditions, such as refrigerator cars and icing neces- 
sities, which, he said, were the same as those surrounding fresh 
meat shipments. Fertilizer and glue bones, he said, were in- 
variably shipped in box cars. 

Thomas W. Woodward, appearing for the Director-General, 
objected to any testimony on the part of traffic witnesses for the 
complainants which went into the commercial phases of the 
disposition of the bones. He said that it was proved that the 
packers paid the freight charges, but that they could not, of 
their own knowledge, state positively as to the “bearing” of them. 


You can get the day’s important traffic news every 
working day in the year through THE DAILY 
TRAFFIC WORLD. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 

lems. We do not desire to take the place of the traffic man but to 

elp him in his work. Persons desiring immediate answer by mail or 

wire or a more elaborate treatment of any question—by the citation of 

authorities in a legal opinion, for instance—may obtain this kind of 

private service by the payment of a reasonable fee. The right is re- 

served to refuse to answer in this department any question, legal or 

traffic, that it may appear to us unwise to answer or that involves a 

situation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 

Traffic Service Corporation, Colorado Building, Washington, D. C. 
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Delivery by Carrier—What Constitutes 


Connecticut.—Question: On October 13, 1920, we receivej 
a car of grapes consigned to ourselves. This car was placed 
in public delivery of the transportation company and October 14 
we started to unload car, protecting car by our own private 
locks at the end of the day. On the morning of the 15th we 
found one of the locks broken from the car and, although we 
could not definitely state that any of the grapes had been stolen 
at that time, the car checked 411 pounds short. 

Claim was entered with the carrier, but they now decline to 
pay same, stating that car was under our protection and that 
they did not wish to assume any liability. You will note in 
connection with this, that the car was still within the 48-hour 
period allowed for unloading. To what extent, in your opinion, 
can the carrier be held for thjs loss? Would also like to know 
to what extent they would be liable, providing the 48-hour period 
had expired. 

Answer: The decisions of the courts are not at all uniform 
on the question as to when the liabiilty of a common carrier 
as such ceases, and becomes that of a warehouseman, and when 
the liability of the carrier as a warehouseman ceases. In the 
case of McIntire et al. vs. C. R. I. & P., 152 N. W. 305, the 
Supreme Court of Nebraska held that when a railroad company 
has transported a car of freight to the point designated by the 
shipper, has notified the shipper of the arrival of the car and 
given consignee permission to unload the same and consignee 
has broken the seal thereon, and locked the door with its own 
lock and retained the key, and later a fire occurs in the car 
and the goods are thereby damaged, the railroad company is 
not liable. See also the case of Rusted vs. G. N. Ry. Co., 142 
N. W. 727 (Minn.). However, in the case of Mark Owen vs. 
Michigan Central R. Co., 125 N. E. 767, the Supreme Court of 
Illinois held that under the bill of lading provision that “prop 
erty not removed within 48 hours after notice of its arrival may 
be kept in car subject to a reasonable charge for storage and 
carrier’s liability as warehouseman,” etc., the carrier was liable 
as a carrier for loss of goods occurring within 48 hours after no 
tice to consignee, even though the consignee broke the seals, 
accepted the shipment and began unloading the car. 


Connecting Line—Liability of 


Ohio.—Question: On page 826 of your April 16 issue of 
The Traffic World your answer to “Ohio” indicates that a de 
livering carrier is not liable for loss or damage occurring o 
lines with which it connects, prior to receipt of the goods by 
the delivering carrier, unless the shipment involved was pal 
tially lost or damaged on line of delivering carrier. 

Section 2 of conditions of the Standard Form Bill of Lading 
reads in part as follows: “Claim must be made in writing to 
the originating or delivering carrier,” etc. Does not this pro 
vision place responsibility on the delivering carrier, whether oF 
not the damage or loss occurred on his line? In other words, 
does not a claim, presented against the delivering carrier, under 
the following circumstances, make said delivering carrier liable 
equally with the initial line, whether the damage or loss oc- 
curred on its own line or on one’of the intermediate lines? We 
will presume a shipment of two packages is forwarded, the 
movement involving three railroads; one package only is deliv 
ered at destination, and freight bill covering same bears nota 
tion ‘fone package short.” Under these circumstances, our usual 
procedure is to file claim against the delivering carrier, sub 
stantiating same with the original paid freight bill issued by 
that line, and bearing the shortage notation. We will presume 
that carrier’s investigation consumed more than six months, 
after which time the delivering carrier refuses payment, basing 
his declination on the fact that the intermediate line has failed 
to show delivery to the delivering line of the one package that 
is short. Under these circumstances, the six months’ limitatio 
having expired, it would then be too late to file claim agains 
the initial carrier. Are we to understand your answer to “Ohi? 
mentioned above indicates that under such circumstances the 
delivering line would not be responsible for loss? A_ similal 


condition, of course, would apply if the two packages were de 
livered at destination, freight bill bearing notation indicatiné 
that one of the packages was damaged and the delivering 4” 
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Rand M‘ Nally « Co. 


What Port Do You Use? 


—Do you use the port having the record for quick turn around of ships? 


—Do you use the port which the rail lines admit to be first from the point of efficiency, over all 
other ports? 


—Do you use the port whose terminals are so arranged as to be able to handle cargo shipments 
quickly and easily? 


Ihe Port of Galveston 


—has equal or lower rates from and to the territory shown in the accompanying map, than any 
other gulf port and also enjoys the same rates on iron and steel articles from the Pittsburg district as 
do other gulf ports. 


Galveston is served by four trunk lines: the Southern Pacific, Santa, Fe, I. & G. N. and the 
M.K. & T. Four days from Kansas City, five days from St. Louis and seven days from Chicago. 


A train load of grain shipped from Minneapolis on May 13th arrived at Galveston on May 18th 
and was unloaded at Elevators on May 20th. This is an example of the excellent transportation 
service offered Western shippers through the Port of Galveston. 


Coastwise service to and from eastern seaboard unsurpassed with five general cargo sailings each 
week in both directions. Adequate warehousing space to handle any movement of traffic. 


For additional rates, data or information, Address 


Traffic Department GALVESTON COMMERCIAL ASSOCIATION 


Galveston, Texas 
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rier’s investigation developing that damage occurred before de- 
livery to its line by the intermediate carrier. 

We may state that all claims of this nature, which we have 
presented to the delivering line have been paid, but if our under- 
standing of your answer to “Ohio” is correct, it would appear 
that the delivering carrier has a “loophole” through which to 
escape the responsibility for all the lines involved and the only 
alternative would be to file claim against the initial line and 
substantiate same with paid freight bill of delivering line bear- 
ing necessary notation. 

Answer: 
several connecting carriers is notice to all under the Carmack 
amendment, each carrier being an agent for the other, and, while 
the Carmack and Cummins amendments made the initial carrier 
liable for loss or damage occurring on its connecting lines, the 
delivering carrier cannot be held liable if suit is filed against 
that line for loss occurring to shipments prior to the receipt 
of same by it. However, either the initial carrier, or the inter- 
mediate carrier or the destination carrier may be sued. 

The initial carrier is liable for loss or damage occurring 
on the lines of its connections as well as its own lines, and the 
shipper is not compelled to determine on which carrier’s line 
the loss or damage occurred. But, if the destination line or the 
intermediate line is sued, the plaintiff must prove that the loss 
occurred on the line sued, subject to the presumption that if the 
shipper shows that the goods were delivered in good condition 
to the initial carrier, the law will presume that they were de- 
livered to the line sued in the same condition, the burden then 
resting upon that line to rebut the presumption and show that 
the loss or damage did not occur on its line. If, however, the 
line sued does show that the loss or damage or injury did not 
occur on its line, recovery cannot be had against it. It is there- 
fore advisable to sue the initial carrier in most instances, 


Notice of Claim 

Illinois—Question: Kindly advise whether or not the Amer- 
ican Railway Express Company can legally decline to entertain 
a claim for “No returns” on a C. O. D. shipment which was 
traced to agent at destination within the four-month period, but 
through error, wrong date of forwarding was furnished. Ship- 
ment actually moved on March 24 and original tracer shows 
shipment as March 22. We hardly feel that, due to this slight 
error, our claim should be declined and will appreciate your 
opinion in this case. 

Answer: Assuming that the notice given the carrier con- 
tained sufficient information to apprise the carrier of the nature 
of the claim and described the shipment with reasonable defi- 
niteness and was not a mere tracer, the fact that an error was 
made in the date shipment was forwarded does not warrant the 
carrier in declining the claims; all that is required in the claim 
is that the shipment be so described as to enable the carrier to 
determine what shipment is referred to. 


Damages Due to Transferring in Transit 


Washington.—Question: In your answer to “Minnesota,” 
under the head of damages due to transferring in transit, on 
page 883 of the April 23 issue of The Traffic World, you state 
that it is your opinion that such special damages as are out- 
lined cannot be recovered from the carrier because the extraor- 
dinary liability was not called to the attention of the carrier 
when the bill of lading was executed. 

In this connection will you kindly advise if the carriers 
could be compelled to sign bills of lading for lumber in carloads, 
bearing a rubber stamp notation as follows: “Lumber in this 
ear is of various grades and dimensions. If transferred must be 
piled in same order as loaded to avoid expense of resorting,” 
and would bill of lading bearing this stamp have enabled ‘“Min- 
nesota” to collect his claim for damage? 

Answer: we are of the opinion that -carriers cannot right- 
fully refuse to accept bills of lading with a notation thereon 
such as you propose and that such a notation would impose 
upon a carrier the duty of transferring carload shipments of 
lumber in a proper manner, so as to make the carrier liable 
for the expense incurred by a consignor for sorting, in the 
event the carrier failed to use reasonable care in the transfer 
of the lumber, particularly if the shipper has loaded the lumber 
in the car in such a manner as to indicate to persons, other 
than lumber inspectors, that certain lengths and grades belong 
together. 

Storage 

Ohio.—Question: Will you give correct method of assessing 
charges and cite ruling, if any, on the following: 

A sells B a carload of wheat, payment to be made by ex- 
change of flour. B orders flour from C, who ships car to A, 
on order bill of lading. Car arrives at destination and is given 
to connecting line by carrier and spotted at A’s mill with in- 
structions not to open until bill of lading is delivered to carrier. 
After several days’ waiting, carrier makes inquiry concerning 
bill of lading from shipper, who advises that bill of lading was 
mailed to B, who was to lift draft. 

So far neither A, C nor carrier have been able to get any 
information from B, which looks as if B was not able to take 


While as to interstate shipments, notice to one of. 
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up draft, and in the meantime demurrage to the amount of $57 
has accumulated and carrier has taken action by moving car , 
distance of 48 miles to carrier’s storage house, assessing fg). 
lowing charges, $57 demurrage and tax, $7 reconsignment, $4 
switching charges and through rate from point of origin to 
point of storage. Can reconsignment charge be collected, as 
there was no refusal or order to divert by either A or C, or can 
switching charges be assessed, as carrier had no right to Spot 
car without surrender of bill of lading? 

Answer: Unless carrier was instructed by the consignor to 
forward the car to the point at which it was stored, the carrier 
cannot, in our opinion, collect anything in excess of its demur. 
rage and storage charge, as unless ordered to do so, its move. 
ment of the car to storage point was for its convenience. 


Shipper’s Load and Count 


Kansas.—Question: Will you please advise if shipper may 
require carriers in C. F. A. territory to check out carload ship- 
ments both at stopover point and destination and if westerp 
carriers can legally refuse to sign bills of lading carrying instruc. 
tions to that effect? Can any carrier legally refuse to check ip 
carload shipments at point of shipment and give shipper a car. 
rier’s count bill of lading when such cars are loaded on shipper’s 
private siding? If so, could the carrier be required to check 
carload shipments and furnish carrier’s count bill of lading when 
tendered for loading on their team track? Please quote Inter. 
state Commerce Commission or court rulings, if possible, cover. 
ing these matters. 


Answer: The Interstate Commerce Commission, in the case 
of the Louisiana State Rice Milling Co. vs. M. L. & T. R. Co, 
34 I. C. C. 511, had under consideration the shipper’s load and 
count notation which carriers place on bills of lading when ship- 
ments are loaded by the shipper. 


In this case the Commission was asked to require of the 
carriers that they send, upon notification, a representative to the 
complainant’s mills and check the loading of their shipments, 
or, if this was found impracticable because of lack of sufficient 
clerical force, to accept their statement as to quantities, etc, 
without checking by the carrier and issue so-called “clean” bills 
of lading therefor. The Commission, however, refused to re 
quire the carrier to issue clean bills of lading for shipments 
loaded by shippers or to furnish a representative to check the 
loading of the shipments, and dismissed the case, and, in doing 
so, made the following statement: 


“As hereinbefore stated, the subsequently enacted Cummins 
amendment has not changed the legal status of the rule in ques- 
tion and where the practice is shown to have resulted from a 
situation involving the mutual interest and convenience of the 
shipper and the carier we do not, in view of all the facts, cir 
cumstances and conditions appearing of record, find the rule and 
practice challenged to be unreasonable or otherwise in violation 
of existing law. It should be borne in mind that the shipper 
is not denied his right to an unqualified receipt in any case in 
which delivery is tendered to the carrier at any of its public 
stations where it provides facilities for the receipt and delivery 
of freight.” 

The statement made in the last sentence of the quotation 
above seems to indicate that where freight is loaded at carrier's 
team tracks a shipper is entitled to an unqualified receipt. 

When a car is stopped short of the final destination and the 
seals broken for the purpose of unloading a portion of the goods, 
under proper tariff authority, a carrier is liable for any shortage 
resulting from the stopping of the car in transit for that purpose. 


Delivery on Team Tracks—What Constitutes 


Massachusetts.—Question: A claim was entered against the 
railroad company for shortage out of shipper’s load and count 
car. The shipper has given affidavits that the car contained 
the full quantity. The claim agent argues that the placing of 
the car on the public track with seals intact constitutes full 
delivery. Our contention is that the public track is accessible 
to other truckmen, also to other persons who may seem to have 
business there, and consequently the shortage occurred at this 
point during the period of unloading (which on this car took 
two days) and, therefore, in our opinion, the transportatiol 
company is liable. The railroad company’s delivery clerk’s I 
ceipts on the car prove a shortage. The claim agent asserts that 
the carrier is not obliged to take receipts on such cars and that 
such receipts are for purpose of record only. 

Answer: As to what constitutes delivery of freight by the 
carrier and acceptance by the shipper upon a team track is 4 
matter as to which the decisions of the courts of the various 
states are in conflict. In the case of Anthony & Jones Co. ¥5 
N. Y. C. & H. R. R. R. Co., 119 N. E. 90, decided February %, 
1918, the Court of Appeals of New York held that the placilg 
of a car upon the public team track in order that the plaintif 
might ufload it, concurred if and acted upon by plaintiff, was 
a complete delivery and terminated the undertaking and oblis* 
tion of the defendant as a common carrier; that where a calm! 
had delivered goods to plaintiff on the public team track, th 
fact that a part of them remained in the car as a matter of col 
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venience to plaintiff did not impose any relation, liability or duty 
upon the carrier. 

However, in the case of Mark-Owens & Co. vs. Michigan 
Central, 126 N. E. 767, decided Dec. 17, 1919, the Supreme Court 
of Illinois held that under the bill of lading provision that 
“property not removed within 48 hours after notice of its arrival 
may be kept in car, subject to a reasonable charge for storage 
and carrier’s liability as warehouseman,” etc. A carrier was 
liable as a carrier for loss of goods occurring within 48 hours 
after notice to consignee, even though the consignee broke the 
seals, accepted the shipment and began unloading the car. 

The above cases are representative of the difference of opin- 
ion upon this subject and for this reason it is not possible to 
state definitely what the rule is, as it depends upon the holdings 
of the courts of the state in which a suit would be brought. 

With respect to the matter of the liability of a carrier for 
loss from a car moving on a shipper’s load and count bill of 
lading, about all that can be said is that the seal record of a 
carrier is not absolutely conclusive that no loss could have 
occurred while the car was in the possession of the carrier, 
although prima facie evidence of this fact, nor are the affidavits 
of the shipper and consignee that a certain amount was loaded 
and a lesser amount received conclusive of that fact. If a car- 
rier insists upon standing on its clear seal records, then suit 
must be brought and the decision of the court will be based 
upon all of the circumstances surrounding the handling of the 
shipment. 

Conversion—Remedy of Shippers 

New York.—Question: Where a claim has been entered, for 
a shipment lost in transit and located before claim is paid, is 
not the carrier bound to honor shipper’s request to return the 
same instead of paying the amount of the claim? We have had 
several instances where we have located typewriters for the 
carriers after claim had been placed, but they elect to retain 
the typewriters rather than return same and have claim can- 
celed. It seems no more than fair that they should honor our 
request or else pay for the goods at the price for which they 
would be sold if the carrier purchased the same. 

Answer: While the market value at destination of the 
goods, if paid to the owner by the carrier, will usually com- 
pensate the owner for the loss of his goods, the carrier has no 
excuse for appropriating to its own use goods consigned to it 
for transportation, and a shipper could recover by an action 
in replevin goods so appropriated by the carrier. 


Damages—Measure of 


IiIlinois—Question: A carload of sugar was purchased f. 0. b. 
New York $6.75 per cwt. One car arrived in Chicago and was 
in a damaged condition. We notified the railroad company and 
they inspected the car and, after inspection, we took the sugar 
and placed same in our warehouse, but before the carload was 
inspected by the railroad company, we advised them that we 
rejected the sugar. The carrier then asked us to accept the 
sugar on basis of $5.65 per cwt., which we did, but there was 
nothing in the agreement stating anything in regard to freight 
charges. We have no written or verbal agreement covering the 
freight charges and we would be pleased to be advised whether 
or not we could expect redress on the damaged sugar in the 
form of freight charges. 

Answer: The general rule is that when goods delivered to 
a carrier for shipment are lost in transit, the carrier will be 
liable for the market value of the goods at the place of destina- 
tion at the time when delivery of the goods should have been 
made. Where goods intrusted to a carrier for shipment are 
injured through a cause for which the carrier is responsible, the 
owner of the goods is entitled to recover'the difference between 
the value of the goods at the time and place of delivery in an 
uninjured condition and their value in the depreciated condition 
in which they were delivered. 

In determining the value at destination, the unpaid freight 
should be deducted, for while the shipper is not bound to pay 
freight when the carrier fails to perform his obligation to de- 
liver in good condition, yet he should not have the advantage 
of the increased value of the goods due to free transportation; 
that is, if freight charges have been paid, the value of the prop- 
erty without reference to such charges is the basis of recovery. 

It appears from your letter that the figure of $5.65 per cwt. 
was a compromise basis and, therefore, the amount of the freight 
charges would, we believe, be said to have been merged in the 
fixing of this figure as the basis upon which settlement would 
be made by the carrier. 


Liability of Carrier, as Such, for Loss of Goods Being Trans- 
ported from Shipside to Cars 
Virginia.—Question: We buy materials from importers, 
basis, exship-boats’ dock at railroad terminals at south Atlantic 
and Gulf ports, and the railroads provide in their tariffs for 
handling the material from shipside into cars. Where material 
is being loaded into cars by a railroad, under their wharfage 
and handling tariff, for shipment to the interior, would the rail- 
road be liable as an insurer in the event the material was dam- 
aged by fire before bills of lading are signed. 
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Answer: Section 313, Volume 10, Corpus Juris, reads as 
follows: “The liability of the carrier as common carrier begins 
with the actual delivery of the goods for transportation, and 
not merely with the formal execution of a receipt or bill of 
lading; the issuance of a bill of lading is not necessary to com- 
plete delivery and acceptance. Even where it is provided by 
statute that liability commences with the issuance of the bill of 
lading, actual delivery and acceptance are sufficient to bind the 
carrier. The Carmaek amendment requiring the carrier to issue 
a bill of lading for goods shipped does not affect the operation 
of this rule. It is nowhere said in such statute that the carrier’s 
liability will not attach until the bill of lading has been issued.” 

If the carrier under its published terminal tariffs undertakes 
for a charge to transfer freight from ships to cars at the ports, 
it is our opinion that it is liable as a carrier for loss or damage 
to such freight even though bills of lading covering the move- 
ment inland from the port have not been signed. 

Receipt in Bill of Lading as to Weight—Burden of Proof on Car. 
rier to Show Weight Was Different from Amount Specified 
in Bill of Lading 
Minnesota.—Question: We note in The Traffic World of 

April 30, in your answer to “Pennsylvania” regarding the lia- 

bility of the carrier for difference in weight that you state: “it 

will be necessary for the plaintiff to show a delivery of the 
goods to him (defendant).” 

We have had numerous instances where our subscribers 
have sued on claims for shortage from shipments of coal, and 
they have entered in court the bill of lading as evidence of the 
mine weight. In some instances the attorneys for the railroad 
company have stated that the person who performed the weighing 
service should be present to testify to the weight. This is not 
always required, but the question has come up in several in- 
stances, and we should like to receive your opinion on this mat- 
ter. If you are familiar with the coal business you will know 
that coal is often shipped from, say, West Virginia or Pennsyl- 
vania to western states. You can readily see what the expense 
would be to have the weighmaster sent from Pennsylvania to, 
say, for example, Sioux Falls, S. D., to testify as to the mine 
weight when the claim perhaps amounted to only $20 or so. 
Even the taking of a deposition would be expensive, and it 
seems to us such action is unnecessary. If the railroad com- 
pany disputes the weight shown on the bill of lading, why do 
they insist upon collecting freight charges using it as a basis? 
If they contend that they did not receive the actual amount of 
coal at the mine, would it not be incumbent upon them to prove 
this statement? 

Answer: The plaintiff has, in general, the burden of proving 
the essential elements of his cause of action, required to be set 
out in his complaint, by a preponderance of evidence. However, 
a prima facie case of liability is made out and the carrier is 
then called on to prove that the damage did not arise from its 
negligence—upon proof by the shipper of delivery to the carrier 
in good condition and delivery by the carrier in a damaged 
condition, and, where the bill of lading recites that the goods 
were received in apparent good condition, the burden of proof 
is on the carrier to show that they were not in good condition 
when received. Likewise, the recital in the bill of lading as 
to the amount received places the burden on the carrier to show 
the contrary, and, in the absence of convincing testimony estab- 
lishing mistake, it must control. A receipt in the bill of lading, 
however, is not conclusive as to the amount of goods received 
for and it is always competent to show as between the bodies 
that the quantity actually delivered was less than that named 
in the receipt. See the case of Baker vs. H. Dittlinger Roller 
Mills Co., 203 S. W. 798, in which case the court, on page 799, 
said: ‘ 

“If the appellant received the quantity of wheat stated in 
the bill of lading and delivered only a part thereof, it would, of 
course, be liable for such portion as it failed to deliver. The 
fact that the weight given by the W. W. & I. B. was adopted 
by the railroad company in issuing its bill of lading placed the 
company in no better or worse attitude than if it had done the 
weighing itself. The company is bound by its recital of weight, 
unless it shows that there was a mistake. The weights: stated 
in the bill of lading are prima facie evidence of the amount 
received, and the burden is on the carrier to show that it did 
not receive the amount of grain mentioned in the bill of lading. 
This burden can only be discharged by showing that a mistake 
was made in weighing the wheat, or in making out the certifi 
cate upon which it issues its bill of lading.” 

Freight Charges—Liability of Consignee for, When Goods Sold 

F. O. B. Destination 


Michigan.—Question: Referring to your issue of April 23, 
page 884, question and answer entitled “Passage of Title as 
Affected by Term F. O. B. in Contract of “Sale.” 

While the question asked by “Rhode Island” was undoubiedly 
for the purpose of fixing the title to ownership of property 12 
transit and while ordinarily the party who owns the property 
would be responsible for the freight charges on freight sold 
f. o. b. destination, our attention is called to the decision of the 
Supreme Court of Wisconsin, rendered Jan. 11, 1921, in the 
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BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 





Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can guarantee prompt and efficient 
service throughout. 
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Customs House Brokers 


MEXICO 






HAL L. BRENNAN S. E. LEONARD 


















SERVICE 


Service is a term of much elasticity, espe- 
cially in the matter of a representation of 
principals’ interests; and the degree to 
which it may be given is dependent solely 
upon the completeness and experience of 
the organization rendering Service. 

































In the booking, tracing, forwarding and 
general handling of your commodities, for 
export shipment, you may expect from this 
Company a comprehensive representation 
and a Service personal in its nature, rather 
than routine. The scope of this organiza- 
tion insures it. 































THE W. L. RICHESON CO., Inc. 


Freight Brokers and Forwarders 
Export Shipping for Account of Principals Throughout the World 


613 to 621 Whitney-Central Bldg., 
NEW ORLEANS, LA. 


Galveston Office: 
810-12 American Natl. Ins. Bldg. 
























New York Office: 
401 Produce Exchange 





















Pacific Mail Steamship Co. 


Under American Flag-PASSENGERS AND FREIGHT-Established 1848 










TRANS-PACIFIC SERVICE 
**The Sunshine Belt to the Orient’’ 
San Francisco to Honolulu, Yokohama, Kobe, Shanghai, Manila, 
Hongkong 

Passenger and freight sailings by new and luxurious U. S. Shipping Board 
steamers Golden State (August 6th) and Empire State 
(July 23rd); and pending delivery 3 other U.S.S.B. steamers 

by the popular S.S. Ecuador (June 25th) 


MANILA-EAST INDIA SERVICE 


San Francisco direct to India, calling at Honolulu, Manila, Saigon, 
Singapore, Colombo, Madras, Calcutta 



























Passenger and freight sailings monthly by 
S.S. Wolverine State (June ||th); Granite State (July | 2th). 
S. S. Creole State (August 13th) 


PANAMA SERVICE 


San Francisco to Mexico, Central America and Canal Zone 
assengers and freight sailings every 10 days, 5 steamers 


SAN FRANCISCO-BALTIMORE SERVICE 
(Passengers and Freight) 

Calling at Los Angeles Harbor, Manzanillo, San Jose de Guatemala, La 
Libertad, Corinto, through Panama Canal, Kingston and Havana 
S. S. Venezuela sails from San Francisco June Ist, from Baltimore July 7th 
S. 8. Colombia sails from San Francisco July 20th, from Baltimore August 30th 


SHANGHAI-HONGKONG-CALCUTTA SERVICE 


Between Shanghai, Hongkong, Saigon, Singapore, Penang, Rangoon, 
alcutta 
Freight only. Sailings every ten days—eight U. S. S. B. steamers 


ROUND-THE-WORLD SERVICE 


San Francisco to Honolulu, Yokohama, Kobe, Dairen, Tientsin, 
Shanghai, Manila,. Saigon, Singapore, Calcutta, Colombo, Bombay, 
Alexandria, Bizerta, Marseilles, Barcelona, thence Baltimore, . 
Cristobal, Los Angeles Harbor and San Francisco (via Panama Canal) 
Freight only. Monthly sailings—U. S. S. B. Steamers 















































Through bills of lading issued to and from points beyond ports of call 
General Passenger and Ticket office: 621 Market St., San Francisco 
General Offices: 508 California Street, San Francisco 


10 Hanover Square, N. Y. 400 Exchange Place, Baltimore 
Managing Agents: U. S. Shipping Board 
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case of the C. & N. W. Ry. Co. vs. J. I. Case Plow Co., in which 
the court holds that the consignee is responsible for the freight 
charges notwithstanding the fact that the lumber was purchased 
f. o. b. destination. 

Answer: The question and the answer to which you refer 
dealt primarily with the matter of the effect of the term f. o. b. 
in a bill of sale as affecting the transfer of the title to the goods 
as between the buyer and seller, including the statement with re- 
spect to the payment of freight charges by the seller. 

The decision of the court to which you refer is interesting 
and in line with that of the court in Central of Georgia Ry. vs. 
Southern Ferro Concrete Co., 193 Ala. 108, 68, 981, in which case 
it was held that the consignee’s acceptance and removal of the 
goods sold f. o. b. its station with knowledge that the carrier 
was giving up a lien thereon for freight undercharges, did not 
create an obligation on its part to pay the freight charges at the 
request and for the convenience of the consignor, beyond the 
amount stated. 


Overcharges—Claims for Refund Thereof 


Massachusetts.—Question: We have a claim filed on an in- 
terstate shipment on which there is an overcharge in a demur- 
rage item. The carrier with whom we filed our claim, although 
the facts clearly indicate that the charge was unlawfully as- 
sessed, refuses to authorize refund. The shipment moved dur- 
ing federal control and claim was filed some time ago. It is the 
writer’s understanding that on claims already filed with the 
carriers that it was not necessary to file same with the Com- 
mission under the ruling of the Railroad Administration as to 
shipments moving during federal control. It is also the writer’s 
understanding that such claims were to be listed with the Com- 
mission as claims against the Railroad Administration, but a 
subsequent ruling authorized the carriers to handle such claims 
to a conclusion. 

If this claim is declined by the interested carriers, could we 
expect and demand that such declination be given through the 
Commission? 

Answer: We understand from your letter that the claim in 
question has been filed with the Commission. If so, in the event 
the carrier refuses to refund the overcharge, your only remedy 
is to file an informal complaint with the Commission. In the 
event the matter cannot be handled to a conclusion on the in- 
formal docket, you must then file a formal complaint, if you 
wish to prosecute the case to a final conclusion. 


Undercharges—Collection of by Carrier 


Colorado.—Question: A railroad company sent us a freight 
bill for collection September 7, 1920, covering a shipment we 
made August 16, 1917, consigned shipper’s order-notify J. A. 
Graham in Wyoming, account freight charges had not been paid. 
The railroad company apparently delivered the shipment without 
collecting freight charges and advised us that they had sent 
- hotices to J. Abraham, which is not the correct consignee. Con- 
signee was in business and later worked in a hardware store 
in this town until March 1, 1920, which would have been ample 
time for the railroad company to locate him if notices had been 
addressed with the correct name of consignee. 

Title 4 to the transportation act, 1920, section 424, article 3, 
states: “All actions at law by carriers subject to this act for 
recovery of their charges, or any part thereof, shall be begun 
within three years from the time the cause of action accrues, 
and not after.” Do you consider we are liable for the freight 
charges under the above circumstances? 

Answer: With respect to the question as to whether the 
consignor or consignee is liable for freight, demurrage and other 
charges, the rule is that the consignor with whom the contract 
of shipment is made is primarily liable for the payment of the 
freight charges whether he is the owner of the goods or not, 
and, by the weight of authority, where goods are shipped by the 
consignor, he is liable for the freight charges in all events, al- 
though there are cases which hold that the charges may not be 
collected from the consignor where the carrier has failed to col- 
lect the charges upon delivery of the freight. 


Section 16, paragraph 3, of the interstate commerce act 
reads, in part, as follows: “All actions at law by carriers sub- 
ject to this act for recovery of their charges, or any part thereof, 
shall be begun within three years from the time the cause of 
action accrues, and not thereafter.” Acts of limitation will be 
construed to operate prospectively only, unless the contrary 
intention clearly appears. There is nothing in the aforesaid act 
that creates the presumption that Congress intended to make 
the limitation period in which the carriers must begin their 
actions for charges retroactive. Ordinarily, the true rule for 
applying a statute of limitation to rights of action already ac- 
crued is to allow the party statutory time for suing, computing 
it from the passage of the act, and to consider the limitation 
as commencing at the time when the cause of action is first 
subjected to the operation of the statute of limitation. So that, 
in shipments already completed, the time would run from the 
date when the act became effective. See the case of Sohn vs. 
Waterman (U. S.), 17 Wallace 596. 


WESTERN PACIFIC BOND ISSUE 


The Trafic World Washington Bureay 


The Commission has authorized the Western Pacific Rail- 
road Company to issue and sell at not less than 85 per cent 
of par, and accrued interest, $4,180,000 of first mortgage gold 
bonds, due March 1, 1946. The authorization was requested jp 
connection with a plan of the Western Pacific Railroad Corpo. 
ration, which holds the stock of the Western Pacific, to pur. 
chase stock of the Sacramento Northern Railroad. The Western 
Pacific, under an agreement dated March 5, 1921, agreed to issue 
whatever amount of bonds may be necessary to enable the 
holding company to exchange Western Pacific bonds for the 
securities of the Sacramento company, which the holding com. 
pany proposes to acquire, and to sell the bonds at 85 per cent 
of par and accrued interest to the holding company. 

“The testimony shows,” the Commission said in its report, 
“that applicant proposes as soon as possible, and probably within 
the next year, to purchase either the physical property of the 
Sacramento company, subject to the outstanding bonds, or all 
of the capital stock of a new company which will acquire such 
physical property subject to such bonds. In either case, the 
applicant proposes to purchase also such bonds of the Sacra- 
mento company as may be acquired by the holding company 
(Western Pacific Railroad Corporation) through the proposed 
exchange. Applicant estimates that the cost of acquiring such 
stock or physical property and such bonds, would be $4,323,000, 
assuming that all of the outstanding bonds of the Sacramento 
company were acquired. Applicant proposes, in the event of 
acquisition, to construct certain extensions to the property of 
the Sacramento Northern at an estimated cost of $3,000,000. 
Both of these amounts would be payable out of the anticipated 
deposit of $13,015,952. As the proposed expenditures are con- 
siderably in excess of the deposit, additional financing may be 
necessary, and applicant proposes to apply to us within sixty 
days for authority to issue $3,000,000 more of its first mortgage 
bonds. 

“The Sacramento company operates lines of interurban 
electric railway in the vicinity of Sacramento, Calif., one of the 
points on the applicant’s lines. The proposed acquisition thereof, 
or of the control thereof, by the applicant is, together with the 
construction of the Calpine, Hutchinson and San Jose branches, 
referred to above, part of a general program for developing the 
territory served by the applicant. The merits of such acquisi- 
tion are not now in issue and we express no opinion upon that 
question.” 


MEXICAN TRANSPORTATION CONGES- 
TION 


The Trafic World Washington Bureau 


The Department of Commerce, in April, had its agents in 
Mexico make an investigation as to the character, cause, and 
extent of the transportation congestion in that country, contrary 
reports as to which had come to those interested in using the 
rail facilities south of the Rio Grande. From the report issued 
by the department it appears that much of the congestion is due 
to the lack of locomotives, some to the lack of other kinds of 
equipment, to poor facilities at the ports, the recent strike of 
railway workers, and inadequate berthing space at the ports for 
the ships entering them either to discharge or to receive cargo. 
Conditions were worst at Vera Cruz. 

Commercial Attache Carlton Jackson spent two days in April 
at that city to obtain first-hand information in regard to the 
congestion there. He stated that the whole water front, over 
a mile long, is piled with merchandise. All the shelters, ware 
houses, and open sheds are crowded. Many bales of cotton have 
been piled in the sand and at least 30 carloads of paper are 
piled in the open. He estimated that there were from 35,000 to 
45,000 tons of merchandise accumulated at the time he was 1 
Vera Cruz and that stocks were coming in at the rate of from 
5,000 to 6,000 per week. At that time they were being moved out 
at the rate of about 1,000 tons per week and 550 loaded cars 
were waiting to be moved. These were going out at the rate of 
five or six cars per day. 

Mr. Jackson stated in his report that the cause of this col 
gestion could no longer be ascribed to the custom house, which 
at one time was slow in clearing goods. The two railroads er 
tering Vera Cruz seem to be almost completely demoralized. The 
roads are more in need of locomotives than cars, but the mal 
agement seems not to be even taking advantage of reasonable 
offers of engines. The effect of the recent railroad strike and 
the consequent demoralization of railroad labor has also bee? 
inimical to efficient handling of goods. Mr. Jackson ,expressé 
little hope for improvement for some time. 

There is and has been some congestion at the port of Tai 
pico, but it cannot be said that there is as alarming an accumu: 
lation of freight or that the condition is as serious as 10 Vera 
Cruz. Although, according to a large stevedoring firm at = 
pico, incoming freight is five times as great as the amount of ou’ 
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bound cargo, it is rapidly absorbed by a few consignees, a single 
oil company perhaps taking 2,500 tons of a 3,000-ton cargo. 

Congestion in Tampico is caused chiefly by the shortage of 
berthing space for incoming vessels carrying general cargo. 
Ships have been lying in midstream for days and frequently for 
weeks at a time awaiting an opportunity to come alongside the 
fiscal wharf. This situation is caused partly by the unfavorable 
stowage of cargo aboard vessels at the point of loading. 

The peculiarity of incoming cargo is the large percentage of 
cargo space taken by material used in the oil industry, and as 
a general rule this portion of each vessel’s lading is consigned 
to a single concern. The rest of the cargo is consigned to a 
large number of importers. If the entire cargo is for a single 
oil company, the vessel docks at the consignee’s terminal and is 
able to discharge and clear within a reasonable period. More 
often, however, it is mixed cargo and is stowed in such a manner 
that much time is lost in getting it out of the hold. 

The matter of pilferage is most serious and the merchants 
have been forced to pass on their large losses from this source 
to the buying public. Theft takes place both on board ship and 
in the custom house, although the latter is far more serious. 
Railroad facilities, with reference to the handling of freight, are 
bad. Cars are plentiful, but there is a great need for locomo- 
tives. However, the situation is getting better slowly and freight 
handlers are improving the facilities for the dispatch of freight. 

Commercial Attache Jackson states on April 29 that contra- 
dictory reports are in circulation as to the present condition of 
rail transportation. The management of the Mexican Railways 
from Vera Cruz to Mexico City now states that it is moving 
all the cars offered at Vera Cruz. On the other hand, govern- 
ment officials allege that there are in Vera Cruz now 2,000 car- 
loads of merchandise accumulated. The railroad management 
puts the blame on the shippers, stating that they do not load 
the cars. The cost of moving cars has become enormous and 
merchants are showing a reluctance to undergo this expense. 
The general situation is affecting the cost of living in Mexico 
City very appreciably. Government officials at various points 
have reported accumulations of merchandise as follows, stated 
in carload lots: Monterey, 1,500; Nuevo Laredo, 600; Tampico, 


1,500; Mexico City, 1,900; Piedras Negras, 300; Matamoras, 300; . 


San Luis Potosi, 800; Saltillo, 600; Vera Cruz, 2,000; Torreon, 
300, Puebla, 200. In addition to these there are accumulated in 
the vicinity of Laredo, Tex., and embargoed from further move- 
ment into Mexico 1,500 cars, thus making a total of 11,500. 

Reporting on a specific case of railway congestion, Consul 
John W. Dye, at Ciudad Juarez, discussed the conditions at that 
point. 

There are two railroad lines south into the interior of Mexico 
from Ciudad Juarez. The Mexico Northwestern Railway, a pri- 
vate line, has been running regular trains between Ciudad Juarez 
aid Chihuahua and handling all business promptly; a branch of 
the National Railways of Mexico has been troubled with more or 
less congestion for the past three months. 

Congestion became serious as a result of the strike about 
the first of March and continued until a few days ago. For sev- 
eral weeks no freight trains moved and only perishable express 
goods were accepted for transport. A week ago there were over 
200 carloads of goods held up in Juarez awaiting shipment south. 
The cause of the congestion was principally a shortage of useful 
locomotives. During the strike inexperienced men crippled many 
of the few available locomotives. 


When the director-general of the Mexican National Rail- 
ways, Senor Francisco Perez, came to the city he was able to 
secure sufficient locomotives from the United States to relieve 
the congestion. On May 2 he purchased six locomotives from 
the El Paso & Southwestern Railroad and assured the consulate 
that by the next day all goods would be moved from Juarez and 
that a regular daily service each way would be established which 
would be able to care for all business offering. Director-General 
Perez left Ciudad Juarez on May 3 for an American city, where, 
it is understood, in compliance with instructions from President 
Obregon, he intends purchasing about 100 new locomotives for 
the use of the Mexican national lines. 


FERTILIZER, CLEVELAND TO MINFORD 


An allegation of unreasonableness was the basis for the at- 
tack on the rate on fertilizer from Cleveland to Minford, Ohio, 
in docket No. 12311, Swift & Co. vs.. Director-General, hearing 
on which was held before Examiner John T. Money in Chicago, 
May 23. The complainants alleged an overcharge of $263.03, 
on five cars of fertilizer which moved between those points dur- 
ing the period from March 8, 1918, to March 29, 1919, resulting 
from the neglect of the C. C. C. & St. L. to publish through rates 
to Minford, which was located on the Chesapeake & Ohio 
Northern. 

The rate assessed on these cars, according to G. F. Tally, of 
the traffic department of Swift & Co., was a combination of the 
rates to Columbus and beyond, which resulted in a rate of 20% 
cents prior to and 26 cents after the promulgation of General 
Order 28. Minford was established as a station on the C. & O. N. 
early in 1917, he said, but the through two-line rate was not es- 
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tablished until December 2, 1919. This, according to the witness, 
was an unreasonable delay, especially in view of the fact that 
during the time the shipments moved a 14-cent rate (and subse. 
quent to General Order 28, a 17%-cent rate) applied on shipments 
moving from Minford to Cleveland in the opposite direction, 
Transportation conditions, the witness said, were, if anything, more 
favorable in a southerly direction and the 14-cent rate if reason- 
able for the opposite movement should have applied from Cleve. 
land to Minford, especially in view of the fact that it was later 
established. © : 

Attorney A. Cowen, for the complainants, charged that the 
carriers had violated the order of the Commission in I. and §, 
965, 45 I. C. C. 253, wherein the so-called Disque scale was pre. 
scribed for application on this commodity in C. F. A. territory. 
The application of this scale would have resulted, and did subse. 
quently result, in the rate which the complainants claimed was 
reasonable. 

Thomas M. Woodward appeared for the Director-General, 
and his witness, W. A. Quigg, traffic assistant from the Director. 
General’s office, said that the rate as charged was reasonable and 
that it complied with the Commission’s order in I. and S. 965, 
The Disque scale was used in making up both components of the 
combination rate, he said, the only fault lying in the delay of 
publishing the through rate, a delay which was unavoidable be. 
cause of the press of tariff matters at that particular time. 


PURCHASE OF P. FT. W. & CHICAGO 
The Trafic World Washington Bureay 


So as to bring itself fully within the jurisdiction of the 
Commission in regard to the substance of its application in 
finance docket No. 1217, the Pennsylvania Railroad Company 
has asked the Commission, in finance docket No. 1448, for au- 
thority to buy from the Pennsylvania Company the $34,000,000 
worth of the stock of the Pittsburgh, Fort Wayne & Chicago 
Railway Company for $33,239,000 worth of the Pennsylvania 
Company’s Guaranteed Trust Certificates and $761,000 of cash, 
or-its equivalent. 

’ Jf the Commission permits that exchange of the intercorpo- 
rate paper, the Pennsylvania Railroad Company will become fhe 
direct owner, as well as the primary operator, of that part of 
the Pennsylvania System between Pittsburgh and Chicago via 
Alliance, Cresiline and Fort Wayne, and complete the cycle 
of operations, begun in 1869, when the Pittsburgh, Fort Wayne 
& Chicago leased its property to the Pennsylvania Railroad 
Company fer 999 years from July 1, 1869. In 1871 the Pennsyl- 
vania Company was organized to operate the Fort Wayne route 
and, in the course of time, the operating company acquired the 
stock which is now to be transferred to the parent company 
to the end that it may all become subject to the terms of the 
$60,000,000 issue of fifteen-year 6.5 per cent secured gold bonds, 
which, in turn, are backed by an equal amount of the series C 
general mortgage bonds, for the issuance of which the company 
asked permission in finance docket No. 1217. The Pennsylvania 
Company ceased to be an operating company on January 1, 1918. 


PERMISSION FOR EXTENSION 


Authority to construct an extension has been granted, in 
Finance Docket No. 1207, to the Uintah Railway Company. The 
extension is to be about 19.36 miles long, mostly branches to 
mines where gilsonite is obtained, in Uintah county, Utah. The 
stock of the company is owned, all except qualifying shares, 
by the Barber Asphalt Company. The railroad company has 
also been authorized to retain all earnings in excess of 6 per 
cent for ten years after the completion of the extension, but 
not later than December 31, 1933. The permission is granted 
on condition that construction be begun not later than July 1, 
1922. 

FREIGHT CARS ON LINE 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership on Class 1 roads as of May 1, issued May 
14 by the car service division of the American Railway Associa 
tion, shows that in the Eastern district the percentage was 97.2 
as compared with 104.6 a year ago; in the Allegheny district, 
99 as against 97.9 a year ago; in the Pocahontas district, 92.8 
as against 65 a year ago; in the Southern district, 98.9 as 
against 101.4 a year ago; in the Western district, 97.3 as against 
100.5 a year ago; grand total all districts, 97.6 as against 99.5 
a year ago. On the Canadian roads the percentage was 954 
as against 91.5 a year ago. 


W. & N. B. STOCKS AND BONDS 

The Williamsport & North Branch Railway Company of 
Pennsylvania has petitioned the Commission for authority 
issue $200,000 of bonds and an equal amount of non-cumulative 
6 per cent preferred stock, all to be delivered to J. H. Emery, 
E. R. Kiess, K. K. Townsend and J. K. Rishel in full payment 
for conveyance to the carrier of all the railroad property. The 
railroad extends from Halls Station, Pa., to Satterfield, Pa., 4 
distance of 45 miles. Mr. Emery and the others obtained the 
property under a court decree of foreclosure and sale. 
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| 

- Ship Brokers and 
: Steamship Agents 
| Mobile, Alabama, U. S. A. | 
| 





| Regular Monthly Service § A-1 Steamers 


HAVRE and BORDEAUX 


| MOBILE to ANTWERP 

| and U.S. PACIFIC COAST 

St. Louis Office: Birmingham Office: | 

| 1217 Pierce Building 424-425 Chamber of Commerce Bldg. 
IRVING H. HELLER, Manager GEORGE C. McLAUGHLIN, Manager 





The 1921 (Sixteenth Annual Edition) 


Exporters’ Encyclopaedia 
MORE THAN A BOOK—A SERVICE 


READY for immediate delivery. The only authoritative and complete guide for 
exporting manufacturers. Contains accurate detailed information on every 
question which can arise in connection with an export order. 


CONDENSED TABLE OF CONTENTS 


es Index of Ports, Cities and Countries of the Distances from New York (Table). 
Drawbacks on Export Shipments. 































Exporters’! 

®NOVCLOPAEDIAR 
15 it 

PDITION: | 


Alphabetical List of Steamship Lines and Agents. Foreign Drafts (Arrangement of). 

Approximate Values of Foreign Coins. Foreign Postage Rates. 

Banks and Bankers In Foreign Trade. Foreign Weights and Measures (American Equivalents). 
Bills of Lading (Arrangement of). Mall Time to Foreign Cities. 

Cable Rates. Marine Insurance. 

Commerce, Industries, etc., of each Country. Metric Weights and Measure 

Commercial Terms (Explanation of). Minimum Bills of Lading (for each shipping route). 
Consignment of Goods. Parcels Post. 

Consular Invoices (Fac-similes and Instructions). Packing for Export. 

Consular Regulations (in full for each country). Postal Money Order System (Foreign). 


Consuls (American and Foreign). Protection of Trade Marks Abroad. 
Conversion Tables of Forelgn Currencies. Selling American Goods Abroad. 



















and 
All the Shipping Routes from New York, Philadelphia, Boston, Baltimore, Savannah, New Orleans and Pacific 
Coast Ports to all parts of the world, arranged under countries which they serve. ‘Each section glves complete 
detailed Information concerning the regulations and requirements of each line to be observed by the shipper. 


“Our Text Book on Export Matters” 


“We have many inquiries from our members engaged in foreign trade for information relative to steamship routes, sail- ; & 
ings to various countries, Consular regulations respecting transportaton of freight to a particular country, steamship 
regulations governing the form, issuance and substance of shipping receipts and procedure in making export shipments. 


Our experience in connection with the gathering of export information has developed that your work contains com- $ 
plete and up-to-date information in condensed form; your publication is practically our text book on export , 


matters and is in almost daily use.’ 
THE MERCHANTS’ ASSOCIATION OF NEW YORK. 


QQ 
With a subscription to the ENCYCLOPAEDIA is included a bulletin service consisting of fre- ¢ se OA 
quent bulletins keeping the information accurate and up-to-date, and a loose-leaf binder in 7s ~ 
which they may be conveniently filed. & ys 


FREE EXAMINATION OFFER ad 


Don’t send any money. Mail the coupon and we will send the ENCYCLOPAEDIA for five 4a wire * 
days’ free examination. If you find it valuable, send us your check for $15.00 for the com- 
plete service. If not, send it back, charges collect. It doesn’t cost you a cent, so fill 

in and mail the coupon. 


% 
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. 12700, Sub. No. 1. 


. 12702. 


- 12707. 


- 12708. 


- 12710. 


. 12711, 


. 12713. 


- 12712. 


Digest of New Complaints 


12700. Pacific Coast Shippers’ Assn., Inc., et al., Seattle, Wash., 
vs. A. T. & S. F., Payne et al. 

Against $10 penalty charge on shipments of forest products as- 
sessed in accordance with J. E. Fairbanks’ Trfs. 3 and 4, I. C. C. 
3 and 4, as unjust, unreasonable, unjustly discriminatory and 
unduly prejudicial between August 1, 1919, and February 29, 1920, 
inclusive, because imported forest products were exempted from 
the application of the penalty charges in that period, and also be- 
cause charges were not applied on commodities sold in competition 
with forest products. Asks reparation. 

Washington Cedar and Fir Products Co., Inc., 
Seattle, Wash., vs. A. T. & S. F., Payne et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial charges on forest products from points in Washington and 
Oregon to interstate destinations by reason of fact that a penalty 
charge of $10 per car per day was assessed in addition to the 
demurrage rates. Asks reparation. 


. 12700, Sub. No. 2. Pacific Coast Shippers’ Association, Inc., et al., 


Seattle, Wash., vs. C. & N. W., Payne et al. 

Unjust and unreasonable and unjustly discriminatory charges on 
forest products from points in Washington and Oregon to various 
destinations due to embargoes and strikes beyond control of ship- 
per. Asks reparation. 


. 12700, Sub. No. 3. The Henry D. Davis Lumber Co., Inc., Portland, 


Ore., vs. A. T. & S. F., Payne et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial charges on forest products from points in Washington and 
Oregon to various destinations by reason of the assessment of the 
penalty charge of $10 per car per day. Asks reparation. 

12701. The Atlas Portland Cement Co., New York, N. Y., vs. 
Cc. B. & Q. et al. 

Unjust, unreasonable, unduly prejudicial and preferential rates 
on cement from Hannibal, Mo., to various destinations in Iowa. 
Asks just and reasonable rates. 

The Atlas Portland Cement Co., New York, N. Y., vs. C. 
B. & Q. et al. 

Unjust, unreasonable, unduly prejudicial and preferential rates 
on cement from Hannibal, Mo., to various destinations in Ne- 
braska. Asks just and reasonable rates. 


. 12703. Theodore A. Leber, Port Reading, N. J., vs. Philadelphia & 


Reading, Payne et al. 

Unjust, unrcascnable, unjustly discriminatory and unduly pref- 
erential or prejudicial rates on anthracite coal from St. Clair, Pa., 
to Port Reading, N. J. Asks dease and desist order, just and rea- 
sonable rates and reparation. 

12704. The Atlas Portland Cement Co., New York, N. Y., vs. 
Cc. B. & Q. et al. 

Unjust, unreasonable, unduly prejudicial and preferential rates 
on cement from Hannibal, Mo., to destinations in Kansas. Asks 
just and reasonable rates. 

12705. The Overland Tire and Rubber Co. et al., Omaha, Neb., vs. 
Missouri Pacific et al. 

Unjust and unreasonable rates on rubber tires and inner tubes 
from Omaha, Neb., to San Francisco, Calif., and San Antonio, Tex. 
Asks just and reasonable rates and reparation. 


. 12706. Amarillo (Tex.) Board of City Development vs. Fort Worth 


& Denver City et al. 

Unjust, unreasonable and unjustly discriminatory class_ rates 
from Amarillo, Tex., to points in New Mexico as compared with 
rates from points in Colorado, New Mexico and Wichita, Kan. 
Asks cease and desist order, just and reasonable rates. 
Chapin-Sacks Corporation, Washington, D. C., vs. Atlantic 
Coast Line. 

Unjust, unreasonable and unjustly discriminatory and preju- 
dicial rates on condensed skimmed milk in cans by reason of de- 
fendant’s failure to handle by baggage car service on passenger 
trains between Richmond, Suffolk and Petersburg, Va., and Rocky 
Mount and Wilson, N. C.; also from Washington, D. C., Hanover, 
Pa., Buckeyetown, Md., and points in Virginia to the same desti- 
nations. Asks cease and desist order and just and reasonable 
rates. 

Ballou Brick Co. et al., Sargents Bluff, Ia., vs. A. T. & 
S. F. et al. 

Unjust, unreasonable, unjustly discriminatory and prejudicial 
rates on brick and other clay products from Sioux City and Sar- 
gents Bluff, Ia., to destinations on lines of defendants. Ask just, 
reasonable and non-discriminatory rates. 

12709. Chamber of Commerce of Grand Island, Neb., et al. vs. 
Aberdeen & Rockfish et al. 

Unjust, unreasonable, unjustly discriminatory and unduly ‘pref- 
erential class rates and charges between points east of the Missis- 
sippi River in the states of Illinois, Iowa, Michigan, Minnesota 
and Wisconsin and in the eastern district on the one hand and 
Grand Island and Hastings, Neb., on the other hand. Asks for 
just, reasonable and non-discriminatory rates. 

The Atlas Portland Cement Co., New York, vs. C. B. & 

. et al. 
aN unreasonable, unjustly discriminatory and unduly pref- 
erential rates on cement from Hannibal, Mo., to destinations in 
Illinois as compared with rates from Dixon, La Salle and Oglesby, 
Ill., to the same destinations. Asks for just, reasonable and non- 
discriminatory rates. 

Perry County Coal Corporation et al., St. Louis, Mo., vs. 
East St. Louis & Suburban Ry. Co. et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on coal from complainants’ mines in Illinois to points 
in the St. Louis and East St. Louis districts. Asks for just, 
reasonable and non-discriminatory rates. 

The Singer Mfg. Co., Elizabeth, N. J., vs. Illinois Central 
et al. 

Unjust, unreasonable rates on veneer lumber from Trumann, 
Ark., to New Orleans and Mobile for export to Glasgow, Scotland. 
Asks for just and reasonable rates. 

Hood Coal Co. et al., Shinnston, W. Va., vs. Monongahela 
Valley Traction Co. et al. 

Unjust, unreasonable, unjustly discriminatory and prejudicial 
rates on bituminous coal from mines in West Virginia on Monon- 
gahela Valley Traction Co. to destinations in Maryland, Dela- 
ware, New Jersey, New York, Pennsylvania and other states by 
reason of the absence of joint through rates such as are applic- 
able from competing mines on B. & O. and Western Maryland. 


Asks just and reasonable joint through rates. 
. 12714. The Singer Mfg. Co., Elizabeth, N. J., vs. Canadian Pacific 
et al. 

Unjust, unreasonable rates on veneer lumber from Cairo, IIl., to 


THE TRAFFIC WORLD 


No. 


No. 


No, 


No. 


No, 


No. 


No. 


No. 


Vol. XXVII, No. 22 


St. Johns, Que. Asks just and reasonable rates and reparation. 
12715. The Singer Mfg. Co. et al., Elizabeth, N. J., vs. Chicago 
& Eastern Illinois, Director General Davis et al. 

Unjust, unreasonable rates on veneer lumber from Trumann, 
. to South Bend, Ind. Asks just, reasonable rates and repara- 
on. 
12730. Tha Eagle Cotton Oil Co., Meridian, Miss., vs. Alabama 

Great Southern. 

Unjust and unreasonable rates on velvet bean meal from Eutayw, 
Ala., to Meridian, Miss., in that rate of 24c on which charges 
were based exceeded 15\%c. Asks for just and reasonable rates 
and reparation down to basis of 15%c rate. 

12731. The Singer Mfg. €o., Elizabeth, N. J., vs. C. C. C. & 
St. L. et al. 

Unjust and unreasonable rates on veneer made from figured 
wood or wood of value from Cairo, Ill., to South Bend, Ind., to 
the extent that they exceed rates on lumber by more than 15 
per cent and to the extent that they exceed rates on veneer made 
from all other woods the rates contemporaneously in effect on 
lumber. Asks cease and desist order, just and reasonable rates 
and reparation. 

12732. Helena (Ark.) Traffic Bureau et al. vs. Payne, as agent. 

Excessive and unjust switching charges on numerous C. L, 
shipments from Helena to West Helena, Ark. Asks reparation. 
12732, Sub. No. 1. Buckeye Veneer Co., West Helena, Ark., vs. 
Director General Payne, as agent. 

Unjust switching charges on carload shipments between Helena 
and West Helena, Ark. Asks reparation. 

12733. Lassen Lumber and Box Co., San Francisco, Calif., vs. 
Sou. Pac. and Payne. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential or prejudicial rates on logs from Facht to Susanville, 
Calif., in period from January 1, 1918, to February 29, 1920. Asks 
reparation. 

12734. Southern Clay Mfg. Co., Chattanooga, Tenn., vs. Atlanta 
& West Point, Payne et al. 

Unjust, unreasonable, excessive and discriminatory rates on 
cement from Atlanta, Ga., to Enterprise, Ala. Asks reparation. 
12735. Washington Mfg. Co., Tacoma, Wash., vs. Oregon-Wash- 
ington R. R. & Nav. Co. and Payne, as agent. 

Attacks as unjust, unreasonable and discriminatory rule in de- 
fendants’ tariffs providing that lumber may be shipped to Tacoma, 
Wash., at the local rate, milled in transit and forwarded within 
six months at rate from originating point because on account of 
defendants’ inability to supply cars in August, 1920, complainant 
has been deprived of transit tonnage credit. Asks that defendant 
Oregon-Washington R. R. & Nav. Co. be authorized to extend the 
time limit on the transit tonnage credit involved for period of 


, six months, or such other time as Commission may deem just and 
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reasonable, and that rule in question be amended to protect ship- 
pers when carriers cannot supply cars. 

12736. The George B. Newton Coal Co., Philadelphia, Pa., vs. 
Payne, as agent. 

_ Unjust and unreasonable rates on anthracite coal from mines 
in Pennsylvania to Philadelphia, Pa. Asks reparation. 

12737. Slogo Coal Corporation, St. Louis, Mo., vs. Mo. Pac. et al. 

Unjust, unreasonable and discriminatory rates on bituminous 
coal from mine of complainant at Johnston City, IIl., to destina- 
tions in Illinois and various interstate destinations. Asks cease 
and desist order, that carriers be required to establish and main- 
tain joint through rates on coal from Johnston City, IIL, to intra- 
state and interstate destinations on lines of defendants, and which 
shall not exceed rates in effect on complainant’s transportation 
July 1, 1917, by more than 15c per ton, plus the advances under 
G. O. No. 28 and Ex parte 74. 

12737, Sub. No. 1. Perry County Coal Corporation, St. Louis, Mo., 
vs. B. & O. et al. 

Same complaint and prayer as to rates on bituminous coal from 
mines at O’Fallon City, Ill, to various intrastate and interstate 
destinations. 

12738. Sunderland Bros. Co., Omaha, Neb., vs. C. B. & Q. et al. 

Unjust, unreasonable, preferential and unlawful rates on brick 
from Fredonia, Kan., to Watson, Mo. Asks cease and desist order 
and reparation. 

12739. Daisy Mfg. Co., Plymouth, Mich., vs. Alabama & Vicks- 
burg et al. 

Unjust and unreasonable rating on air guns and water pistols. 
Asks rating not exceeding fourth class for carloads in all classifi- 
cation territories, subject to a minimum of not to exceed 20,000 
Ibs., and 3d class upon L. C. L. shipments in all classification ter- 
ritories, such ratings to be subject to a mixing rule under which 
the complainant and other shippers of like commodities will be 
able to ship mixed carload quantities of air guns and water pistols. 


— Secmment Chamber of Commerce vs. Alexandria & West- 
ern et al. 

Unjust, unjustly discriminatory and unduly prejudicial rates on 
common brick from Beaumont and Schneider, Tex., to destinations 
in Louisiana. Asks for rates not higher than those prescribed in 
43 I. C. C., 312, plus 25 per cent and plus 35 per cent. 


12741. Nevada Packing Co., Reno, Nev., vs. Southern Pacific et al. 
Unjust and unreasonable rates on fresh meats, packing house 
products, live cattle, hogs and fertilizer materials from Reno to 
San Francisco in comparison with rates on similar traffic from 
Ogden, El Paso and Deming to San Francisco. Ask for reasonable 
and non-discriminatory rates. 
12742. Empire Refineries, Inc., Tulsa, Okla., vs. St. Louis-San 
Francisco, Director General et al. 

Unjust and unreasonable rates on kerosene from Okmulgee to 
Greenup, Ill. Ask for reasonable rates and reparation. 

12743. Swift & Co., Chicago, vs. A. T. & S. F. et al. 

Unjust and unreasonable rates on dressed poultry, butter, e&85 
and other commodities in straight or mixed carloads and less than 
carloads from Sioux City, South Omaha, Kansas City and St. 
Joseph to Philadelphia, Pittsburgh, Jersey City, Boston and other 
destinations on and east of the western termini upon which freight 
charges were assessed by combination on the Mississippi River, 00 
all shipments since March 1, 1920. Ask for reasonable rates and 
reparation amounting to about $5,000. 

12746. Beaumont (Tex.) Chamber of Commerce vs. B. S. L. & 
W., Director General Davis et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on rough rice from points in Louisiana to Beaumont, 
Tex., as compared with rates to New Orleans, Lake Charles, 
Crowley and other points in Louisiana. Asks for rates in line 
with Commission’s previous decisions and reparation. 

12747. Merchants’ and Manufacturers’ Assn. of Baltimore V® 
American Ry. Express Co. 

Unjust, unreasonable express rates from Baltimore, Md., t0 
points in the south and southeast by reason of defendant’s refusal 
to establish through routes and joint rates in connection wit 
the Southeastern Express Co. Asks for order requiring establish- 
ment of through routes and joint rates. 
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North China Line 


(Columbia Pacific Shipping Company) 
PORTLAND, OREGON 


Regular direct service without transhipment 
between Portland, Oregon, and Shanghai, 
Tsingtao, Tientsin (Taku Bar), 
Chinwangtao and Dairen 


Vessels also call at Yokohama and Kobe 


Serving the 
Great Southwest 


KANSAS, OKLAHOMA 
& GULF RAILWAY 


Sailings Every Twenty-one Days From 


PORTLAND, OREGON 
(ALL AMERICAN flag A-1 Steel Steamers) 


SS “VINITA” June 6 
SS “WEST KADER” June 27 


\ 
NS SS “WEST KEATS” July 18 
- runaerne| 2 SS “WEST NIVARIA” August 8 
Transhipment at Shanghai to American River steamers for 


Nanking, Pukow, Hankow and other open 
Yangtse River ports. 


FOR RATES AND OTHER INFORMATION APPLY 
Sudden & Christenson 


General Eastern Agents 


44 Whitehall St., New York City 
or 


A north and south railroad 
forming one of the shortest and 
most desirable routes between 
the north and east and Okla- 
homa, Texas, Texas Gulf Ports, 
Mexico, Arizona, New Mexico 
and California. 


BS al HI 
. Seranton \ 
Greenwood A 


Through fast freights scheduled 
to meet Red Ball Service of 
connecting carriers. 


Through package cars, efficient 
tracing and reconsigning bu- 
reau and no delay. 


Route your freight ‘“K.0.& G.”’ 


«NG 


SU lexandria 








These representatives will be glad to furnish in- 
formation concerning rates, routes, tracing, etc.: 


Mr. H. T. Winn, General Agent, Kansas City, Mo., 
330 Railway Exchange Bldg. Phone Home Harrison 6828. 


Mr. H. D. Fry, General Agent, Dallas, Texas, 
1011 Dallas County State Bank Bldg. Phone X 3950. 


Mr. F. A. Layman, General Agent, 
129 Wabash Bldg., Pittsburgh, Pa. Phone Court 4601-2. 


Mr. D. R. P k, G 1A 
208 S. La Salle St. Chicage IIL Phone Harrison 1801. 
E. J. OCONNOR 
General Freight Agent 
MUSKOGEE, OKLA. 


Columbia Pacific Shipping Company 


General Offices 
Board of Trade Building, Portland, Oregon 


Camphuis & Company, 


Forwarding Agents 
LAREDO - TEXAS 


Largest and Best Equipped Forwarding 
Organization on the Mexican Border 


PACKAGE CARS to MEXICO CITY 


OTHER POINTS IN REPUBLIC OF MEXICO 


Traffic Congestion Partially Relieved 


During first eighteen days of May we cleared 
through Mexican Custom House and refor- 
warded from Nuevo Laredo 


47 CARLOADS 


AND 


360,000 Lbs. Less Than Carload Shipments 


Write us for full particulars and request a copy 
of our shipping instructions 


OFFICES 
Laredo, Texas El Paso, Texas 
Nuevo Laredo, Tamps., Mexico 
Piedras Negras, Coah., Mexico 


Eagle Pass, Texas 
Juarez, Chih., Mexico 
Mexico City 
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Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change tn 
this Docket will be noted elsewhere. 


30—New Orleans, Lg.—Examiner Witters: 
5—John P. Rausch Co., Inc., vs. G. H. & S. A. et al. 


May 31—Cincinnati, O.—Examiner Keeler: 
12020—The Monitor Stove Co. vs. Can Pac. et al. 
12363—The Procter & Gamble Co. vs. Apaiachicole Northern et al. 


a * 31—Houston, Texas—Examiner Early 
59—Humble Pipe Line Co. vs. Direstar General. 


May 31—Omaha, Nebr.—Examiner Gerry: 
|. and S. 1319—Cancellation of lumber rates from Pacific Coast to 
Minnesota points via C. St. P. M. & O. and G. N. Ry. (supple- 
mental hearing). 
June 1—Denver, Colo.—Examiner Disque: 
— a Live Stock Shippers’ League et al. vs. A. T. & 
. F. et al. 
12268—Board of Railroad Commissioners of the State of South Da- 
kota vs. C. & N. W. et al. 
June 1—Evansville, Ind.—Examiner Mullen: 
12454—Cannelton Sewer Pipe Co. vs. Director General and Sou. Ry. 
12454 (Sub. No. 1)—Huntingburg Pressed Brick Co. vs. Director Gen- 
eral and Sou. Ry. 
12454 (Sub. No. 2)—U.S. Hame Co. vs. Director General and Sou. Ry. 
12524—Indiana Cotton Mills vs. Director General and Sou. Ry. 
12524 (Sub. No. 1)—John Obrecht Sons’ Mfg. Co.vs. Director General 
and Sou. Ry. 
12524 =— No. 
Sou. Ry. 
12524 (Sub. No. 
12524 (Sub, No. 
Sou. Ry. 
12524 (Sub. No. 
12524 —- No. 


2)—Tell City Woolen Mills vs. Director General and 


3)—U. S. Brick Co. vs. Director General and Sou. Ry. 
4)—Tell City Furniture Co. vs. Director General and 


5)—Knott Mfg. Co. vs. Director General and Sou. Ry. 
. 6)—Tell City Flouring Mills vs. Director General and 
ou. 


12524 (Sub. No. 7)—Tell City Water and Light Co. vs. Director Gen- 
eral and Sou. Ry. 
June 1—Washington, D. C.—Examiner Quevedo: 
12177—British United Shoe Machinery Co., Ltd., vs. Pa. R. R. 


June 1—Argument at Washington, D. C.: 
11670—Cameron Coal Co. et al. vs. Marion & Eastern et al. 
Finance Docket 1159—Application of the Atlanta & St. Andrews Ray 
Ry. Co. for a certificate of public convenience and necessity. 


June 1—Natchez, Miss.—Examiner Witters: 
or 7" ‘mee Chamber of Commerce et al. vs. St. L. I. M. & S. 


et al. 
12415—Dave Levite, Natchez Junk Co., vs. T. & P. et al. 


June 1—Memphis, Tenn.—Examiner Woodrow: 
10599—The Procter & Gamble Co. vs. C. N. O. & T. 
10600—The Procter & Gamble ws) =<. 3. G& & TF. 
Sar cae eer Mill, Ltd., vs. C. & N. W. et al. 
10405 (Sub. No. 1)—Terminal Oil Co. vs. C. & N. W. et al. 

10405 (Sub. No. 2)—Terminal Oil Co. vs. Mo. Pac. et al. 
10407—Southport Mills, Ltd., vs. Director General and Y. & M. V. 
10408—Southport Mill, Ltd., ‘vs. Director General and I. C. 
10409—Southport Mill, Ltd., vs. N. O. T. & M. et al. 
10410—Terminal Oil Mill Co. ig N. O. T. & M. et al. 


P. et al. 
P. et al. 


10464—Southport Mill, Ltd., vs. C. & A. et al. 
10519—Southport Mill. Ltd.. bg Cc. P. & St. L. et al. 
10557—Southport Mill, Ltd., vs. Erie et al. 
10558—Southport Mill, Ltd., vs. I. C. et al. 
10564—Southport Mill, Ltd., vs. N. O. T. & M. et al. 
11974—Southport Mill, Ltd., vs. B. & O. et al. 


June 2—Washington, D. C.—Examiner Quevedo: 
12497—United States of America vs. B. & O. et al. 


June 2—Galveston, Tex.—Examiner owt 
12293—W. L. Moody Cotton Co. vs. I. & G. N. et al. 


June 2—Huntington, W. Va.—Examiner Keeler: 
11628—Stone Branch Coal Co. vs. C. & O. 


vune 2—Argument at Washington, D. C.: 
411862—Missouri rates and charges. 
11623—New York rates, fares and charges. 


June 3—Vincennes, Ind.—Examiner Mullen: 

12419—National Rolling Mill Co vs. B. & O. et al. 

12408—Fred Kixmiller et al. vs. Director General and B. & O. 

ban A, toes Fire Clay Products Co. vs. Director General and 
June 3—Des Moines, Ia.—Examiner Hunter: 

1 reater Des Moines Committee, 

Central et al. 
June 3—Chicago, Ill.—Examiner Money: 
10475—The Rath Packing Co. vs. Ill. Cent. et al. 
June 3—Meridian, Miss.—Examiner Witters: 
12309—The Newton Cotton Oil Co. vs. A. & V. et al. 
June 3—Argument at Washington, D. C.: 

1. and &. 1269—Extension of Memphis. Southwestern scale to addi- 

tional southwestern points. 

Fourth Section App. 1 761—F. A. Leland. 
June 3—Washington, D. C.—Examiner Quevedo: 
* |. and S. 1339—Classification ratings and C. L. 

garden tractors. 
June 4—Philadelphia, Pa.—Examiner Paulson: 

12436—E. I. Du Pont We Nemours & Co. vs. Pa. R. R. et al. 

June 4—Chicago, Ill.—Examiner Money: 
|. and S. 1332—Rail and water rates on plaster from Southard, Okla., 
to New York and Brooklyn, N. Y 
June 6—Los Angeles, Calif.—Examiner Hartman: 

Valuation Docket 26—San Pedro, Los Angeles & Salt Lake R. Rt. 
June 6—Parkersburg, W. Va.—Examiner Quevedo: 

12437—The Parkersburg Rig and Reel Co. vs. A. T. & S. F. et al. 
June 6—Terre Haute, Ind.—Examiner Mullen: 

12456—Grasselli Chemical Co. vs. C. & E. I. and Director General. 
June 6—Chicago, Ill—Examiner Disque: 

12268—Board of Railroad Commissioners of the State of South Da- 
kota vs. C. & N. W. et al. 


Inc., et al. vs. Arkansas 


minimum weight on 





THE TRAFFIC WORLD 


Docket of the Commission 








Vol. XXVII, No, » 











= ee Live Stock Shippers’ League et al. vs. A. T, g 
. F. et al. 
June 6—New York, N. Y.—Examiner Paulson: 

12457—W. M. Evans Dairy Co., Inc., vs. Director General. 


12404—American Nitro-Phospho Corporation vs. A. C. L. 


June 6—Omaha, Neb.—Examiner Hunter: 
12489—The Refinite Co. vs. Director General and C. B. & Q. 
12471—L. V. Nicholas Oil Co. et al. vs. A. T. & S. F. et al. 


June 6—Bowling Green, Ky.—Examiner Witters: 
1. and Ss. 1 tone from Bowling Green, Ky., 
southern points. 
June 6—Chicago, Ill.—Examiner Money 
. one S. 1333—Commodity rates on Siotete from Danville to Bronson, 
June 6—Wilmington, N. C.—Examiner Barclay 
12066—Construction and 5 ag of railway Y cenipenent (Locomotive 
equipment of the A. C. L. R. R.). 
June 7—New York, N. Y. poe sale Hien Paulson: 
12493—F.. S. Smith & Son vs. Beaumont, Sour Lake & Western et al, 
12477—Massachusetts Oil Refining Co. vs. B. & A. et al. 


June 7—Indianapolis, Ind.—Examiner Mullen: 
12458—Capital Warehouse Co. vs. Director General and Ill. Cent. 


June 7—Omaha, Neb.—Examiner Hunter: 
12486—National Supply Co. vs. C. B. & Q. et al. 
June 8—New York, N. Y.—Examiner Paulson: 
12487—International Paper Co. vs. Me. Cent. et al. 
June 8—Ft. Wayne, Ind.—Examiner Mullen: 
12427—Ft. Wayne Rolling Mill Corporation vs. A. T. & S. F. et al. 
12425—Ft. Wayne Rolling Mill Corporation vs. C. M. & St. P. et al. 
June 8—Argument at Washington, D. C.: 
8845—Natchez Chamber of Commerce vs. L. & A. Ry. et al. 
8920—Natchez Chamber of Commerce vs. Arkansas, Louisiana & 
Gulf Ry. et al. 
9036—Natchez Chamber of Commerce vs. 
Midland Ry. et al. 
11820—Missouri Portland Cement Co. vs. Director General. 
June 8—Pittsburgh, Pa.—Examiner Quevedo: 
ee Coal Co., Inc., vs. Director General and P. & W. 


12509 Sup. No. 1)—Wayne Coal Co., Inc., vs. P. & W. V. Ry. 


June 8—Omaha, Neb.—Examiner few % 
12494—Skinner Mfg. Co. vs. C. B. & Q. et al. 
June 9—Norfolk, Va.—Examiner Barclay: 
12066—Construction “—e sl of railway equipment (Locomotive 
equipment of S. A. Ry.). 
June 9—New York, N. v- —Examiner Paulson: 
12500—Chevrolet Motor Co. of New York vs. G. T. W. et al. 
12501—Chevrolet Motor Co. of California vs. Mich. or et al. 
12502—Chevrolet Motor Co. of St. Louis vs. C. & E. I. et al. 
12503—Chevrolet Motor Co. of New York vs. G. T.. W. et al. 
June 9—Argument at Washington, D. C.: 
11659—Marion & Eastern R. R. Co. vs. C. & E. I. et al. 
11366—Mercer Valley R. R. Co. vs. Pa. R. R. Western Lines et al. 
ie we 2 Southeastern Ry. Co. vs. Director General, C. St 
P. M. & O. 
June gh Shorty Kan. —Examiner Kephart: 
12414—The Vickers Petroleum Co., Inc., vs. A. T. & S. F. et al. 
12414 (Sub. No. 1)—The Vickers "Petroleum Co., Inc., va. A. T 
S. F. et al. 
June 10—Argument at Washington, D. C.: 
12008—Morgantown & he eo Co. vs. Pa. R. R. et al. 
11586—Amendt Milling Co. vs C. et al. 
11097—Gulf States Steel Co. et al. vs. L. & N. et al. 
11097 (Sub. No. 1)—Republic Iron and Steel Co. vs. L. & N. et al. 


June 10—El Paso, Tex.—Examiner Flynn: 
12517—El Paso Chamber of Commerce vs. A. T. & S. F. et al. 


June 10—Sioux City, Ia.—Examiner Hunter: 
12402—Hanford Produce Co. vs. Director General and American Ry. 
Express. 
June 10—Chicago, Ill.—Examiner Seal: 
12465— ‘Silica Sand Producers’ Traffic Assn. et al. vs. C. B. && 
et al. 
12495—Silica Sand Producers’ Traffic Assn. et al. vs. Pa. R. R. et al 
12496—Silica Sand Producers’ Traffic Assn. et al. vs. P. M. et al. 


June 11—Chicago, Ill.—Examiner Seal: 
12468—Silica Sand Producers’ Traffic Assn. 
12469—Silica Sand Producers’ Traffic Assn. 
12470—The Rock Products Traffic League vs. 

June 11—Pittsburgh, Pa.—Examiner Quevedo: 
12481—H. J. Heinz Co. vs. Director General and Pa. R. R. 


a 11—Argument at Washington, D. C.: 
|. and S. 1309—Transit privileges on grain at Chicago district sto? 

over points. 

June 13—Kalamazoo, Mich.—Examiner Hunter: 1 
12483—J. Hungerford Smith Grape Juice Co. vs. A. T. & S. F. et a 

June 13—Philadelphia, Pa.—Examiner Paulson: _—— 
1. and S. 1337—Cement to Washington, Baltimore & Annapolis Ele 

tric Ry. stations. 

June 13—Deming, N. M.—Examiner Flynn: 
12475—Murray & Layne Co. vs. A. T. & S. F. et al. 

June 13—Tulsa, Okla.—Examiner Kephart: 
12435—Empire Refineries, Inc., et al. vs. C. R. I. & P. et al. 
12466—Mid-Co. Gasoline Co. vs. M. K. & T. of T. et al. 

June 13—Chicago, Ill.—Examiner Seal: 
12507—Carnation Milk Products Co. vs. A. T. & S. F. et al. 
12511—Carnation Milk Products Co. vs. G. N. 

June 13—Washington, D. C.—Examiner Agate: Line 

* Finance Docket 1105—Application of the Detroit & Toledo Shore 

R. R. Co. for authority to issue capital stock as dividends. 


June 13—Chicago, Ill—Examiner Butler: fish 
sy geaninaees Wholesale Lumber Assn. vs. Aberdeen & Roc 
ta 
11818 (Sub. No. 1)—Van G2 Saw Mills Co. vs. Director Generdl 
11818 (Sub. No. 2)—Geo. . Miles Timber and Lumber Co. VS. 
rector General. 


et al. 


to eastern ani 


Arkansas & Louisiana 


vs. Pa. R. R. et al. 
“— M. K. & T. et al. 
. & O. et al. 
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The Pennsylvania Tank Line leases “Pennsylvania” Tank Cars 
to Producers, Refiners and Marketers of petroleum and other liquid 
: products. Tank Line records show that approximately 70% of our 
1 : rowrte cars are used to transport petroleum products, the remaining 30% 

oe being used in hauling a wide list of other liquid products—such as 


t al. 


‘an Ry. ° . ; a ° 

acids, ammonia, alcohol, calcium chloride, caustic soda, fish oils, 
ae glycerine, glucose, lard, molasses, mineral waters, paints, rosin, 
od syrups, tallow, toluol, turpentine, vinegar, wine, etc. 

. et al 

al. 


if > fee We now have available for immediate lease a limited number of 
al BSA 8,000 AND 10,000 GALLON CARS 
¥ Wik These cars will be leased at attractive figures to the first applicants. 


Write us for rentals and further particulars. 


t stop 


PENNSYLVANIA TANK LINE 
SHARON, PA. 
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11988 (oun. No. 3)—Berthold & Jennings Lumber Co. vs. Director 
eneral. 

11818 (Sub. No. 4)—Robt. Kamm Lumber Co. vs. Director General. 
11818 (Sub. No. 5)—The Nicola, Stone & Myers Co. vs. Director Gen- 


eral. 
— oe. No. 6)—The Myers-Parsons Lumber Co. vs. Director 
eneral, 
— — No. 7)—The Union Wholesale Lumber Co. vs. Director 
eneral. 
11818 (Sub. No. 8)—Burnaby Bros. Lumber Co. vs. Director General. 
11818 (Sub. No. 9)—Chicago Lumber and Coal Co. vs. Director Gen- 


eral. 

ih A No, 10)—South Arkansas Lumber Co. vs. Director Gene 
eral. 

11818 (Sub. No. 11)—W. T. Ferguson Lumber Co. vs. Director Gen- 


eral. 
11818 (Sub. No. 12)—Gloor-Ortmann Lumber Co. vs. Director General. 


June 14—Shreveport, La.—Railroad Commission of Louisiana: 
Finance Docket 1252—Application of the Louisiana & Northwest 
R. R. Co. for a certificate of public convenience and necessity. 
June 14—Chicago, Ill.—Examiner Seal: 
12515—Swift & Co. vs. Kansas City Terminal et al. 
12223—Armour & Co. vs. N. P. Ry. et al. 
June 14—Buffalo, N. Y.—Examiner Quevedo: 
12459—White Pine Assn. of the Tonawandas et al. vs. N. Y. C. et al. 
June 14—Jackson, Mich.—Examiner Hunter: 
12461—Peninsular Portland Cement Co. vs. Director General and 
Cincinnati Northern. 
12462—Peninsular Portland Cement Co. vs. Director General and 
Cincinnati Northern. 
June 15—Buffalo, N. Y.—Examiner Quevedo: 
12476—Rogers Brown Iron Co. vs. Director General et al. 
June 15—Los Angeles, Calif.—Examiner Flynn: 
12467—Los Angeles Ice and Cold Storage Co. vs. C. R. R. of N. J. 


et al. 
10339—Los Angeles Founary Co. vs. Arizona & New Mexico et al. 
June 15—Oklahoma City, Okla.—Examiner Kephart: 
12460—The Oklahoma National Live Stock Exchange et al. vs. Abi- 
lene & Southern et al. 


June 15—Argument at Washington, D. C.: 
11976—Bedford Pulp and Paper Co. vs. C. & O. and Director General. 
11780—Consolidated Coal Co. of St. Louis vs. Director General. 

* 11778—Chicago-Springfield Coal Co. vs. Director General and I. C. 


R. R. 
* a gael Coal Mining Co. vs. Director General, I. C. R. R. 
et al. 


June 16—Austin, Tex.—Examiner Healy: 

* 8418—Railroad Commission of Louisiana vs. Aransas Harbor Ter- 
minal Ry. et al. 

* 3918—Railroad Commission of Louisiana vs. St. L. S. W. et al. 

* §920—Railroad Commission of Louisiana vs. St. L. S. F. & T. et al. 

* 1. and S. 710—Eastern Texas class rates. 

* I. and S. 729—Class rates to Shreveport, La. 

* 11764—In the matter of intrastate rates within the state of Texas. 


June 16—Chicago, IlIl.—Examiner Seal: 
11935—Swift & Co. vs. Ft. W. & D. C. et al. 
June 16—Washington, D. C.—Examiner Quirk: 
11567—The Order of United Commercial Travelers of America vs. 
Pullman Co. (further hearing). 


June 16—Detroit, Mich.—Examiner Hunter: 
12455—Homer Furnace Co. vs. N. Y. C. et al. 
June 16—Los Angeles, -Calif.—Examiner Flynn: 
12416—Robert E. Leahy, doing business under firm name and style 
of Robert E. Leahy Co. vs. Director General and Sou. Pac. 
June 16—Argument at Washington, D. C.: 
11867—Morris & Co. vs. Director General. 
11785—K. C. and E. S. Gaynor, trading as Gaynor Bros., vs. Director 
General and C. M. & St. P. 
11868—Northern Potato Traffic Assn. vs. A. T. & S. F. et al. 


CHAS. E. WALLINGTON 


Attorney at Law and Counsellor In 
Interstate and Forelgn Commerce 


Specialist & Counsellor 

Rate Analysis—Claims 

Transportation 971 SPITZER BLDG. 
Trackage Arrangements—Demurrage TOLEDO, OHIO 
General Matters Relating to State, 

Interstate and Foreign Commerce 


Hickox Bldg., 





GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission. 


Southern Buiiding, Washington, D. C 
Telephone Main 2702 


GEO. T. BELL 


COMMERCE COUNSEL 

1919-1921, Executive Vice-President, North- 

ern West Virginia Coal Operators’ Associa- All 
tion; 1914-1919, Attorney-Examiner, Inter- 
State Commerce Commission; 1909-1919 
Commerce Counsel for various commercial 
organizations and shippers of Missouri River 
cities. 

MUNSEY BUILDING, WASHINGTON, D. C. 





Traffic 


THE TRAFFIC WORLD 


DIRECTORY OF ATTORNEY 





CHARLES H. LAMPEN 


Commerce Counselor 


All phases of Traffic 
and Transportation 





CHAS. E. COTTERILL 
COMMERCE COUNSEL 
Suite 1120 Hurt Building 
ATLANTA, GA. 





CLYDE N. THOMPSON 


INDUSTRIAL TRAFFIC MANAGER 


and Transportation matters. 
Traffic Service Rendered on monthly 
basis. Correspondence solicited. 


MOREHEAD, KY. 


Vol. XXVII, No. 29 


June 17—Cleveland, O.—Examiner Hunter: 
12431—The Grasselli Chemical Co. vs. B. & O. et al. 
ar a i Grasselli Chemical Co. vs. Director General and C. R. Rr. 
oO ef 2 
12403—The Grasselli Chemical Co. vs. C. & O. et al. 


June 17—Cincinnati, O.—Examiner Eddy: 
12514—Frank G. Day, doing business as Frank G. Day & Co., ys 
M. & O. et al., ‘ 
12434—The Procter & Gamble Co. vs. B. & O. et al. 
12430—The M. B. Farrin Lumber Co. vs. Mo. Pac. et al. 


June 17—Chicago, Ill.—Examiner Seal: 
12423—Armour & Co. et al. vs. A. C. L: et al. 


June 17—Argument at Washington, D. C.: 
11907—Cotto-Waxo Co. et al. vs. Ann Arbor et al. 
11373—Diamond Alkali Co. vs. Fairport, Painesville & Eastern et a] 
11596—Hydraulic Press Brick Co. vs. P. C. C. & St. L. et al. P 


June 18—Auburn, N. Y.—Examiner Quevedo: 
12522—George M. Champlin, receiver, vs. L. V. et al. 


June 18—Cleveland, O.—Examiner Hunter: 
12479—American Shipbuilding Co. et al. vs. B. & O. et al. 
12479 (Sub. No. 1)—Frank A. Scott and J. O. Eaton, as receivers for 
the Standard Parts Co., vs. B. & O. et al. 


June 18—Argument at Washington, D. C.: 
11719—Rock Products Traffic League vs. C. R. I. & P. et al. 
= Products Traffic League, Chicago, Ill., vs. C. B. & Q. 
et al. 
a pities Sand Producers’ Traffic Assn. of Illinois vs. C, RB. 
.e i 


June 20—Argument at Washington, D. C.: 
* 12066—Construction and repair of railway equipment (locomotive 
equipment of the Pa. R. R. and affiliated lines). 


SOUTH DAKOTA EXPRESS RATES 


On petition of the American Railway Express Company al- 
leging discrimination against interstate commerce because the 
Board of Railroad Commissioners of South Dakota denied its 
request for permission to make increases for intrastate traffic 
similar to those permitted by the Commission for interstate 
traffic, the Commission, by an order in No. 12754, in the matter 
of intrastate rates of the American Railway Express Company 
between points in the state of South Dakota, has instituted an 
investigation to determine whether the discrimination alleged 
exists. The case was not assigned for hearing in the order. 


B. R. & P. NOTES AND BONDS 


The Buffalo, Rochester & Pittsburgh Railway Company has 
been authorized by the Commission to issue $3,949,000 of 4% 
per cent consolidated mortgage bonds and to pledge or repledge, 
from time to time, all or part of said bonds as collateral security 
for short term notes. The Commission said the company did 
not propose to sell the bonds at present, but merely sought at- 
thority to pledge them for short term loans. 


L. E., F. & C. NOTE 


The Lake Erie, Franklin & Clarion Railroad Company has 
been authorized by the Commission to issue a 90-day promissory 
note for $25,000, in connection with the acquisition of a loco 
motive, and reduction of existing indebtedness, and to assume 
liability in respect of $25,000 of preferred certificates, to be 
pledged with the Secretary of the Treasury for a loan of that 
amount which is to be applied on the cost of the locomotive. 





PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


KARL KNOX GARTNER 


(For a number of years Attorney and Examiner, Interstate 
erce Commission, and prior thereto engaged in th 

practice of law at Louisville, Ky.) 

Special attention to matters before the Interstate 

Commerce Commission, Income Tax Unit, Federal 

Trade Commission, United States Shipping Boeri, 

Federal Courts. 


CLEVELAND, O. 701-706 WOODWAED BLDG., WASHINGTON 





Wilbur LaRoe, Jr. 


Commerce Counsel 


Southern Bullding Washington, D.C. 





EDWARD A. HAID 


ATTORNEY AT LAW 
1411-16 Liberty Central Trust Bullding, 
St. Louls, Mo. 


Special attention to matters before Inter: 
state Commerce and State Commissions 82 
railroad and rate litigation and claims. 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON 
COLORADO BUILDING 
Telephone, Main 3840 


CHICAGO 


418-430 S. MARKET STREET 
Telephone, Harrison 8808 


100% American Premier Fleet 


Marine 
Despatch Line 


America’s Coast-to-Coast 
Direct Fast Freight 





NEW YORK 
| PHILADELPHIA 
BALTIMORE 
SAVANNAH 
and MOBILE 


DIRECT TO 


LOS ANGELES (San Pedro District) 
SAN FRANCISCO 
PORTLAND 
SEATTLE 


REGULAR SAILINGS 
FORTNIGHTLY 
A-1 FAST STEEL STEAMERS 


OFFERING 
RELIABLE 


UNEXCELLED 
FACILITIES 
and SERVICE 


For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 


New York 
42 Broadway 
Mobile, Ala. 
S. W. Cor. St. Francis & Water Sts. 
Oakland, Cal. 
Parr Terminal 
Portland, Ore. 
Board of Trade Bldg. 


Philadelphia 
139 South Third St. 


Pittsburgh 
1537 Oliver Building 
Savannah, Ga. 
Savannah Bank and Trust Bldg. 


Los Angeles, Cal. 
427 Van Nuys Bidg. 


1103 L. C. Smith Bldg., Seattle, Wash. 
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cpen 
‘Trans-Pacific able Service 


REGULAR SERVICE Spetten Uiiced"States Shipeing Boara. FREQUENT SAILINGS 
From SEATTLE To 
Yokohama, Kobe, Shanghai, Hong Kong, Manila, Singapore, 
Dairen, and *Vladivostock 


*Vessels will make direct call if offerings justify. 


SAILINGS FROM SEATTLE 


Frequent **SS KEYSTONE STATE, June 18 **SS SILVER STATE, July 9 **SS WENATCHEE, July 30 
C. ° SS CITY OF SPOKANE, June 27 SS EDMORE, July 20 
oastwise **Combination freight and passenger (Length 535 feet; 21,000 tons displacement; speed 1714 knots). 
Sailings From PORTLAND To 
BETWEEN Yokohama, Kobe, Shanghai, Hong Kong, Manila and Dairen 


Direct connections at Hong Kong with Feeder service to Saigon, Singapore, Samarang, Soerabaia, and way ports. 
SAILINGS FROM PORTLAND 


SS MONTAGUE, June 20 SS ABERCOS, July 16 SS PAWLET, August 11 SS COAXET, Sept. 6 
For Sailing Dates, Rates, Detailed Information Apply to 


Seattle, Tacoma, 
Victoria, Vancouver, 
Portland, San Francisco, 


San Diego, Los Angeles, 142 South Clark Street, Chicago 17 State Street, New York 
and all M. J. WRIGHT, Freight Traffic Manager, Seattle 
Alaska Points. L. L. BATES, Foreign Freight Agent, Seattle 


All Cities Pacific Coast and Orient 





AMERICAN OWNED AND OPERATED 


The ADMIRAL LINE 


TS EACA.N 4.1 en ds 
PACIFIC STEAMSHIP COMPANY 
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The Pacemaker 
It is a big advantage to owners to buy 


a modern up-to-date truck which em- 
bodies every recent improvement that 


truck engineering has developed. No 
change of design is introduced by 
Pierce-Arrow until proven in use. 


Until war demands interfered,every improvement 
developed was introduced in current production. 
Experimentation went right on. Now these 
improvements are embodied in present Pierce- 
Arrows. They are the most efficient trucks made. 


1Crce. ..°... 


2-ton $3750 
34-ton 4950 


5-ton 5700 
VW All Prices F.O.B. Buffalo 
_ 


THE PIERCE-ARROW MOTOR CAR COMPANY, BUFFALO, N. Y. 
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Express Freight Service 
U. S. Mail Steamers Twin Screw American Steamers 


New York | Hamburg 










New York Rotterdam Amsterdam 
Philadelphia Rotterdam | Amsterdam 





Piiladclphia t Port of Los Angeles San Francisco 


, 






Through Bills of Lading issued to and from Hawaiian Islands and North Pacific Ports 


GENERAL OFFICES: 44 Whitehall Street, New York 















CHICAGO, Marquette Building MINNEAPOLIS, Metropolitan Life Building 
T. J. McGEOY C. H. DRINKWATER 
General Western Freight Agent Northwestern Freight Agent 
Philadelphia Los Angeles St. Louis San Francisco 
Lafayette Building Central Building Pierce Building Merchants Exchange 
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Consolidated Carload Freight Forwarding Service is built on 
twenty-two years of study and experience, and covers the 
Atlantic, the Pacific, the Continent of North America—in 
fact, the World. But the big fact to grasp is that it covers 
all those points which assure safety of goods, prompt shipment 
and decided saving of time, trouble and expense. 


Coieittiliaienn st Wiha, Our Specialties—Household Goods, Automobiles, Machin- 
Household Goods, Automobiles, Pianos, ery, Toys and Pianos, consolidated in carload shipments and 
and Everything for Export Anywhere. shipped in through cars at reduced rates, and General Commod- 

ities for Export to any part of the World. 


The Service which is Different. ‘‘How different ?” 
Let us figure on your next shipment and you will understand. 














Export and Domestic Freight Forwarders. 










TRANS-CONTINENTAL FREIGHT COMPANY 


General Offices: 203 Dearborn St., Chicago 
Eastern Office: Woolworth Bldg., New York 








Old South Building, Boston Hippodrome Building, Cleveland 
Ellicott Square, Buffalo Monadnock Building, San Francisco 
Drexel Building, Philadelphia Van Nuys Building, Los Angeles 
Union Trust Building, Cincinnati Alaska Building, Seattle 





13th and Kearney Sts., Portland, Oregon 


’Phone or Write the Nearest Office 
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